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PREFACE

Airport master planning is a methodical process where each step is performed in
sequence so that subsequent tasks rely on the results of their predecessors. The primary
tasks in order of execution include: Inventory, Aviation Activity Forecasts,
Demand/Capacity =~ Analysis, Facility = Requirements, Alternatives  Analyses,
Implementation Plan, and Airport Plans. The typical planning process is briefly

summarized as follows.

Inventory - The inventory process collects and quantifies information concerning the
existing airport and adjacent properties, including the existing runway/taxiway system,
hangars, aircraft parking apron, airport access and property holdings, adjacent land uses, and
airport services. This information is utilized throughout the planning process. Also,
statistical and projected data pertaining to the airport and its service area, such as aviation
activity, population, employment, income, development trends, and future trends is

collected. This information provides the foundation on which forecasts are developed.

Aviation Activity Forecasts - To plan for the future it is necessary to develop a forecast of

the level of airport activity that can be anticipated at set intervals in the future. Development
of forecasts is intended to provide this idea of future levels of passengers and aircraft
operations and the types of aircraft that will operate at the airport. Forecasts are developed
using various mathematical, market share, and trend related projection techniques to develop
a realistic estimate of the future number of based aircraft, type of aircraft (fleet mix), and the
total number of aircraft operations (landings and takeoffs) that should be accommodated.
The forecasts are one of two elements of the master plan that the Federal Aviation

Administration (FAA) reviews and approves prior to proceeding to the next task.



Demand/Capacity Analysis - Every airport has an upper limit on the number of aircraft

operations (landings and takeoffs) that the runway and taxiway system can accommodate.
This upper limit is referred to as the airfield capacity. Airfield capacity is evaluated both on
an hourly and annual basis. As with the airfield, the existing capacity and capability of other
airport facilities, i.e., navigational aids (NAVAIDs), terminal building, hangars, tie-downs,

auto parking, etc. are compared to future demands.

Facility Requirements - This analysis presents future requirements for airport facilities in

terms of additional square feet, lineal feet, acreage, or other appropriate units of
measurement. The output of this part of the master plan is a list of optimum facility
improvements that the airport should implement over the 20-year planning period to

accommedate anticipated aviation activity.

Alternatives Analysis - This portion of the master plan utilizes the facility requirements

from the previous task and identifies options that will satisfy these requirements and comply
with FAA criteria. The options considered can range from minor changes or additions to the
existing airport to major reconfiguration of the airport, its property, and its facilities
depending upon the existing capacity needs previously identified. One or a combination of

various development alternatives will form the basis for the airport layout plan drawing set.

Implementation Plan - After the facility requirements are determined and the alternatives

analysis identifies the most viable manner of meeting these needs, the financial plan and
capital improvement program (CIP) identifies sources of funding and the phasing of the
required improvements. The financial plan identifies those items eligible for federal and

state funding and those requiring local (airport) or private funding.

Airport Plans - Associated with the development of the master plan is the preparation of a
series of drawings that depict both the existing airport and the proposed changes to the
airport over the next 20 years. This set of drawings is commonly referred to as the Airport
Layout Plan Drawing Set. As is the case with forecasts, these drawings must be reviewed

and approved by the FAA for Master Plan recommendations to be eligible for FAA funding.

i



The FAA has very specific guidelines and criteria provided in the form of Advisory
Circulars and Federal Aviation Regulations that are used in developing the airport master
plan. Based on the forecasts of future aviation activity, the master plan establishes a
schedule of financial and construction priorities as well as identifying the sources to be
used to fund airport improvements over the short-range (0 to 5 years), intermediate-range
(6 to 10 years), and long-range (11 to 20 years) planning periods. As such, it is both a
physical and financial plan for use in guiding local decisions relating to airport facilities

and their potential improvement.

The aviation forecasts and facility requirements developed based on their projections
should be regarded as generalized planning tools or thresholds that assume attainment of
the projected activity. Should the forecasts prove to be conservative, proposed
improvements can be advanced in the CIP schedule. Likewise, if traffic growth
materializes at a slower rate than forecast, deferral of recommended improvements would

be prudent.

The Master Plan Update for Athens-Ben Epps Airport was initiated in October of 1997.
The initial work effort resulted in the production of the “Master Plan Update Aviation
Activity Forecasts Technical Paper”, which is incorporated herein as Appendix I.
Typically, the master planning process is a continuous, uninterrupted effort. However,
seven months into the process, work was delayed at the direction of Airport
representatives while other analyses, related to, but outside of, the master planning
process, were conducted. In June of 2001, work was resumed on the Master Plan project
at the request of the Airport Director. Therefore, the following is the result of the
resumption of the Master Plan Update. This Report includes the Inventory, Aviation
Activity Forecasts, Demand/Capacity Analysis, Facility Requirements, Environmental
Overview, Alternatives Analyses, Implementation Plan, and Airport Plans sections, and
presents the various outputs and results of the supplemental analyses that were

conducted.
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Five additional studies were conducted as part of this supplemental analysis effort.
Excerpts from these reports and studies are included in this document as appropriate; full
reports have been incorporated as appendices, i.e.:

¢ Runway 9/27 Length Analysis, Appendix II;

¢ Runway 9/27 Extension Feasibility, Appendix III;

¢ Commercial Terminal Building Demand/Capacity Analysis, Appendix IV;
¢ Commercial Terminal Alternative Analysis, Appendix V; and,
¢

General Aviation Terminal Building Conceptual Program, Appendix VI.

v



























































































































































































































































































































APPENDIX D

Remote Commercial Terminal Alternative Analysis “Midfield Site”, December 1998
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MIDFIELD COMMERCIAL TERMINAL
ALTERNATIVE ANALYSIS
Athens-Ben Epps Airport

TECHNICAL WHITE PAPER

Following the completion of a feasibility analysis to construct a replacement commercial
passenger terminal east of Runway 2-20, the Athens-Clarke County Unified Government
requested further studies to be performed for an additional site. The additional site,
herein referred to as the “Midfield Site”, is located immediately south of Runway 9-27
near the extended runway midpoint (reference Exhibit 1). The LPA Group Inc. entered
into a contract during October 1998 to study the site’s feasibility of accommodating the
future needs of a commercial passenger terminal building and all supporting
infrastructure. This effort was similarly undertaken as a supplement to the on-going
master plan update for Athens-Ben Epps Airport. ‘

"~ The subject site was previously considered as a part of the previous 1995 Master Plan

Update. At the time, although believed to afford the airport many operational

- advantages, the Midfield Site was not selected primarily for construction cost reasons.

The 1995 study evaluated a total of three concepts for the passenger terminal: 1)
development of the existing site, 2) a site south and slightly west of the midpoint of
Runway 09-27 , and 3) a site east of Runway 2-20. Of those sites, development of the
existing site was recommended. The on-going master plan update, being performed by
The LPA Group, has identified a now favored alternative to reconstruct a new terminal in
the existing pa.rkmg lot, herein referred to as the “Parking Lot Slte”

Following are general notes and dlscussmns which reflect The LPA Group’s study and .
findings for the mldﬁeld alternative terminal location.

ASSUMPTIONS AND YMETHODOLGY

o The location of a midfield terminal affects taxi distances compared to the existing
site (reference Exhibit 2). Aircraft taxi access to the proposed site is excellent for
aircraft arriving on Runway 27 (Category I precision end) with optimal short taxi
distances. However, although utilized less frequently, landings on Runway 9
would require considerable back taxiing to the midfield commercial terminal area.
This is further complicated by the “missing” section of Taxiway A, south of the
existing passenger terminal building.

o The midfield site is remote from the existing fuel farm, ATCT administration
offices, and ARFF station (reference Exhibit 2). Access for fueling would require
trucks to either: 1) crossing of Runway 9-27 and Taxiway A, 2) construction of a
partial perimeter access road around Runway 9-27, or 3) construction of a new -
fuel farm located adjacent to the midfield terminal site.

« Potential for security screening of charter aircraft passengers needs to be
considered. The potential for Design Group III (or larger) aircraft providing
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* commercial service and charter service needs to be considered for the alternative
commercial terminal site. ‘ : :
« The ability to construct a full-length paralle]l taxiway on the south side of
Runway 9-27 is restricted to the east by the current VORTAC critical area.
Therefore, runway crossings to access the aircraft apron will be necessary. Based
on current aircraft operational levels, this constraint should not present a
significant concern as long as the tower is in operation. As activity increases over

the long-term to the 100,000 annual operations level, mitigation measures should
be implemented. -

Assuming that the alternate location’s difficulties and limitations are acceptable, we have
proceeded with conceptual alternatives. T )

“MIDFIELD SITE” CONCEPT DEVELOPMENT & EVALUATION

Concepts, beginning with the 1995 Master Plan (Terminal Concept 2 by HNTB shown

herein as Exhibit 3) have been developed to illustrate significant design variables of the
site south of Runway 9-27. ' :

Significant issues include:

Apron and taxiway development requirements;

Terminal location and loop road / parking extents;

Access road and site access location; '

Property acquisition requirements;

Consideration of site conditions, especially topography; and,
Effect on neighboring land uses:

-Residential areas;

-Governmental facilities; and,

-Commercial areas. '

Existing Site Conditions

Two base sheets indicating existing site conditions such as existing property limits,
runway/taxiway conditions, Part 77 surfaces, existing adjacent development, and
~ topography have been developed. These are used to illustrate existing constraints and to
evaluate and analyze HNTB’s previous Terminal Concept 2. The sources were mapping
included in the ALP drawing set and additional mapping outside the Airport property
limits obtained from the Planning Department of Athens-Clarke County. Discrepancies
exist in the indication: of exact property lines and descriptions as well as topography

between the two.sources (reference Exhibit 4). These should be resolved prior to further
. site development. ‘ \ : :
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Concept Evaluation.

HNTB CONCEPT 2 — Terminal Concept 2 from the HNTB 1995 Master Plan (shown. in
Exhibit 3 and 4) was reviewed for compliance with current applicable design criteria and
ability to meet demand requirements. The terminal building size and the aircraft apron

size are appropriate. The total parking developed (257 spaces) exceeds the total
prOJected demand of 240 spaces.

Significant concept strengths include:

» Ability to meet projected demand requirements; and,

» The area of site development is concentrated on the highest ground and the access
points are from the lower end of the runway slope. :

» Location minimizes taxi distances from the most common runway approach end.

Significant concept weaknesses include:

 This location requires acquisition of numerous parcels of property Even by
adjusting the concept to allow for the development of Farmer’s Hardware, the
entry/exit road requires acquisition of commercial property at Lexington
Road/Highway 78. Four different parcels would need to be acquired.
Negotiations with property owners could be protracted and expensive.

» The separation of the proposed taxiway and apron taxilane needs to be increased
to allow for use by Design Group III aircraft (see Exhibit 3 and the Appendices
Jor an excerpt from AC 150/5300-13).

-« The location of the aircraft parking apron may be to close to the runway, creating
potential conflicts with Part 77 surfaces (see Exhibit 3 and the Appendices for
Part 77 excerpts and table of probable aircraft design crzterza) While some
additional clearance is provided by allowing for a drop in elevation from the
runway to the parking apron, to protect Runway 9-27 precision approach minima,
the tail height of a 737 (37°-4 ") should not violate the required clearances.

Additional concepts were developed by The LPA Group to explore ideas to correct the
weaknesses noted above. All concepts use the terminal “footprint” developed for the
“Parking Lot” Alternative since activity levels should be consistent at any location.

CONCEPT 1 - Concept One consolidates all development near the existing west end of
Runway 9-27, as depicted in Exhibit 5. Property acquisition is limited to the area formed
by an extension of the easternmost property line of the Farmer’s Hardware development.

- This preserves the remaining frontage of the Beussee property for other development.
However, the number of parcels to be affected- remains unchanged from the HNTB
concept. Access to the site is via a short access road connecting directly to Lexington
Road (Highway 78). The apron access would be provided by an extension of Taxiway
A2. Additional airside access by a future partial parallel taxiway wrth Desrgn Group IIT
criteria is shown south of Runway 9-27.
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Significant strengths of Concept One:

e Reduces the area needed for property acquisition.

o Reduces taxiway development for initial development (dual access points and a
partial parallel taxiway to Runway 9-27 and Taxiway A seem excessive based on
current and projected level of commercial operations).

e Part 77 surfaces and taxiway/taxilane separatlons have been adjusted to
accommodate Design Group III aircraft.

e Area of development remains in the more favorable topography similar to the
HNTB concept.

- The length of the entry/exit access road has been reduced from 1,150 linear feet to
500 hnear feet.

Significant weaknesses of Concept One:

o Impact of traffic, lighting, and taxung noise on. residences to the west of the
development may need to be mitigated in some manner.

e Layout of the terminal area is 51gn1ﬁcant1y constrained by the Farmer’s Hardware
development.

e Significant site development is still located in unfavorable topography.

CONCEPT 2 - Concept Two consolidates all of the future passenger terminal
development within the Beussee property limits. This should simplify property
acquisition. The commercial frontage (except for a 150-foot right-of~way) could be left
as an out-parcel or the property could be retained for other airport/County use. The site
access would be provided by an access road perpendicular to the existing Shady Brook
Drive entrance point. Apron location and access is similar to Concept One, shifted
slightly east. The future taxiway access has been modified to reflect De51gn Group III
criteria and appropnate clearances are shown.

Signiﬁcant strengths of Concept Two include:

o Impact to adjacent residences is reduced.

o Negotiations for property acquisition will be simplified as only one property is’
affected. Adjacency to the existing County developments could have future
mutual benefits.

» Consolidation of parking requirements reduces the area of land51de site

‘ development by approximately one-third.
« Loop road perimeter is further reduced from 2,350 linear feet to 1,750 linear feet.

The change in access points increases the length of the entry/exit road from 500
feet to approxxmately 850 feet.
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Significant weaknesses include:

o Significant landside development occurs in unfavorable topography.
« Additional taxiway development to access existing Taxiway A may be necessary.

Additional comparisons of the relative strengths and weaknesses of the three proposed
developments are shown in the presented in Exhibit 7.

In addition to a cursory analysis of strengths and weaknesses, Exhibit 7 - Comparative
Concept -Analysis Chart, presents a detailed evaluation matrix of various operational,
design, and development cost factors. This screening process serves in a similar manner
as previously studies for the “Remote Site” to isolate one specific alternative against
which to measure the currently preferred “Parking Lot Site” concept advanced in the on-
going master plan process. Detailed cost estimates for each alternative were not
included, as a part of this preliminary screening. The analysis presented in the evaluation

matrix recommends that Concept 2 be advanced in the analysis. Exhibit 8 presents the
~ final version of this concept :

“PARKING LOT SITE” CONCEPT MODIFICATION & EVALUATION

As part of the ongoing Master Plan Update, the preferred “Parking Lot Site” concept
involves development of a new terminal building on the existing site in the current
parking lot area. As previously noted in the analysis performed for the “remote site”, this
concept is a smaller part of an overall terminal area development plan which has been
previously approved by the Unified Government. The approved plan however, did not
consider the merits of a remote relocation of the commercial passenger terminal facilities.
An initial development phase for the “Parking Lot Site” terminal area program
representative of the passenger terminal construction element has been developed for the
purposes of concept comparison (reference Exhibit 9). This phase of construction
compares equitably to the concepts previously analyzed for the midfield site. The
“Parking Lot Site” and the “Midfield Site” are comparable facilities, in terms of size and
function. The following narrative compares the features of the “Parking Lot Site”
development to the Midfield Concept Two. The comparison is based on operational
cntena design cntena, and development cost criteria.

Operational Criteria

- Taxi distances - The “Parking Lot Site” is accessible from Taxiway “A”, which.
parallels Runway 9-27 (the only commercially operational runway). Access to
the parking apron is available from either end of Runway 9-27, and an exit
taxiway (42) is available. Access to the commercial apron is available by parallel
taxiway despite the missing segment from Taxiway “A3” to “B3”.

* The “Midfield Site” is also accessible by Taxiway “A” which parallels Runway ‘
9-27 or from the runway by direct exit to the proposed connector taxiway east of
Taxiway “A2” (reference Exhibit 2) for aircraft capable of holding short. Aircraft
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taxi access to the proposed site is excellent for aircraft arriving on Runway 27
(precision end) with optimal short taxi distances. However, arrivals on Runway 9
require considerable back taxiing to the commercial terminal area. This is further
complicated by the missing segment of Taxiway “A”. Since the most common
approach is to the 27 end , a short and efficient taxi path will reach the “Midfield
Site” apron. A proposed 1000-foot extension to Runway 9 may increase the need

for and utility of a parallel taxiway south of the runway to provide access for the
midfield commercial apron.

Access to Fuel and Maintenance - The “Parking Lot Site” is located near the
existing fuel farm and the limited maintenance facilities near the existing
terminal, north side of Runway 9-27. The “Midfield Site” apron is approximately
2.200 feet away from these facilities. Access by fuel trucks to the new apron site .
would be via the runway/taxiway system because no secure perimeter road exists. -
Alternatives would be to develop additional fuel facilities to support commercial
“operations or construct a west side secure perimeter road. -

Ability to Accommodate Group III Aircraft - The “Parking Lot Site’s” apron is.
accessible by taxiways with a 400-foot separation, which is suitable for aircraft of
Group III (and Group IV) as indicated in AC 150/5300-13. Adequate area for
taxilane Object-Free Areas (OFA’s) for Group III aircraft are available -on the

existing apron. Some tie-down spaces may need to be relocated. ’

The “Midfield Site” requires a connector taxiway to Taxiway “A” to facilitate a
runway crossing. Additionally as previously discussed, a new partial parallel
taxiway to accommodate Design Group III aircraft, would be desirable as
operations increase or as the runway length is expanded. The “Midfield Site”
apron has been designed to accommodate the Group III requirements.

Runway Crossing Traffic - Access to the “Parking Lot Site” Runway 27 arrivals
requires no runway crossing. Access for aircraft arriving on Runway 9 requires
crossing Runway 2-20. All access to the “Midfield Site” requires crossing
Runway 9-27, and potentially also Runway 2-20 if the full length of the runway is

needed. A future parallel south of Runway 9-27 may reduce, but not eliminate this
crossing traffic.

Construction Phasing Requirements - Phasing of construction is a significant
issue at the “Parking Lot Site”. The building location within the existing parking
lot allows new construction while the terminal remains accessible. A coordinated
schedule of site improvements.to replace the road and parking is required.
Demolition of the existing building and apron in-fill will complete the process;
however, the construction sequence will impact commercial operations
throughout the building program. ' '

Construction phasing is much less of an issue at the “Midfield Site”. Some
~ construction operations could affect the use of Runway 9-27 and Taxiway “A”
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- during construction of the connecting taxiway to the new apron. Otherwise, a
logical sequence of construction would allow all improvements to be occupied

and operational at the same time. Coordination of the utility extensions with on-
site development will be required

An overview of the comparison of Operational Factors is contained in the
Comparative Concept Analysis Chart presented in Exhibit 10.

Design Criteria

Site Accessibility - The existing Airport terminal and proposed “Parking Lot
" Site” development are accessed by Winterville Road via Lexington Road
(Highway 78). Proposed improvements may create a more direct link to the

Airport from the Athens Loop (Hzghway 10) by extension of Athena from
Olympic Drive. - A

The “Midfield Site” would be accessed by a new private road directly off of
Lexington Road. This site is potentially highly visible from Highway 78. The
new road would be in perpendicular alignment with Shady Brook Drive across
~ Highway 78. Traffic improvements such as deceleration lanes and/or signalization

at the intersection could be accommodated when and if the traffic volume
warrants. ’

Part 77/Safety Criteria - The height clearances and primary surface locations for

each site are shown on their respective illustrations. Both sites comply with

criteria for object free areas. The apron for the “Midfield Site” should be

carefully reviewed during design. The apron should be built as close as prudent

to Runway 9-27 to minimize earthwork requirements while providing the

necessary clearances. The aprons should allow for parking of aircraft with total
tail heights up to approximately 37.5 feet, which allows for a reasonable range of
design Group III aircraft (see the Probable Aircraft Design Criteria table in the

Appendix). The “Parking Lot Site” has some ability to handle larger/taller an'craft

from the Design Group IV category.

~ Site Security and Separation - A key issue in security is the ability to prevent
unauthorized persons from entering the air operations area (404). Requirements
of FAR Part 107 must be met for passenger service.” Public charters (those in

which any part of the cost is borne directly or indirectly by individual passengers)
must also meet these requirements.

The “Parking Lot Site” would offer security by improving the definition of the
commercial service apron from adjacent general aviation uses and business

aircraft uses. The area from the tower west and from Sonny s north would be
outside of the commercial operations area.
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The “Midfield Site” maximizes the securability of the commercial apron by total
removal of the commercial activity from other Airport uses. However, neither
FAR part 107 nor the FAA “Recommended Security Guidelines for New Airport
Construction and Major Renovations” dictate such a total separation of uses.

Future Expandability / Flexibility - The “Parking Lot Site™ has reasonable room
for expansion of the building and vehicular parking. Some airside limitations
result from adjoining uses. Room for growth of all elements is present at the
“Midfield Site”. Any limitations on expansion are largely due to topography

constraints. The existing pond and creek could become a constraint to major
expansion in the future.

Effect on Residential Uses - Development at the “Parking Lot Site” does not
create any changes for residential uses. Development at the midfield site may
create effects on the residents of the small subdivision area to the west. These
effects could include engine noise from taxiing and spillover from apron lighting.
Due to the fact that this area is over 2000 feet from the proposed apron and is near
a heavily traveled highway, the impacts are believed to be minimal. Construction
of a parallel taxiway from the current end or proposed extension of Runway 9
could create more significant effects on this residential area.

- Effect on Governmental Uses - Development at the “Parking Lot Site” does not
have any effect on governmental uses. Development at the “Midfield Site” will
create displacement of two existing farm structures, increase public traffic
adjacent to the County Farm area, and require site grading and development in
close prox1m1ty to the existing county complex.

However, beneficial effects from locating public facilities on adjacent land and
controlling development in the immediate area of the County Farm could result.
The proposed development leaves adequate buffering between adjacent uses and a

portion of the property required (identified as “potential out parcel “ on Exhibit
8) could be made available for other County uses.

Effect on Commercial Uses - Development at the “Parking Lot Site” has no
effect on commercial uses. The “Midfield Site” affects and is affected by the
adjacent - commercial use, principally Farmer’s Hardware. The added traffic
impact is appropriately handled by Highway 78. It appears desirable for the
‘County to use the entire property required as opposed to permitting further
commercial development on the Highway 78 frontage. This would displace some
developable land on a commercial corridor.

An overview of the comparisons of Design Criteria is shown in the Comparative
. Concept Analysis Chart presented in Exhibit 10.
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Development Cost Criteria

Apron Development Requirements - The “Parking Lot Site” requires
development of approximately 6,300 square yards of apron to in-fill the previous

' terminal location. The “Midfield Site” requires development of approximately
11,100 square yards for the apron’s parking and maneuvering taxilanes.

Taxiway Development Requirements - No addition taxiways are required for
access to the “Parking Lot Site”. The “Midfield Site” requires at least a connector
taxiway to Runway 9-27, approximately 500 feet in length, and to Taxiway “A”,
approximately 300 feet in length. As discussed in the operational criteria, a
partial parallel taxiway (1,600 feet in length to the Runway 9 end) with
‘appropriate separation may also be desirable in the future.

Loop Road Length - The “Parking Lot Site” development has a loop road length
of 2,300 linear feet. This allows for terminal parking and other use parking to be
combined. The “Midfield Site” loop road is 1,750 linear feet.

Entry /Exit Road Length - The ‘;Parkirig Lot Site” requires 800. linear feet of
road to connect the loop to Winterville Road. The “Midfield Site” requires 850
linear feet of road to connect the loop to Lexington Road/Highway 78. The road

construction at the “Midfield Site” is more difficult due to the topography
constraints. : ‘ ‘

Parking Development Requirements - The “Parking Lot Site” must develop the
240 spaces forecast in the 20-year demand as well as spaces dislocated by the
loop road (at ‘Sonny’s and Georgia Flight) and the apron (near the Air traffic
Control Tower). Some of the required parking already exists with minor
reconfiguration required. The “Midfield Site” requires the same 20-year demand

parking, however, no other parking displacements occur. All parking at the
“Midfield Site” is new construction.

Demolition Costs - The “Parking Lot Site” requires demolition of the existing
7,866 square foot terminal building and portions of the existing loop road and

parking. Demolition at the “Midfield Site” is limited to clearing and grubbing of
the development area. ’

Topography / Earthwork Requirements - The “Parking Lot Site” is relatively
flat, with most earthwork requiring regrading or cutting of the site. Apron and
parking in some areas are developed on previously paved areas. On the other
hand, accommodation of existing terrain was a key element in developing
concepts for the “Midfield Site”. Development area is limited due to the drop-off
from Runway 9-27 toward the property line to the south. At some portions of the
site, 15-20 feet of fill will be required. The amount of grade differential that can
be made up in the slope of the taxiway and apron is limited. Roads and parking
are more flexible in their ability to accommodate the current sloping topography.
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Land Acquisition Requirements - The “Parking Lot Site” requires no additional -
land acquisition. The “Midfield Site” requires the purchase of the remaining
portion of the Beussee tract, approximately 38.5 acres. The cost of this property

acquisition is a major consideration in the decision analysis of a relocation to the
“Midfield Site”. ’

Leaseable Space Loss - The “Parking Lot Site” requires demolition of the

_existing terminal. The current building leases out 277 square feet to the Weather
Service, 2,307 square feet to the Georgia Flight Academy, and 594 square feet for
travel agent offices. The terminal building program and concept includes
replacement space for the travel agent offices. The Weather Service could move
to the new General Aviation Terminal. No replacement space for Georgia Flight
Academy lease area is included.

_ The “Midfield Site” development would leave the existing terminal in place.
Therefore, the existing 3,178 square feet leased remains in use and approximately

. 2,600 square feet of additional space would be available for leasing. Some
renovations would be required to the existing terminal prior to leasing.

Utility Corridor Extension - The existing terminal site requires modification to
utilities (water, sewer, power, and communications). Upgrades may be shared by
all existing facilities, the new terminal , and other planned improvements. This
spreads the costs to various projects and tenants.

Development of the “Midfield Site” would require extending utilities from
Lexington Road to the site development area. Adequate capacity for water and
sewer should be available for the proposed development at the “Midfield Site”.

An overview of the‘comparison of Development Cost Criteria is shown in the
Comparative Concept Analysis Chart presented in Exhibit 10.

CONCLUSIONS & FINDINGS

The evaluation comparing the current recommended passenger terminal site and the
“Midfield Site” south of Runway 9-27.is shown in Exhibit 10. The tabulation of all

ratings point to marginal advantages (scoring of 86 versus 81) afforded the County with
the “Parking Lot Site”. :

In addition to subjective evaluation previously presented, The LPA Group prepared
detailed cost estimates for the “Parking Lot Site” and the “Midfield Site”. Those costs
were grouped into major construction packages for funding analysis reasons and are
presented in Tables 1 and 2, together with the estimated funding eligibility breakdowns.
The Local (Sponsor) responsibility portion may be financed through user fees, airport
revenues, County funds, governmental bond issues, long-term loans, SPLOST
allocations, or private investment. The preliminary estimates result in a total cost
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differential between the “Parking Lot Site” and the “Midfield Site” of approximately $2.3
million dollars. The amount of the “Midfield Site” total cost for which the Local
government would be responsible for is approximately $2.35 million. The difference in

* Local share between the “Parking Lot Site” and the “Midfield Site” is much less at
roughly $1 million.

The cost differential between the two analyzed sites could potentially be offset through

SPLOST or other creative financing methods. A great deal of the cost variance is aresult
of earthwork requirements and necessary property acquisition. Operationally, very few -

advantages exist for one site over the other. A remote site will afford the County the
intangible merits of convenient landside access, a desirable new front door appeal for
arriving passengers, as well as long-range expandability for commercial aviation and
general aviation to the south and north of Runway 9-27, respectively. ’

It should be pointed out that several construction. initiatives (i.e., fuel farm, partial
parallel taxiway, etc.) may be considered to strengthen the operational aspects of the
“Midfield Site”, but at the result of considerable cost. Two long-term advantages of the
“Midfield Site”, which are non-existent at the “Parking Lot Site” would be the
availability of commercial properties for sublease along Lexington and the potential for
considering paid parking at the commercial terminal. Airport revenues realized from the
automobile parking facilities may range from $75,000-200,000 annually, depending on
lot utilization and fee structure. This aspect alone may outweigh the . difference in
* construction cost. ’




PARKING LOT
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Tax! Distancs : : . 5 O 3
Access to Fuel and Maintenance : . S G 2
Ablilty to Accomodate Group Ili Alrcraft A . S Q 4
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TABLE 1

_ PRELIMINARY ENGINEER'S ESTIMATE
PASSENGER TERMINAL CONCEPT - "PARKING LOT SITE"

ATHENS-BEN EPPS AIRPORT

3 by

FEDERAL T 00% - $307,762
STATE - 0% $0
'LOCAL | 10% . $34.196

$341,958

TOTAL

FEDERAL " varies ““"' $1,952,857

STATE - - 0% 30
LOCAL ) - varies - $904.518
TO ' A N . _ _ ] $2,857,375

| $113,572
STATE $0
LOCAL 10% $12.619

TOTAL - $126,191
bl - e =
STATE %0
LOCAL 100% $367.837

TOTAL

FEDERAL , $2,405,624
STATE ‘ $0
LOCAL , ' $1.322.662
TOTAL : $3,728,286

Source: The LPA Group analysis, 1998.




TABLE 2

PRELIMINARY ENGINEER'S ESTIMATE .
PASSENGER TERMINAL CONCEPT - "MIDFIELD SITE" (ALT. D)
ATHENS-BEN EPPS AIRPORT '

$989,281

STATE 0% $0
LOCAL 10% ) . $109.920
TOTAL ) 100% ‘ $1,099,202

"FEDERAL . ~ varies < A , $1,669,003
STATE 0% - %0
LOCAL varies $872.978
TOTAL . N/A ‘ $2,541,981

BERAIE

FEDERAL . 90% $113,157
STATE . 0% ' $0
LOCAL ’ 10% $12.573
TOTAL - 100% $125,730

i

FEDERAL 90% $103,752 °
STATE 0% $0
LOCAL ' % $11.528
TOTAL - 100% $115,280

2 : e &
FEDERAL - 0% $0
STATE 0% $0
LOCAL 100% $1.255.777
TOTAL 100% ~ $1,255,777
=

>

FEDERAL 90% $807,530
STATE "$0
LOCAL - $89.726
TOTAL $897,255

FEDERAL , $3,682,723
STATE 4 50
LOCAL $2.352.502
TOTAL : $6,035,225

Source: The LPA Group analysis, 1998.
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AC 150/5300-13 CHG 4
—’ Table 2-3. Taxiway and taxilane separation standards
‘ { 1 A : —
| | : . AIRPLANE DESIGN GROUP
ITEM |DIM|— —— . : ' ‘ al
- BRI | v | v [ vi.
- ! ! | | | ! I it
B 1 1 i { S i A it
Taxiway Centerline to: | | | | ' l | | ,
Parallel Taxiway/ | 9| 69 £t | 105 £t | 152 ft | 215 ft | 267 ft | 324 ft
Taxilane Centerline | | 21m | 32m | 46.5m | 65.5m | 8l m | 99 m
| L R R
Fixed or Movable | K | 44.5 ft| 65.5 ft| 93 ft |129.5 £t| 160 ft | 193 ft
Object 2. and 3/ | | 13.5 m | 20m | 28.5m | 39.5 m | 48.5 m:.| 59 m
Ly | 1 | \ | ' |
i 1 i oo e i 1 l W
Taxilane Centerline to:| [ | | | - | |
Parallel Taxilane | | 64 ££ | 97 £t | 140 £t | 198 ft | 245 £t | 298 ft
Centerline | | 29.5m | 29.5m | 42.5 m | 60m | 74.5m | 91 m
b | I | S |
Fixed or Movable | | 39:5 £t| 57.5 £t| 81 ft |112.5 ft| 138 ft | 167 £t
Object 2. and 3/ = | | 12m | 17.5m | 24.5m | 34m | 42m | 51m

! 1 | 1 I ! I I

Letters correspond to the dimensions on figure 2-1.
This value also applies to the edge of service and maintenance roads.

Consideration of the engine exhaust wake unpacted from turning aircraft should be given to objects located near
mnway/taxxway/taxﬂane intersections.

| The values obtained from the followmg equations may be used to show that a modification of standards will provide an
| acceptable level of safety. . Refer to paragraph 6 for guidance on modification of standards requirements. -

Taxiway centerline to parallel taxiway/taxilane centerline equals 1.2 times airplane wingspan p]us 10 feet (3 m);
Taxiway centerline to fixed or movable object equals 0.7 times airplane wingspan plus 10 feet (3 m);
Taxilane cen;érli.ne to parallel taxilane centerline equals 1.1 times airplane wingspan plus 10 feet (3 m); and

Taxilane centerline to fixed or movable object equals 0.6 times airplane wingspan plus 10 feet (3 m).

Chap 2 | | . B 17




[ . OBJECTS AFFECTING NAVIGABLE AIRSPACE

_(2) Fifteen feet for any other puhhc road-
way.

(3) Ten feet or the hex;_'ht of the higrhest
mobile object that would normally traverse
the road, “thhE\El is greater, for a private
road.

(4) Twenty-three feet for a railroad.

(5) For a waterway or any other riaverse
way not previously mentioned, an amount
equal to the -height of the highest mobile
object that would normally traverse it.

§77.25 Civil airport imaginary surfaces.
"The following civil airport imaginary sur-
faces are established with relation to the air-

port and to each runway. The size of each -

such imaginary surface is based on the cate-
gory of each runway according to the type of
approach available or planned for that run-
way. The slope and dimensions of the ap-

proach surface applied to each end of a run-

way are determined by the most precise
approach existing or planned for that runway
end. '

(2) Horizontal surface—a horizontal plane‘

150 feet above the established airport eleva-
tion, the perimeter-of which is constructed by

~ swinging arcs of specified radii from the center

of each end of the primary surface of each
runway of each airport and connecting the
adjacent arcs by lines tangent to those arcs.
The radius of each arcis:
’ (1) 5,000 feet for all runways designated
~ s utility or visual;
(2) 10,000 feet for all other runways.
The radius of the arc specified for each end
. of & runway will have the same arithmetical
value. That value will be the highest deter-
mined for either end of the runway.  When a
5,000-foot arc is encompassed by tangents con-
necting two adjacent 10,000-foot arcs, the
5,000-foot arc shall be disregarded on the con-
struction of the perimeter of the horizontal
surface.

(b) Conical surface—a surface extending
outward and upward from the periphery of
the horizontal surface at a slope of 20 to 1
for a horizontal distance of 4,000 feet.

(¢) Primary surface—a surface longitu-
dinally centered on a runway. When the

runway has a specially prepared hard surface,

AHN

'—§ PART 77

- the primary surfuce extends 200 feet beyond

each end of that runway: but when the run-
way has no specially prepared hard surface, or
planned hard surface, the primary surface ends
nt each end of that runway. The elevation of

_any point on the primary surface is the same

as the elevation of the nearest point on the
runway centerline. The width of a primary
surface is:

(1) 250 feet for utility runways h'umg
only visual approaches.

(2) 500 feet for utility runways having
nonprecision instrument approaches.

(3) For other than utllxt\ runways the
“width is:

(1) 500 feet for visual runways having
only visual approaches.

(i1) 500 feet for nonprecision instru-
ment runways having visibility minimums
greater, than three-fourths statute mile.

" (111) }1,000 feet| for a nonprecision in-
stru ranway having a nonprecxsxon
instrument approach with visibility mini-
mums as low as three-fourths of a statute
mile, andF& precision 1nstrument rugi

ways.

The width of the primary surface of a run- .
ay will be that width prescribed in this

tion for the most precise approach existing
r planned for either end of that runway.

(d) Approach surface—a surface longitu-
dinally centered on the extended runway
centerline and extending outward and upward
from each end of the primary surface. An
approach surface is applied to each end of each
runway based upon the type of approach
available or planned for that runway end. '

(1) The inner edge of the approach sur-
face is the same width as the primary
surface and it expands uniformly to &
width of :

(1) 1,250 feet for that end of a utlllty
runway with only visual approaches:

(i1) 1.500 feet for that end of a run-
way other than a utility runway with only
visual approaches:

(iii) 2.000 feet for rhat end of a utility
runway with 8 nonprecision mstmment
approach ;
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(iv) 3,500 feet for that end of u non-
precision instrument runway other than
utility, having visibility minimums greater
than three-fourths of a statute mile:

(v) 4,000 feet for that end of a non-
precision instrument runway, other than
utility, having a nonprecision instrument
approach with visibility minimums as low
as- three-fourths statute mile: and '

(vi) 16.000 feef for precision instrument -

runways.

(2) The approach surface extends for a
horizontal distance of:

. (i) 5.000 feet at a slope of 20 to 1 for

all utility and visual runways;

(ii) 10,000 feet at a slope of 34 to 1.

for all nonprecision instrument runways
_other than utility: and,

*(iii) 10,000 feet at a slope of 50 to 1
~ with an additional 40,000 feet at a slope of

40 to 1 for all precision instrument run-

ways. . :

(3) The outer width of an approach sur-
face to an end of a runway-will be that width
prescribed in this subsection for the most
precise approach existing or planned for
that runway end: , '
(e) Transitional surface—these surfnces ex-
tend outward and upward at right angles to
the runway- centerline and the runway center-
Jine extended at a slope of T to 1 from the

sides of the approach surfaces., Transitional
Ysurfaces for those portions of the precision
approach surface which project through and
beyond the limits of the conical surface. ex-
tend a distance of 5.000 feet measured hori-
zontally from the edge of the approach surface
and at right angles to the runway centerline.

§77.27 [Revoked]

§ 77.28 Military airport imaginary surfoces.

(a) Related to airport reference puints.
These surfaces apply to all military airports.
For the purposes of this section a military air-
port is any airport operated by an armed force
of the United States. -

(1) Inner horizontal surface—a plane is

oval in shape at a height of 150 feet above
the established airfield elevation. The plane

sides of the primary surface and from the -

AHN

OBJECTS AFFECTING NAVIGABLE AIRSPACE ' T

is constructed by scribing an arc with a
radius of 7,500 feet about the centerline at
the end of each runway and interconnecting -
these arcs with tangents.

(2) Conical surface—a surface extending
from the periphery of the inner horizontal
surface outward and upward at a slope of
20 to 1 for a horizontal distance of 7,000
feet to a height of 500 feet above the estab-
lished airfield elevation. o

(8) Outer horizontal surface — a plane,
located 500 feet above the established air-
field elevation, extending outward from the
outer periphery of the conical surface for a.
horizontal distance of 30,000 feet.

(b) Related to runways. ~These surfaces
apply to all military airports. o

(1) Primary surface—a surface located
on the ground or water longitudinally
centered on each runway with the same
length nas the runway. The width of the
primary surface for runways is 2,000 feet.
However, at established bases where sub-
stantial construction has taken place in ac-
cordance with a previous lateral clearance
criterin, the 2,000-foot width may be reduced
to the former criteria.

(2) Clear zone surface—a surface located
on the ground or water at each end of the
primary surface. with a length of 1,000 feet
and the same width as the primary surface.

(8) Approach clearance surface—an In-

- clined plane, symmetrical about the runway
centerline extended, beginning 200 feet be-
yond each end of the primary surface at the
centerline elevation of the runway end and
extending for 50,000 feet. The slope of the
approach clearance surface is 50 to 1 along
the runway centerline extended until it
reaches an elevation of 500 feet above the
established airport elevation. It then con-
tinues horizontally at this elevation to a
point 50,000 feet from the point of begin-
ning. The width of this surface at the run-
way end is the same as the primary surface,
it flares uniformly, and the width at 50,000
is 16,000 feet. ‘ o

(4) - Transitional surfaces—these surfaces
connect the primary surfaces, the first 200
feet of the clear zone surfaces, and the ap-

[
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, REMOTE CONIMERCIAL TERMINAL ALTERNATIVE ANALYSIS ,
Athens-Ben Epps Airport

TEC'HNICAL WHITE PAPER

In August 1998, the Athens-Clarke County Unified Government contracted with The |
LPA Group Inc. to study the feasibility of relocating the existing commercial passenger
terminal building to a new site east of and immediately adjacent to Runway 2-20
(reference Exhibit I). This effort was undertaken as a supplement to the on-going master
plan update for Athens-Ben Epps Alrport

The site studied as a part of this analysis has been the subject of two previous master
pianning efforts in the mid 1980°s and most recently in 1995. The master plan performed
in the mid 1980’s recommended relocating the existing passenger terminal to the same

general area -considered herein. The 1995 evaluated three concepts for the passenger
~ terminal: 1) the existing site, 2) a site south and slightly west of the midpoint of Runway

09-27 , and 3) a site east of Runway 2-20. Of those s1tes the site east of Runway 2-20
earned the lowest rating.

Following are general notes and discussions which reflect The LPA Group’s study and
findings for the remote alternative terminal location. '

ASSUMPTIONS AND METHODOLGY

.o The location of the terminal alternative requires additional taxi distance compared
to the existing site (reference Exhibit 2).

e Runway 2-20 and Taxiway B are not suitable for commerc1a1 aircraft operatwns
(greater than Design Group II). The runway-taxiway separation is not adequate
for aircraft other than small Design Group I aircraft (See probable aircraft design
criteria and separation standards from AC 150/5300-13). Tower control could
shut down Runway 2-20 during commercial operation times, however operations
would be dependent on the existence of and hours of operatlon of the tower.

e The alternate site is remote from the existing fuel farm, ATCT, administration
offices, and ARFF station.

e Potential for security screening of charter aircraft passengers needs to be
considered. The potential for Design Group III (or larger) aircraft for
commercial service or charter service from the commercial terminal needs to be

- considered. '

e - Satterfield Park is not believed to be a constraint. -




— ._._m_IXm | | | . : ] . SINVLITISNOD NOLLVIAY
; - dVIN HIIS Jdoddv o , . ﬂlmﬂ mms
| © SISATVNY TYNINYEHL TVIO¥AWINOD ALOWHY |
. L¥OdHIV Sddd NHE-SNHHLV ‘

.xoan<, ,0007=,1

SR e LS T A o

i...%_.f < }\uuwnl/)

S [ C e % 7€ 5L A
X \\M/// Vg 2] » Y

7




ROAD & 734

/

: / SO
EXISTING sy
NONPRECISI .

o Z ANON A_vx :
/ P

;o
4
\ R
; -
N
s
~

;
/ /
. {
.
'y hd N~ B
\
d
’ 4"
g y .
s
"

-~

_ O~ - wino TeE
WING CONE/SEGWENTED CIRCLE

APgadoT TRWS

=

= :/n\..J.f.\,

B E— S _ NBs-Ts” 00'E
I ; 100" x S

AR
\

Yife
7

T AEETNE AEY; - ; e
e St T e

K . y C ..f —-.I 9 e e s x T 290 » Ve X . A . ‘ /V
pd ERSAJ s _ _/VA I : 18 . | w.x“m.:zo AR //.@,.
S LS S ~__& - = A= D —

»V. Y
. N\ - . .
. \ e o~ n - N o> by Il. ~ |\\‘.- — —_— : |Auu.C0m @ ._‘
S / —T= EELT 2 nwb.lnn:.a.lv.rlﬂ...l4a.l#.»..|!h.n.u.u..-.ll.m...|.wu‘uu-tlvlw.uu. = e T o / . l,?\ﬁz\ : A <
Y be T BT S T et e TN — e T r\ g
H Lo <

T N e I N R . \\

S,
RPN S SN
N

e

APPR. SURF. EL 770"

| .* PATH oF TedAVELTO TEEBH KL
ey APRO €) AT SITE

ﬂw S APPROX. GZos' v | o - roo e Ter

,QHW_.J_P_ | R _, "REMOTE SITE" TAXI PATH SCHEMATIC

e NQP:.:LNA_. o o | SPRINGTREE — _

mrAan

=600’ >.nu3x.

ATHENS-BEN EPPS AIRPORT B

EXHIBIT 2




“DRAFT" Printed: September 30, 1898 -

«“REMOTE SITE” CONCEPT DEVELOPMENT & EVALUATION

Concepts, beginning with the 1995 Master Plan (Terminal Concept 3 by HNTB) were
developed to illustrate significant design variables of the site east of Runway 2-20.

Significant issues include:

* Apron and taxiway development requirements;

Terminal location and loop road / parking extents;
Access road and site access location; '
Property acquisition; o ‘
Consideration of site conditions, especially topography; and,
Effect on neighboring land uses: -

-~ - Residential areas;
- Park (recreation field) facilities; and,
- Commercial areas.

Existing Site Conditions

A base sheet indicating existing site conditions such as property limits, runway / taxiway
conditions, Part 77 surfaces, existing adjacent development, and topography has been
developed. The sources were mapping included in the ALP drawing set and additional
mapping outside the Airport property limits obtained from the Planning Department of
Athens-Clarke County. Discrepancies exist in the indication of topography between the
two sources, which was resolved as best as possible, but should be augmented with more
“detailed survey data prior to future site development.

Concept Evaluation

HNTB CONCEPT 3 — Terminal Concept 3 from the 1995 Mgstef Plan by HNTB |
(reference Exhibit 3) was reviewed for compliance with applicable design criteria and
ability to meet demand requirements. The terminal building size and the aircraft apron

size are appropriate. The total parking developed (300 spaces) exceeds the total .
projected demand of 240 spaces.

Significant concept strengths include:
o Ability to meet projected demand requirements;
e Location minimizes taxi distances; and,
e Minimal impacts on adjacent residential and recreational uses.

Significant concept weaknesses include:
o Parking location requires acquisition of approximately 3.4 acres of
- property. The entry / exit road requires acquisition -of commercial
property at Lexington Road / Highway 78.

e Significant portions of development of the site (/andside) requife up to 20
feet of earthwork fill, due to topography.
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Significant concept weaknesses include:

e Additional costs to replace parking at the recreational complex may be
unacceptable. : .

e Significant landside development occurs in unfavorable topography
(Exhibit 6, Concept 24 indicates how the concept could be adjustable to
minimize earthwork).

CONCEPT 3 - Concept 3 (reference Exhibit 7) works within the Airport property limits;
however, the airport access point requires acquisition of a part” of or the whole
commercial property on Lexington Road. The site development has been reoriented to
the direction of access. Apron access remains at crossover Taxiway B2. Future taxiway
access with Design Group III requirements is similar to Concept 2. ’

- Significant concept strengths include:

e Development is concentrated on the highest portion of the site.

o Loop road perimeter and access road length is similar to Concept 2.

e Taxi distances remain unchanged from Concepts 1 and 2 (Concept 34,
Exhibit 8, indicates how taxi distance could be minimized. Decreasing
taxiway costs should be less than the resulting increase of the entry / exit
road.) ' ’

o Impacts to residential and recreational land uses adjacent to the Airport are -
minimized. : : ‘ :

Significant concept weaknesses include: =

o Further expansion of the site is limited due to the reorientation of site
development. '
e Costs of acquiring the commercial site at Lexington Road may be
 significant. “The access point will be at a curb cut next to a shopping
center, not at a controlled or signalized road intersection.

In addition to a cursory analysis of strengths and weaknesses, Exhibit 9 presents a
detailed evaluation matrix of various operational factors. This initial screening process
was intended to isolate one specific alternative against which to measure the currently
recommended “Parking Lot Site” concept from the master plan update. As a result
detailed cost estimates for each alternative were not included. The analysis presented in
the evaluation matrix recommends that Concept 2A be advanced in the analysis.

“PARKING LOT SITE” CONCEPT MODIFICATION & EVALUATION

" As part of the ongoing Master Plan Update, the selected “Parking Lot Site” concept
includes development of a new terminal building on the existing site in the current
parking lot area. Through various concept refinement efforts, a total terminal area plan
has been approved by the Unified Government. The LPA Group subsequently has -
identified a phase of the total terminal area program representative of the passenger
terminal construction (reference Exhibit 10). This phase of construction compares
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e The length of the loop road penmeter and of the entry / exit road increases
development costs.

Additional concepts were developed to correct weaknesses associated with the HNTB
Concept 3. Some elements of the concepts may be combined (i.e., site developed for
Concept One could use the access point of Concept Three, etc). All concepts use the

terminal building “footprint” developed for the existing terminal site since act1v1ty levels
should be consistent at any locatlon :

CONCEPT 1- Concept 1 uses the existing Airport property limits. Access to the site is
by extension of Airport Road. The apron access is by extension of Taxiway B2.

Additional access by a parallel taxiway-with Design Group II criteria is shown (reference
Exhibir 4). . '

Significant concept strengths include:
e Eliminates the need for property acquisition.
¢ Reduces taxiway development for initial development (Dual crossovers to

Taxiway B seem excessive based on current and projected level of
commercial operations).

e Area of development is moved to more favorable topography than the
"HNTB concept.

e The perimeter of the loop road has been reduced from 3,050 linear feet to
2,350 linear feet. The length of the entry / exit access road has been
reduced from 3,000 linear feet to 650 linear feet.

Significant concept weaknesses include:
e Taxi distance was increased by approximately 400 feet. '
e Impact of traffic on residences along Airport Road may be unacceptable
~ without screening / buffering or purchase of the affected properties.
¢ Significant site development is still located in unfavorable topography.

CONCEPT 2 ,-ﬁ Concept 2 (reference Exhibit 5) works within the Airport property limits;
however, the site access is via County property at the recreational complex (Satterfield

Park). Apron location and access is similar to Concept 1. The future taxiway access has .
been modified to reflect Design Group III criteria.

Significant concept strengths include:

¢ Impact to adjacent residences is greatly reduced.

e Consolidation of parking requirements reduces the area of the site
development (landside) by approximately one-third. '

e Loop road perimeter is further reduced from 2,350 linear feet to 1,850
linear feet. The change in access points increases the length of the entry /
exit road from 650 feet to 1,650 feet. This'may be more acceptable and
cost effective than use of the Airport Road extension.
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OPERATIONAL CRITERIA

PARKING LOT
SITE

REMOTE
SITE

Taxl Distancs

Access to Fuel and Maintenance

Abliity to Accomodate Group [l Alrcraft

Runway Crosaing Tratffic

Comtmétlon Phasing Criteria

SUBTOTAL (Operstional Criteria)

DESIGN CRITERIA

Slte Acceassliblilty

Site Security / Tratfic Separation

- Part 77 / Satety Crlteriz

Future Expandablilty / Flexiblilty .

Effect on Residential Uses

Ei{fect on Rscreational Uses

- Eftect on Commsrcial Uses

SUBTOTAL (Design Criterla) -

DEVELOPMENT COST CRITERIA

Apron Development Requirsments

Taxiway Devsiopment Requirements

Loop Road Length

Entry / Exit Road Length

Parking Development Requirements

bomolltlon Costs

Topography / Earthwork Requirements

Land -Acquisition Requirements

Leasable Space Loss

Utility Corridor Extenslon

SUBTOTAL (Development Cost Criteria)

TOTAL ALL CRITERIA
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AVIATION CONSULTANTS
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equitably to the concepts previously analyzed for the remote site, and thus permits direct
comparison. The “Parking Lot Site” and the “Remote Site” are comparable facilities, in
terms of size and function. The following narrative compares the features of the “Parking
Lot Site” development to the preferred “Remote Site” development (Exhibit 11). The

comparison is based on three categones Operational Criteria; Design Criteria; and,
Development Cost Cntena :

Operational Criteria

Taxi distances - The “Parking Lot Site” is accessed from Taxiway A, which
parallels Runway 9-27 (the only commercial operational runway). Access to the

parking apron is available from either end of Runway 9-27, and a bypass taxiway
(42) is available.

The “Remote Site” is accessed by Taxiway B, which parallels Runway 2-20.
Runway 2-20 is not currently designed for commercial operations, nor is it easily

- modified for their use. The runway to taxiway separation is not suitable for
commercial operations. This will require temporary closure of Runway 2-20 by
the tower or construction of a new partial taxiway on the east side of Runway 2-
20, with adequate separation distances for commercial aircraft. As illustrated in
Exhibit 2, the most common approach (o the 27 end) requires a long and
circuitous taxi path to reach the altematwe site apron.

Access to Fuel and Maintenance - The “Parking Lot Site” is located near the
existing fuel farm and the limited maintenance facilities located on the north side
of Runway 9-27. The “Remote Site” apron is approximately 2,000 feet away
from these facilities. Access to the “Remote Site” apron by fuel trucks would be
via the runway / taxiway systems because no perimeter road exists.

Ability to Accommodate Group III Aircraft - The “Parking Lot Site’s” apron is
accessible by taxiways with a 400-foot separation, which is suitable for aircraft of

- Group III and larger as indicated in AC 150/5300-13. Adequate area for taxilane
Object-Free Areas (OFA’s) for Group III aircraft are available on the existing
apron. Some tie-down spaces may meed to be relocated. The “Remote Site”
requires a new partial parallel taxiway, previously discussed, to accommodate
Design Group III aircraft. The “Remote Site” apron has been designated to
accommodate the Group III requirements.

Runway Crossing Traffic - Access to the “Parking Lot Site” from the usual
commercial approach (27 end) requires no runway crossings. Access from the 9
end requires crossing Runway 2-20. All access to the “Remote Site” requires
crossing Runway 2-20, as well as Runway 9-27. ’

Construction Phasing Requirements - Phasing of construction is a significant
issue at the “Parking Lot Site”. The building location within the existing parking
lot allows new construction while the terminal remains accessible. A coordinated
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schedule of site improvements to replace the road and parking is fequired; ‘
Demolition of the existing building and apron in-fill will complete the process;

however, the construction sequence will affect comrnermal operations throughout
the building program.

Construction phasing is less of an issue at the “Remote Site”. Some construction
operations could affect the use of Runway 2-20. -Otherwise, a logical sequence of

construction would allow all improvements to be occupled and operational at the
same time.

An overview of the comparison of operational factors is contained in the
Comparative Concept Analysis Chart depicted in Exhibit 12.

Design Criteria

Site Accessibility - The existing Airport terminal and propoé'ed “Parking Lot
Site” development are accessed via Winterville Road from Lexington Road
(Highway 78). Proposed improvements may create a more direct link to the

Airport in the future from the Athens Loop (Highway 10) by extenswn of Athena
from Olympic Drive. '

The “Remote Site” would be accessed by a dedicated road segnient from
Lexington Road, Cherokee Road, or Airport Road. This site is somewhat more
visible and more directly accessible from Highway 78.

Site Security and Separation - A key issue in security is the ability to prevent
unauthorized - persons from entering the Air Operations Area (404).
Requirements of FAR Part 107 must be met for passenger service. Public charters
(those in which any part of the cost is borne directly or indirectly by individual
passengers) must also meet these requirements.

The “Parking Lot Site” would offer security by improving the definition of the
commercial service apron from adjacent general aviation uses and business

aircraft uses. The area from the tower west and from Sonny’s north would be
outside of the commercial operations area.

The “Remote Site” maximizes the securability of the commercial apron by total
removal of the commercial activity from other Airport uses. However, neither
FAR part 107 nor the FAA “Recommended Security Guidelines for New Airport
Construction and Major Renovations” dictate such a total separation of uses.

Part 77 / Safety Criteria - The height clearances and primary surface locations
for each site were carefully considered during the development of each respective
layout. Both sites comply with criteria for object-free areas. The aprons allow for
parking of aircraft with total heights up to approximately 35 feet, allowing for a
reasonable mix of Design Group III aircraft.
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Future Expandability / Flexibility - The “Parking Lot Site” has reasonable room
for expansion of the building and parking. Some airside limitations result from
adjoining general aviation uses. Room for growth of all elements is present at the

“Remote Site”. The critical limitation to expansion is keyed to topographic
constraints.

Effect on Residential Uses - Development at the “Parking Lot Site” does not
create any changes for residential uses. Development at the “Remote Site” may
impact the residents along Airport Road and areas to the east, depending on the
access alternative chosen. These effects include engine noise from taxiing and

run-up operations, spillover light emissions from apron lighting, and increased
automobile traffic in the vicinity.

Effect on Recreational Uses - Development at the “Parking Lot Site” does not
appear to have an impact on recreational uses. Development at the “Remote Site”
may create displacement and relocation of parking and access roads, increase
adjacent traffic, and require site grading and development in close proximity to
the existing recreational fields, depending on the access alternative chosen.

Effect on Commercial Uses: Development at the “Parking Lot Site” has no

effect on commercial uses. Assuming that the “Remote Site” access is by the

route indicated on Alt. B or C, no commercial impacts are created by this

development; however, Alt. A would require R.O.W. acquisition (easement or fee
_ simple) for the airport entrance road.

An overview of the comparisons of Design Criteria is shown in the Comparative
Concept  Analysis Chart. '

Development Cost Criteria

Apron Development Requirements - The “Parking Lot . Site” requires
development of approximately 6,300 square yards of apron to in-fill the previous
terminal location. The “Remote Site” requires development of approximately
11,000 square yards of new pavement for parking and maneuvering taxilanes.

Taxiway Development Requirements - No additional taxiways are required for
access to the “Parking Lot Site”. The “Remote Site” requires at least a connector
taxiway to Taxiway B (in alignment with Taxiway B2), approximately 300 feet in
length. As discussed in the operational criteria, a partial parallel taxiway (1,450
feet in length) with appropriate separation may also be needed in the future to

" prevent temporary closure of Runway 2-20 while commercial aircraft taxi to the
terminal. The partial parallel taxiway would also be necessary during an air
traffic control tower closure to prevent permanent closure of Runway 2-20.
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Loop Road Length - The “Parking Lot Site” development has a new loop road
length of 850 linear feet, while the remainder of the loop utilizes existing road
geometry. This allows for terminal parking and other use parking to be
combined. The “Remote Site” loop road measures 1,700 linear feet.

Entry /Exit Road Length: The “Parking Lot Site” does not require a new entry /
exit road during the initial phase of development, rather minor enhancements to
the turn geometry. The “Remote Site” requires 1,850, 1,350, and 650 linear feet
of new road for Alternate A, B, and C, respectively to connect the loop to the
chosen access point. It should be noted that Alternate C may require an overlay
and nominal widening of Airport Road.

Parking Development Requirements - The “Parking Lot Site” must develop the
240 spaces forecast in the 20-year demand as well as spaces dislocated by the
apron (near the FAA tower). The “Remote Site” requires the same 20-year
demand parking. Access Alternate B, may require the potential replacement of
recreation lot parking displaced by the entry / exit road.

Demolition Costs - The “Parking Lot Site” requirés demolition of the existing
7,866 square foot terminal building and portions of the existing loop road and
parking. Demolition at the “Remote Site” may only be limited to an automobile

parking area at Satterfield Park and limited clearing and grubbing of the
development area.

Topography / Earthwork Requirements: The “Parking Lot Site” is relatively
flat, with most earthwork requiring re-grading or cutting of the site. Apron and
automobile parking in some areas are developed on previously paved areas. On
the other hand, accommodation of existing terrain was a key element in
developing concepts for the “Remote Site”. Development area is limited due to
the drop-off from Runway 2-20 toward the existing airport property line. At some
portions of the site, 10 to 15 feet of fill will be required. The amount of grade
differential that can be made up-in the slope of the taxiway and apron is limited.
- Roads and parking are somewhat more flexible in their ability to accommodate
sloping topography. :

Land Acquisition Requirements - The “Parking Lot Site” requires no additional
land acquisition. The “Remote Site” assumes use of the aceess points shown on
Exhibit 10. Access Alternate A may require either an easement or fee simple
R.O.W. purchase to tie into Lexington Road. Alternate B may impact the eastern
_ parking area of Satterfield Park to provide access via Cherokee Road. The park is
currently owned by the County, lending consideration to a land swap or mutual
use agreement between the park facility and the Airport.  Alternate C, which
would route traffic immediately adjacent to residential development, may

necessitate the acquisition and relocation. of approximately 10 residences in the
future. ' .
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Leaseable Space Loss - The “Parking Lot Site” requires demolition of the
existing terminal. The current building leases out 2,307 square feet to the Georgia
Flight Academy and 594 square feet for travel agent offices. The terminal
building program and concept includes replacement space for the travel agent
offices. No replacement space for Georgia Flight Academy lease area is included.

The “Remote Site” development would leave the existing terminal in place.
Therefore, the existing 2,901 square feet leased remains in use and approximately
2,600 square feet of additional space would be available for leasing. Some
renovations would be required to the existing terminal prior to leasing. -

Utility Corridor Extension - The existing terminal site requires modification to
utilities (water, gas, power, and communications) and the future connection to
County sewer. Upgrades can be shared by all existing facilities, the new

terminal, and other planned improvements. This spreads the costs to various
projects and tenants.

Development of the “Remote Site” would require establishing and/or extending -
utilities from Cherokee Road or Highway 78 to the site in most instances.

An overview of the comparison of Development Cost is shown in the
Comparative Concept Analysis Chart depicted in Exh1b1t 12.

CONCLUSIONS & FINDINGS

The evaluation comparing the current recommended passenger terminal site and the site
east of Runway 2-20 is shown in Exhibit 12. The tabulation of all ratings suggests
significant advantages (scoring of 86 versus 69) associated with the “Parking Lot Site”.

In addition to subjective evaluation, The LPA Group prepared detailed cost estimates for
the “Parking Lot Site” and the “Remote Site” (including Access Alternates A, B, and C).
Those costs were grouped into major construction packages for funding analysis reasons
and are presented in Tables 1-4 along with the estimated funding eligibility breakdowns.
The Local (Sponsor) responsibility portion may be financed through user fees, airport
revenues, County funds, governmental bond issues, long-term loans, SPLOST
allocations, or private investment. The preliminary estimates result in a total cost
differential between the “Parking Lot Site” and the “Remote Site” of $1.1 - 1.2 million
dollars. The Local difference is considerably less at roughly $500,000.

The cost differential between the two sites analyzed does not appear to warrant a concept
selection; however, when reviewing the intangible factors presented in the evaluation
matrix, the advantages of the “Parking Lot Site” are apparent. It should be pointed out
that several construction initiatives (i.e., fuel farm, Group III taxiway, secure perimeter

road, etc.) may be considered to facilitate a balance among the sites, but at the result of
considerable cost.



TABLE 1

PRELIM]NARY.ENGINEER'S ESTIMATE
PASSENGER TERMINAL CONCEPT - "PARKING LOT SITE"
ATHENS-BEN EPPS AIRPORT ‘

90% $307,762

0% $0

10% $34.196

100% $341,958

varies 51 952 857

0% . 30

varies' $904.518

N/A $2,857,375

FEDERAL 90% $31,433
STATE . 0% . . S0
LOCAL 10% $3.493

$34,925

g o Ly i
FEDERAL 90% $113,572
STATE 0% $0

- LOCAL 0% $12.619
TOTAL 100% . $126,191

LOCAL 100%~ : $367.837
TOTAL . © 100% $367,837
FEDERAL . 32,405,624
 STATE : $6
LOCAL - ' $1.322.662
TOTAL ‘ $3,728,286

Source: The LPA Group analysis, 1998.



TABLE 2

PRELIMINARY ENGINEER'S ESTIMATE .
PASSENGER TERMINAL CONCEPT - "REMOTE SITE" (ALT. A)
ATHENS-BEN EPPS AIRPORT

80
FEDERAL 90% $725,864
STATE 0% $0
LOCAL 10% $80.652
806,516

TOTAL 100% ’ 3

)
:
,0

5

[

FEDERAL , varies - 3

55,447
STATE 0% $0
LOCAL varie $915.917
TOTAL N/A . . $2,971,363

2

FEDERAL 90% $142,075

STATE 0% : $0

LOCAL 10% $15.786

TOTAL 100% $157,861

] ~ FEDERAL . 90% © $217,337

' STATE 0% ’ $0

- ' LOCAL S 10% $24.149
 TOTAL 100% v $241,485

TR

B

e : - TS
STATE 0% $0
LOCAL © 100% $779.428

 STATE . $0
LOCAL ' 1,815,931
TOTAL $4,956,654

Note: These costs do not reflect ROW or Fee Simple acquisition for access to Lexington Road.

Source: The LPA Group analysis, 1998.




TABLE 3

PRELIMINARY ENGINEER'S ESTIMATE
PASSENGER TERMINAL CONCEPT - "REMOTE SITE" (ALT. B)
' ATHENS-BEN EPPS AIRPORT

FEDERAL 90% $725,864
STATE 0% , $0
LOCAL 10% ' . $80.652
TOTAL 100% ‘ $806,516

s

FEDERAL varies $2,055,447
" STATE ‘ 0% : ‘ o $0
LOCAL varies ‘ ‘ 1915917
TOTAL : NA v $2,971,363

FEDERAL ~ 90% $126,987
STATE ' 0% : $0
LOCAL o 10% ' $14.110
TOTAL 100% : $141,097

FEDERAL . 90% ) -~ $161,198
' STATE : 0% ' . $0
LOCAL 10% . . s17.911

-100% , _ $179,109
0% A ' $0
0% S0
100% : ~ $779.428
100% ' . $779,428

FEDERAL ' ' ' $3,069,49
STATE $0
LOCAL $1.808,017
TOTAL $4,877,514

Note: These costs do not reflect ROW or Fee Simple acquisition for access to Cherokee Road.

Source: The LPA Group analysis, 1998.




TABLE 4

PRELIMINARY ENGINEER'S ESTIMATE .
PASSENGER TERMINAL CONCEPT - "REMOTE SITE" (ALT. C)
ATHENS-BEN EPPS AIRPORT

FEDERAL ) 0% $725,864

STATE : 0% o $0
LOCAL 0% $80.652
TOTAL 100% - $806,516

FEDERAL varies $2,055,447
STATE 0% ‘ $0
LOCAL varies : §915.917
TOTAL © N/A . $2,971,363

FEDERAL 90% $140,818
STATE 0% : : $0
LOCAL 10% . $15.646
TOTAL 100% $156,464

FEDERAL , 90% - $169 522

STATE 0% _ . S0

LOCAL 10% $18.836

TOTAL 100% ‘ $188,358

STATE" 0% } $0

) , ‘ LOCAL "~ . 100% $779.428
' : TOTAL : 100% ‘ ' $779,428

FEDERAL ] A ss 091,650

STATE ' $0
LOCAL , $1.810.478
TOTAL ; $4,902,129

Note: These costs do not reflect Fee Simple acquisition & relocation of homes along Airport Road.

\

Source: The LPA Group analysis, 1998.




Appendix V
COMMERCIAL TERMINAL ALTERNATIVE ANALYSIES

V-1



Athens-Ben Epps Airport Commercial Terminal Alternative Analysis

Table of Contents

1. INTRODUCTION 4
2. COMPARATIVE SITE ANALYSIS 6
2.1 SITE CONDITIONS ....cuiiuiiriirecressiiessestestaseesteasseeonssstensentes s s ers s b e s b assassabassbe s e st e besh e e ae e b e b et s b e r bbb s 6
2.2 STRENGTHS AND WEAKNESS......cctietruiitirtiiriiisniiseesieseesessesesse b et s be s astasae ke satasbestasbassesas st et et et eas s enesnensonis 6
221 REIMOLE SHE.ueiuriiiiieeiieeiteseeetie e ess et e estesee et e see s e e s e e s s e et s s s s asabb e s b s s e bssea s s e b b e kb e sab e et s esssensasbnsassssaansas 6
2.2.2 MIGFIEIA ST ..vueiuiereriieeieteiereserteestetestssesteser et et s ses s esemsab b eaia b e b b e s s b s e bt arsebe e b s b ebsabassabas b s s asanenbens 7
223 Parking Lot ST c.cvceveueuereeieeriisiieteecintcecii ettt bbbttt 10
2.3 PROGRAM COST AND FUNDING ....cecccuiiiuisuiruistisieinisesrenseeessessessesss s ba s s se e nbs e e st et e sianbesnten s snesis s bt sinin 12
3. EVALUATION 13
3.1 OPERATIONAL CRITERIA ....couteuiiniriireniietientittestesesiesas b essesnentessessesasas e ke be b s basaaabr e s assassaebtsbeantsbt sttt neene 14
3.1.1  TaxXi DISTANCES 1.vevrerierienerieeeeienierieesesee e eesesessessasse s s e saeste s e sbss b e s er s e e s b s ehsebbassasaassnas s bssntenmaseeataueanen 14
3.1.2  Access to Fuel and Maintenance. ........c..cooeeriereeniiiiiicninicniininiiiesiesisere et essessasse s s esssnsss s sassseanes 14
3.1.3  Ability to Accommodate Group IIT Aircraft ..o 15
3.1.4  Runway Crossing TraffiC......coceoiermiiicciiiie e 15
3.1.5 Construction Phasing REQUITEIMENLES ......c.ccceeeeeriierniiirioeisistirestesiessessees e ese e st ess s s s sssssanens 16
3.2 DESIGN CRITERIA ...cuceteteicetrueesentestntreeneesestestesesesastsssstasessstassnssstoreessssasessassasasassssassassestasssssssssatessssensases 16
3.2.1  Site ACCESSIDIIILY .oveuieeieeieieiietee ettt ettt st s e a e s b bbb r e e b b ne 16
3.2.2  Site Security and SEPAratiON ........cccceeviiuiemieiriiiiiiisisiinenre ettt s ettt 17
3.2.3  Part 77/ SAfety CIiteria co.coueeeieieiriiecrrcerreenieissicntescs ettt et 17
3.2.4  Future Expandability / FIEXiDIlity ......ccocoeeiiveiniiiiiiiniiiie et 18
3.2.5 Effect on Residential USES ....ccevcireirrrerieereeieienteirine ettt sse s s s sase s b ebs s ss e saeis 18
3.2.6 Effect on Recreational/Governmental USES.........coveriieuiimiimiiieniiniiieiinienie oo esssssesssessssssene 18
3.2.7 Effect on CommETCial USES: ..coviieruiereeiienieieiiietsirescsteineecsies et ese st cse s et se s st e sesssenssnassene 19
3.3 DEVELOPMENT COST CRITERIA ...coutvtrieiriiiesiniistiisisiesteississesnesssessessessessets et s s sssesssssassesssssassenssssneessnns 19
3.3.1 Apron Development REQUITEMENLS.......coocveriiiiiiiniiiiiinet e 19
3.3.2 Taxiway Development REQUITEIMENS......c..cccoiiiiiiiiiimiiriieccec e 20
333  Loop ROAA LeNGth ....c.cciciiiiieeecreecesieiice sttt b 20
334  Entry /Exit ROAd Length.....ccocoeoieiriiinenictiniciictent et b 20
3.3.5 Parking Development REQUITEINENLES .......cccereriireuiiiiiiniiiiieiesierierrte e iesseteseve st es s sssesiansesens 21
3.3.6  DEMOIILION COSLS ouvieviierreerirreireretesresiereesseseeeesseeseesesseessa et e ssstesssabsabseas e bessbs s teeabaessensanbansssnss 21
3.3.7 Topography / Earthwork REqUIremMents ......c.ccvviiiriiinieiieieie e 21
3.3.8 Land Acquisition REQUITEMENLS .......ceovereeririeririieiieiiiciieie et b e b e b s ssa s 22

THE
Lra I_DA
GROUP e

AVIATION CONSULTANTS




Athens-Ben Epps Airport Commercial Terminal Alternative Analysis

3.3.10 Utility Corridor EXTENSION ....c..ecticiririrrcetrieiiitecet ettt st ssesssstesebessens s s s srensesnses 23
3.4 QUALITATIVE CRITERIA ....cootietirieniteeiieestesieetesseesseenaeseestessaessnesanossesstesaesnsesssessssasssssassssssiasesnsssnesnsesnns 23
3.4.1 Ability to Accommodate GIOWth.......cccocieiriiiiiiiiiiiiiiiicn e e 23
3.4.2 Income Production Potential...........cceoieviiiiniininiiniiiinicccnciin s 24
3.4.3 Impact on Future General Aviation EXPansion.........c.cccevevieereinirniinininineiiinineicsiosensssessesserens 25
3.4.4  PasSeNZET CONVEIUETICE. ...couceveereeenieeetesieieeeetestetenteetessenteeraesessaesessessesstssessossessesessesarsressessmsssasess 25
3.4.5 Linear Airside Frontage Available/Acreage Efficiency......c.ccocoevvmirccinicciivcniniiincnicciecnciees 26
4. CONCLUSIONS AND FINDINGS 27
4.1 RECOMMENDATION.....ccertmuiiiriirinisienistesiiiesiosessstesseststesesnassssessessasesssssenensesease s esessesessassesessebeasesessastsessans 27
APPENDICES
A FAA Guidelines AC 5300-13, Airport Design
B Design Aircraft
C Remote Commercial Terminal Alternative Analysis, September 1998
D Remote Commercial Terminal Alternative Analysis “Midfield Site”, December 1998

ii

BN

GROUP ===

AVIATION CONSULTANTS




Athens-Ben Epps Airport Commercial Terminal Alternative Analysis

- List of Exhibits
EXHIBIT 1 — AIRPORT SITE MAP ...ooooeooeeeeeee oo eeeeseeessseeesessess s s se s esss e sesesesese s sesesesesesesesassresssessnas 5
EXHIBIT 2 —- RECOMMENDED "REMOTE SITE" CONCEPT .....eoveeeeeeeeeeeeereeeeeesesseesesesessesssessresssesssasesesones 8
EXHIBIT 3 —- RECOMMENDED “MIDFIELD” SITE CONCEPT ...t eeeeeeeeeeseseeeesesesesseeseeseseessesesesees 9
EXHIBIT 4 — MODIFIED “PARKING LOT” CONCEPT ......oovveseeeeeseeeeeeeseeessseesseeseseseeseeesseseeesesessenesessseneens 11
EXHIBIT 5 — COMPARATIVE CONCEPT ANALYSIS CHART «..ooveeeeeeeeeeereeeeeseeeseeseeeseesseseesseseveseeesssas 29
1113

THE
Lra L%
GROUP e

AVIATION CONSULTANTS




Athens-Ben Epps Airport Commercial Terminal Alternative Analysis

1. INTRODUCTION
As a supplement to the ongoing master plan update at Athens-Ben Epps Airport, the Athens-Clarke

County Unified Government contracted with The LPA Group to conduct alternative analyses for the
relocation of the existing commercial passenger terminal to alternative sites adjacent to the airport’s
runways. The terminal alternative analyses examined two general sites previously identified in the
1995 Master Plan Update together with a favored alternative identified within the ongoing master
plan update. The sites include: (1) the “Remote Site”, a site east of Runway 2-20; (2) the “Midfield
Site”, a site south and slightly west of the midpoint for Runway 9-27; and, (3) the “Parking Lot Site”,
positioned in the main parking lot northwest and adjacent to the existing commercial terminal. (See

Exhibit 1.)

LPA’s analysis developed preferred concepts that maximized the utilization of each site, factoring
operational, design and development cost criteria and site conditions. (See Appendices C and D.)
The preferred concept for each site is used for evaluation within this report. This report provides a
summary comparative analysis of the preferred concepts, while addressing additional “qualitative”
criteria. Additional qualitative criteria address the long-term impacts of each site beyond the 20-year

planning period.

The original terminal alternative analysis reports are enclosed as Appendices C and D to this
summary report. The original reports include the various site concepts evaluated and a
comprehensive listing of the methodology and assumptions employed to derive the preferred
concepts.  Preferred concepts for each site accommodate future demand requirements of a
commercial passenger terminal building and supporting infrastructure. Certain values presented in
this summary report may differ from values presented in the original reports. Values presented,

herein, represent the most recent and accurate accounting and measures.
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2. COMPARATIVE SITE ANALYSIS

The sites presented, herein, represent a preferred concept determined by evaluating the strengths and
weaknesses of developed alternatives for each site. The condition of existing sites was a significant
issue in the evaluation, particularly with respect to topography. This initial site selection process
isolated one specific alternative (the “Remote Site” and the ‘“Midfield Site”) against the
recommended “Parking Lot Site” concept from the ongoing master plan update. An estimation of the
program cost and funding for each preferred concept alternative was also made. Details of the
assumptions and methodology used in the preferred concept determination may be found in

Appendices C and D of this report.

2.1  Site Conditions
A base sheet indicating existing site conditions such as property limits, runway/taxiway conditions,

Part 77 surfaces, existing adjacent development, and topography was developed. Data sources
included in the ALP drawing set and additional mapping outside the Airport property limits obtained
from the Planning Department of Athens-Clarke County. Discrepancies exist between the two

sources and should be augmented with more detailed survey data prior to future site development.

2.2 Strengths and Weakness
The preferred Remote and Midfield sites were determined based on issues such as:

e Apron and taxiway development requirements;
e Terminal location and loop road / parking extents;
e Access road and site access location;
e Property acquisition;
e Consideration of site conditions, especially topography; and,
e Effect on neighboring land uses:
- Residential areas;
- Park (recreation field) facilities; and,

Commercial areas.

2.2.1 Remote Site
The preferred concept works within the Airport property limits; however, the site access is

via County property at the recreational complex (Satterfield Park). The apron location is

illustrated in Exhibit 2. Apron access is provided by an extension of Taxiway B2. The future
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taxiway access has been modified to reflect Design Group III criteria. Three alternate ground

access routes (4, B, and C) were developed for this concept.

Significant strengths include:

e Consolidation of parking requirements reduces the area of the site development
(landside) by approximately one-third.

e Loop road perimeter is further reduced from 2,350 linear feet to 1,850 linear feet.
The change in access points increases the length of the entry/exit road from 650 feet
to 1,650 feet. This may be more acceptable and cost effective than use of the Airport
Road extension.

Significant weaknesses include:

» Additional costs to replace parking at the recreational complex may be unacceptable.

s Significant landside development occurs in unfavorable topography.

¢ Impact on adjacent Park and residential land uses.

2.2.2 Midfield Site
The preferred concept consolidates all of the future passenger terminal development and

simplifies property acquisition. The commercial frontage (except for a 150-foot right-of-way)
could be left as an out-parcel, or the property could be retained for other airport/County uses.
The site access would be provided by an access road perpendicular to the existing Shady
Brook Drive entrance point. The apron location and access are depicted in Exhibit 3. The
future taxiway access has been modified to reflect Design Group III criteria and appropriate

clearances.
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Significant strengths include:

Impact to adjacent residences is reduced.

Negotiations for property acquisition will be simplified as only one property is
affected. Adjacency to existing County developments/functions could have future
mutual benefits.

Consolidation of parking requirements reduces the area of landside site development
by approximately one-third.

Loop road perimeter is further reduced from 2,350 linear feet to 1,750 linear feet.
The change in access points increases the length of the entry/exit road from 500 feet
to approximately 850 feet.

Increases Airport’s revenue producing property.

Increases the expansion flexibility for general aviation north of Runway 9-27.

Significant weaknesses include:

L]

2.2.3

Significant landside development occurs in unfavorable topography.
Additional taxiway development to access existing Taxiway A may be necessary.

Logistics of aircraft servicing (i.e., fueling) may be complicated in the near-term.

Parking Lot Site

This development site was recommended from the alternatives development phase of the

ongoing airport master plan. The preferred concept includes development of a new terminal

building on the existing site in the current parking lot area as depicted in Exhibit 4. Through

various concept refinement efforts, the Unified Government approved a total terminal area

plan in 1998.

Significant strengths include:

Little or no impact on adjacent residential, recreational, and commercial uses.
Landside development costs related to earthwork are greatly reduced.

No additional property acquisition is required.

No additional taxiway development is necessary.

Loop road length requires only an additional 850 feet.
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Athens-Ben Epps Airport Commercial Terminal Alternative Analysis

Significant weaknesses include:

e Loss of leaseable space when the existing terminal is demolished.

e Constrains long-term expansion of general aviation, corporate facilities, and
commercial passenger terminal.

e Fails to provide the airport with an easily identified and dedicated entrance to the

commercial terminal.

2.3  Program Cost and Funding
The LPA Group prepared detailed cost estimates for the “Parking Lot Site,” the “Midfield Site,” and

the “Remote Site.” Those costs were grouped into major construction packages for funding analysis
reasons and are presented in Tables 1 - 4 of Appendix C, and Tables 1 and 2 of Appendix D. The
estimated funding eligibility breakdowns are also provided. Preliminary estimates for the site

alternatives follow:

TABLE 1
TOTAL PROGRAM COST- COMMERCIAL TERMINAL ALTERNATIVES
PRELIMINARY ENGINEER’S ESTIMATE

(millions)
“Remote Site” “Parking Lot Site” “Midfield Site”
FEDERAL $3.07 —-$3.14 $2.41 $3.68
STATE $0 $0 $0
LOCAL $1.81 -81.82 $1.32 $2.35
TOTAL: $4.88 — $4.96 $3.73 $6.04

Source:  The LPA Group, Inc analysis 1998

The preliminary estimates result in a total cost differential between the “Parking Lot Site” and the
“Remote Site” of $1.1 - 1.2 million dollars. The cost differential between these two sites analyzed
does not appear to warrant a concept selection. Several construction initiatives (i.e., fuel farm, Group
I1I taxiway, secure perimeter road, etc.) may be considered to facilitate a balance among the sites, but
at the result of considerable cost. A similar comparison between the “Parking Lot Site” and the
“Midfield Site” results in a total cost differential of approximately $2.3 million dollars. A great deal

of the cost variance is a result of earthwork requirements and necessary property acquisition.
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The local share of program costs may be financed through user fees, airport revenues, County funds,
governmental bond issues, long-term loans, SPLOST allocations, or private investment. The local
share for the “Parking Lot Site” is approximately $1.32 million. The local share of the “Midfield
Site” and “Remote Site” total costs are approximately $2.35 and $1.82 million respectively. The
difference in local share between the “Parking Lot Site” and the “Midfield Site” is roughly $1 million.
The cost differential between the “Midfield” and the “Parking Lot” sites could potentially be offset
through SPLOST or other creative financing methods. It should be pointed out that several
construction initiatives (i.e., fuel farm, partial parallel taxiway, etc.) may be considered to strengthen
the operational aspects of the “Midfield” site to the “Parking Lot Site”, but at the result of

considerable cost.

The difference between the “Parking Lot Site” and the “Remote Site” is considerably less at roughly
$500,000. The cost differential between the two sites analyzed does not appear to warrant a concept
selection; however, when reviewing the intangible factors, the advantages of the “Parking Lot Site”
are apparent. It should be pointed out that several construction initiatives (i.e., fuel farm, Group III
taxiway, secure perimeter road, etc.) may be considered to facilitate a balance among the sites, but at

the result of considerable cost.

Long-term advantages of the “Midfield Site,” not available with the “Parking Lot Site” may outweigh
the difference in construction cost. Advantages of the “Midfield Site” include the ability to lease
commercial properties along Lexington Road and incorporating revenue producing parking at the
commercial terminal. Airport revenues realized from the automobile parking facilities may range

from $75,000-200,000 annually, depending on lot utilization and fee structure.

3. EVALUATION

For the purpose of evaluation, The LPA Group identified a phase of the total terminal area program
(per airport master plan) representative of the passenger terminal construction (reference Exhibit 4).
This phase of construction compares equitably to the concepts previously analyzed for the remote site
and midfield sites, and thus permits direct comparison. The “Parking Lot Site,” “Remote Site,” and

“Midfield Site” are comparable facilities, in terms of size and function.

The features of the “Parking Lot Site” development were compared with the preferred “Remote Site”
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and “Midfield Site” developments. The comparison was based on four categories: Operational

Criteria; Design Criteria; Development Cost, and Qualitative Criteria.

3.1

Operational Criteria

The operational criteria that follow were selected to assess the impact of site alternatives on the safety

and efficiency of airfield operations.

3.1.1 Taxi Distances
The “Parking Lot Site” is accessed from Taxiway A, which parallels Runway 9-27 (the only

commercial operational runway). Access to the parking apron is available from either end of

Runway 9-27, and a bypass taxiway (42) is available.

The “Remote Site” is accessed by Taxiway B, which parallels Runway 2-20. Runway 2-20 is
not currently designed for commercial operations, nor is it easily modified for commercial
use. The runway to taxiway separation is not suitable for commercial operations. This will
require temporary closure of Runway 2-20 by the tower or construction of a new partial
taxiway on the east side of Runway 2-20, with adequate lateral separation distances for larger
commercial aircraft. The most common approach (fo the Runway 27 end) would require a

long and circuitous taxi path to reach the alternative site apron.

The “Midfield Site” is accessible by Taxiway “A”, which parallels Runway 9-27 or from the
runway by direct exit to the proposed connector taxiway east of Taxiway “A2” for aircraft
capable of holding short. Aircraft taxi access to the proposed site is excellent for aircraft
arriving on Runway 27 (precision end) with optimal short taxi distances. However, arrivals
on Runway 9 require considerable back taxiing to the commercial terminal area. This is
further complicated by the curved segment of Taxiway “A” south of the existing terminal.
Since the most common approach is to the Runway 27 end, a short and efficient taxi path will
reach the “Midfield Site” apron. A proposed 1000-foot extension to Runway 9 may alter the
need for and utility of a parallel taxiway south of the runway to provide access for the

midfield commercial apron.

3.1.2  Access to Fuel and Maintenance
The “Parking Lot Site” is located near the existing fuel farm and the limited maintenance

facilities located on the north side of Runway 9-27.
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The center of the “Remote Site” apron is approximately 2,853 feet away from these facilities.
Access to the “Remote Site” apron by fuel trucks would be via the runway/taxiway systems

because no perimeter road exists.

The center of the “Midfield Site” apron is approximately 2,200 feet away from these
facilities.  Similarly, access by fuel trucks to the new apron site would be via the
runway/taxiway system because no secure perimeter road exists. Alternatives would be to
develop additional fuel facilities to support commercial operations or construct a west side

secure perimeter road.

3.1.3  Ability to Accommodate Group III Aircraft
The “Parking Lot Site” apron is accessible by taxiways with a 400-foot runway to taxiway

separation, which is suitable for aircraft of Group III and larger as indicated in AC 150/5300-
13, Airport Design. Adequate area for taxilane Object-Free Areas (OFA’s) for Group III
aircraft are available throughout the existing apron. Some tie-down spaces may need to be

relocated.

The “Remote Site” requires a new partial parallel taxiway to accommodate Design Group III
aircraft. The “Remote Site” apron has been configured to accommodate the Group III

requirements, from the standpoint of lateral separation from the runway.

The “Midfield Site” requires a connector taxiway to Taxiway “A” to facilitate a runway
crossing.  Additionally as previously discussed, a new partial parallel taxiway to
accommodate Design Group III aircraft and reduce runway crossings, would be desirable as
operations increase or as the runway length is expanded. The “Midfield Site” apron has also

been designed to accommodate the Group III requirements.

3.1.4 Runway Crossing Traffic
Access to the “Parking Lot Site” from the primary approach (Runway 27 end) requires no

runway crossings. Access to/from the Runway 9 end requires only crossing Runway 2-20.

All access to the “Remote Site” requires crossing Runway 2-20, as well as Runway 9-27.
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3.2

All access to the “Midfield Site” requires crossing Runway 9-27 and potentially Runway 2-20
if the full length of the runway is needed. A future parallel taxiway south of Runway 9-27

may reduce, but not eliminate this crossing traffic.

3.1.5 Construction Phasing Requirements
Phasing of construction is a significant issue at the “Parking Lot Site.” The building location

within the existing parking lot allows for new construction while the terminal remains
accessible. A coordinated schedule of site improvements to replace the road and parking is
required. Demolition of the existing building and apron in-fill will complete the process;
however, the construction sequence will impact commercial operations throughout the

building program.

Construction phasing is less of an issue at the “Remote Site” and “Midfield Site.” In the case
of the “Remote Site” some construction operations could affect the use of Runway 2-20.
With the “Midfield Site”, construction of the connection taxiway to the new apron could
affect the use of Runway 9-27 and Taxiway “A.” Both sides would require coordination of
the utility extensions with on-site development. Otherwise, a logical sequence of
construction would allow all improvements to be occupied and operational at the same time

for both the “Remote” and “Midfield” sites.

An overview of the comparison of operational factors is contained in the Comparative

Concept Analysis Chart depicted in Exhibit 5.

Design Criteria

The “suitability” of each site alternative with respect to location, safety and security, and impact on

existing development was evaluated using the design criteria outlined below.

3.2.1 Site Accessibility
The existing commercial terminal and proposed “Parking Lot Site” development are accessed

via Winterville Road from Lexington Road (Highway 78). Proposed improvements may
create a more direct link to the Airport in the future from the Athens Loop (Highway 10) by

extension of Athena from Olympic Drive.
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The “Remote Site” would be accessed by a dedicated road segment from Lexington Road,
Cherokee Road, or Airport Road. This site is somewhat more visible and more directly

accessible from Highway 78.

The “Midfield Site” would be accessed by a new private road directly off Lexington Road.
This site would offer the potential for high visibility from Highway 78. The new road would
form a perpendicular alignment with Shady Brook Drive across Highway 78. Traffic
improvements such as deceleration lanes and/or signalization at the intersection could be

accommodated when and if the traffic volume warrants.

3.2.2 Site Security and Separation
A key issue in security is the ability to prevent unauthorized persons from entering the Air

Operations Area (A0A4). Requirements of FAR Part 107 must be met for scheduled passenger
service. Public charters (those in which any part of the cost is borne directly or indirectly by

individual passengers) must also meet these requirements.

The “Parking Lot Site” would offer security by marginally improving the definition of the
commercial service apron from adjacent general aviation uses and business aircraft uses. The
area from the tower west and from the terminal site north would be outside of the commercial

operations area.

Both the “Remote Site” and the “Midfield Site” maximize the securability of the commercial
apron by total removal of the commercial activity from other Airport uses. However, neither
FAR Part 107 nor the FAA “Recommended Security Guidelines for New Airport

Construction and Major Renovations” dictate such a total separation of uses.

3.2.3 Part 77/ Safety Criteria
The height clearances and primary surface locations for each site were carefully considered

during the development of each respective layout.

Both the “Parking Lot Site” and the “Remote Site” comply with criteria for obj ect-free areas.
The aprons allow for parking of aircraft with total heights up to approximately 35 feet,

allowing for a reasonable mix of Design Group III aircraft. In addition, the “Parking Lot
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Site” has some ability to handle larger/taller aircraft from the Design Group IV category.

The apron for the “Midfield Site” should be carefully reviewed during design. The apron
should be built as close as prudent to Runway 9-27 to minimize earthwork requirements
while providing the necessary clearances. The apron should allow for parking of aircraft with
total tail heights up to approximately 37.5 feet, which allows for a reasonable range of design

Group III aircraft (see the Probable Aircraft Design Criteria table in Appendix B).

3.24 Future Expandability / Flexibility
The “Parking Lot Site” has reasonable room for expansion of the building and parking.

Airside limitations may result in the future from adjoining general aviation uses. In
comparison, room for growth of all elements is present at the “Remote Site.” The critical

limitations to expansion may be keyed to topographic constraints.

Room for growth of all elements is also present at the “Midfield Site.” Any limitations on
expansion may largely be due to topography constraints. Additionally, an existing pond and

intermittent stream could become a constraint to major easterly expansion in the future.

3.2.5 Effect on Residential Uses
Development at the “Parking Lot Site” does not create any impacts to existing residential

uses. Development at the “Remote Site” may impact the residents along Airport Road and
areas to the east, depending on the access alternative chosen. These effects include aircraft
engine noise from taxiing and run-up operations, spillover light emissions from apron

lighting, and increased automobile traffic in the vicinity.

Development at the midfield site may result in impacts to the residents of the small
subdivision area to the west. These effects could include engine noise from taxiing and
spillover from apron lighting. Due to this area being over 2000 feet from the proposed apron
and near a heavily traveled highway, the impacts are believed to be minimal. Construction of
a parallel taxiway from the current end or proposed extension of Runway 9 could increase the

noise impacts on this residential area.

3.2.6 Effect on Recreational/Governmental Uses
Development at the “Parking Lot Site” does not appear to have an impact on recreational or
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other public uses.

Development at the “Remote Site” may create displacement and relocation of parking and
access roads, increase adjacent traffic, and require site grading and development in close
proximity to the existing recreational fields, depending on the access alternative chosen. The

potential for relocating Satterfield Park may need to be a future consideration.

Development at the “Midfield Site” will increase public traffic adjacent to the County Farm
area, and require site grading and development in close proximity to the existing county
complex. However, beneficial effects from locating public facilities on adjacent land and
controlling development in the immediate area of the County Farm could result. The
proposed development leaves adequate buffering between adjacent uses and a portion of the

property required could be made available for other County uses.

3.2.7 Effect on Commercial Uses:
Development at the “Parking Lot Site” has no effect on commercial uses. Assuming that the

“Remote Site” access utilizes the route indicated by Alternate B or C, no commercial impacts
would result by this development; however, Alternate A would require R.O.W. acquisition

(easement or fee simple) for the terminal entrance road.

The “Midfield Site” affects and is affected by adjacent commercial uses, principally Farmer’s
Hardware. The added traffic impact is appropriately handled by Highway 78. It appears
desirable for the County to control the entire property required as opposed to permitting

further commercial development along the Highway 78 frontage.

An overview of the comparisons of Design Criteria is shown in the Comparative Concept

Analysis Chart.

3.3  Development Cost Criteria
The following criteria were used to evaluate the costs associated with developing each site alternative.

3.3.1 Apron Development Requirements
The “Parking Lot Site” requires development of approximately 6,300 square yards of apron
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to in-fill the previous terminal location. The “Remote Site” requires development of
approximately 11,000 square yards of new pavement for parking and maneuvering taxilanes.
The “Midfield Site” requires development of approximately 11,100 square yards for the

construction of apron parking and maneuvering taxilanes.

3.3.2 Taxiway Development Requirements
No additional taxiways are required for access to the “Parking Lot Site.” The “Remote Site”

requires, as a minimum, a connector taxiway to Taxiway B (in alignment with Taxiway B2),
measuring approximately 300 feet in length. As discussed in the operational criteria, a partial
parallel taxiway (1,450 feet in length) with appropriate separation may also be needed in the
future to prevent temporary closure of Runway 2-20 while commercial aircraft taxi to the
terminal. The partial parallel taxiway would also be necessary during an air traffic control

tower closure to prevent permanent closure of Runway 2-20.

The “Midfield Site” requires at least a connector taxiway to Runway 9-27, measuring
approximately 500 feet in length, and to Taxiway “A,” measuring approximately 300 feet in
length. As discussed in the operational criteria, a partial parallel taxiway (1,600 feet in length

to the Runway 9 end) with appropriate separation may also be desirable in the future.

3.3.3 Loop Road Length
The “Parking Lot Site” development would employ a new loop road length of 850 linear feet,

while the remainder of the loop utilizes existing road geometry. This allows for terminal
parking and other parking uses to be combined. The “Remote Site” loop road measures 1,700

linear feet, while the “Midfield Site” loop road is 1,750 linear feet.

3.3.4 Entry /Exit Road Length
The “Parking Lot Site” does not require a new entry/exit road during the initial phase of

development, rather minor enhancements to the turn geometry. The “Remote Site” requires
1,850, 1,350, and 650 linear feet of new road for Alternate A, B, and C, respectively to
connect the loop to the chosen access point. It should be noted that Alternate C may require

an overlay and nominal widening of Airport Road.

The “Midfield Site” requires 850 linear feet of road to connect the loop road to Lexington

Road/Highway 78. The road construction at the “Midfield Site” is more costly due to the
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topography constraints

3.3.5 Parking Development Requirements
The “Parking Lot Site” must develop 240 spaces as forecast in the 20-year demand, and

additional spaces dislocated by the new apron (near the FAA tower). The “Remote Site”
requires the same 20-year demand parking, and may require the potential replacement of
recreation lot parking displaced by the entry/exit road under access Alternate B. In
comparison, the “Midfield Site” requires the same 20-year demand parking; however, no
additional parking displacements occur. All parking at the “Midfield Site” is new

construction.

3.3.6 Demolition Costs
The “Parking Lot Site” requires demolition of the existing 7,866 square foot terminal

building and portions of the existing loop road and parking. Demolition at the “Remote Site”
may only be limited to an automobile parking area at Satterfield Park (access Alternate B)
and limited clearing and grubbing of the development area. Demolition at the “Midfield Site”
is limited to clearing and grubbing of the development area, and removal of small farm

structures.

3.3.7 Topography / Earthwork Requirements
The “Parking Lot Site” is relatively flat, with most earthwork requiring re-grading or under

cutting of the site. Apron and automobile parking in some areas are developed on previously

paved areas.

Notably the accommodation of existing terrain was a key element in developing concepts for
the “Remote Site.” Development area is limited due to the drop-off from Runway 2-20, east,
toward the existing airport property line. At some portions of the site, 10 to 15 feet of fill will
be required. The amount of grade differential that can be made up in the slope of the taxiway
and apron is limited. Roads and parking are somewhat more flexible in their ability to

accommodate sloping topography.

The accommodation of existing terrain was also a key element in developing concepts for the
“Midfield Site.” Development area is limited due to the drop-off from Runway 9-27 toward
the property line to the south. At some portions of the site, 15-20 feet of fill will be required.
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As noted previously, the amount of grade differential that can be made up in the slope of the
taxiway and apron is limited, while roads and parking are more flexible in their ability to

accommodate the current sloping topography.

3.3.8 Land Acquisition Requirements
The “Parking Lot Site” requires no additional land acquisition. The “Remote Site” assumes

use of the access points shown on Exhibit 2. Access Alternate A may require either an
easement or fee simple R.O.W. purchase to tie into Lexington Road. Alternate B may impact
the eastern parking area of Satterfield Park to provide access via Cherokee Road. The park is
currently owned by the County, lending consideration to a land swap or mutual use
agreement between the park facility and the Airport. Alternate C, which would route traffic
immediately adjacent to residential development, may necessitate the acquisition and

relocation of approximately 10 residences in the future.

The “Midfield Site” requires the purchase of the remaining portion of the Beussee tract,
approximately 38.5 acres. The cost of this property acquisition is a major consideration in the

decision analysis of relocation to the “Midfield Site.”

3.3.9 Leaseable Space Loss

The “Parking Lot Site” requires demolition of the existing terminal. The current building
leases out 2,900 square feet to the Georgia Flight Academy and for travel agent offices. The
terminal building program would include replacement space for the travel agent offices. No

replacement space for Georgia Flight Academy lease area is included.

The “Remote Site” development would leave the existing terminal in place. Therefore, the
existing 2,900 square feet leased remains in use and approximately 5,000 square feet of
additional space would be available for leasing. Some renovations would be required to the

existing terminal prior to leasing.

The “Midfield Site” development would leave the existing terminal in place. Therefore, the
existing 2,900 square feet of leaseable space remains in use and approximately 5,000 square
feet of additional space would be available for leasing. Some renovations would be required

to the existing terminal prior to leasing.
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34

3.3.10 Utility Corridor Extension .
The existing terminal site requires modification to utilities (water, gas, power, and

communications) and the future connection to County sewer. All existing facilities, the new
terminal, and other planned improvements can share upgrades. This spreads the costs to

various projects and tenants.

Development of the “Remote Site” would require establishing and/or extending utilities from

Cherokee Road or Highway 78 to the site in most instances.

Development of the “Midfield Site” would require extending utilities from Lexington Road to
the site development area. Adequate capacity for water and sewer should be available for the

proposed development at the “Midfield Site.”

An overview of the comparisons of Development Cost Criteria is shown in the Comparative

Concept Analysis Chart.

Qualitative Criteria

In addition to comparison of the previous criteria, the Airport shall consider certain quality issues that

will effect how well the Airport is able to fulfill its mission of service to the community. Goals

include promoting development for the community, income production for the Airport, and improved

passenger convenience. All of these need. to be considered, not only in the context of the 20-year

planning window, but beyond that horizon. These criteria reflect “big picture” considerations and

assure that a terminal is the optimal land-use for the selected site.

3.4.1 Ability to Accommodate Growth
The “Parking Lot Site” has been studied in detail during the Master Plan Update for the

ability to meet the demand requirements for 20 years and beyond. The draft master plan
drawing indicates the ability to incorporate the commercial terminal, general aviation
terminal, support facilities, and additional T-hangar and corporate hangars within the existing
area (Exhibit 4). Airfield work is limited to apron expansion and a 1000-foot extension of
Taxiway B to provide a full parallel taxiway and ultimate apron expansion. However,
significant redevelopment of structures, roads and parking, and utilities are required to meet
the planned build-out. Ultimately, there will be a number of airside uses competing for a

fixed amount of space, of which the expansion of one may limit the future expandability of
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the other.

The “Remote Site”, as previously discussed, has significant limitations for use as a
commercial terminal site due to operational issues and impacts to adjacent residential
development. It does appear to offer future flexibility as a site for corporate hangars that
need larger land and building areas and that may prefer a more private secure setting and

restricted access.

The use of the “Midfield Site” allows space for the commercial terminal without future
conflicts. Incorporation of this site into the long-term development of the airport maximizes
the utilization of airside frontage, while increasing available property for revenue generation.
The “Remote Site” can remain available for the corporate uses described above. The existing
terminal area can be devoted to general aviation use. The existing roads, parking, and apron

provide a significant incentive to future general aviation development.

3.4.2 Income Production Potential
The goal of the Airport is to become self-sustaining (or income producing) while at the same

time meeting the needs of the community. The existing commercial terminal site’s income
potential is mainly derived from fuel sales, building and ground leases, and concession leases.
The use of the “Midfield Site” or “Remote Site” increases the feasibility of revenue
producing parking, and increases in concession revenues from rental car facilities. The
“Midfield Site” also has potential income from the lease of ground or buildings along the
Highway 78 commercial strip. The collateral value of the County directing development and
creating a buffer near the extensive County Farm facility has an economic impact to the
community, even though it may not become income producing to the airport. Potential
negative impacts on the Airport’s commercial passenger enplanements and general aviation
operations will exist during a two to three year construction cycle at the “Parking Lot Site.”
The potential lies that construction sequencing may affect commercial operations with the
“Parking Lot Site” and thereby, reduce fuel sales and landing fees to the airport. As
previously presented, construction impacts associated with the “Remote Site” and “Midfield

Site” are less significant, to the point of being a non-factor.
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3.4.3 Impact on Future General Aviation Expansion
The success of the Airport in the general aviation market depends on a number of factors.

These include the runway and taxiway systems (including lighting and navigational aids),
apron availability for itinerant operations, general aviation terminal facilities, hangar
facilities, maintenance facilities, flight schools, charter operations, fuel availability and cost,
and convenient access to the surrounding area. Athens currently competes with a number of

airports in the surrounding area for this general aviation market.

The relocation of the commercial terminal to the “Midfield Site” can have an effect on some
of the market factors listed above. The “Midfield Site” allows for conversion of portions of
the existing apron to general aviation use. The current terminal building becomes available
for use, potentially for the expansion of Georgia Flight Academy’s current lease space. The
existing roads and parking become available to serve a new general aviation terminal and

expanded hangar facilities.

The “Remote Site” offers the same opportunity for general aviation expansion at the existing
site as the “Midfield Site.” Unlike the “Remote and Midfield Sites,” the “Parking Lot Site”
does not offer a vast area for expansion. Though the “Parking Lot Site” appears to provide a
reasonable area to accommodate growth, the “Parking Lot Site” would face limitations sooner
given its airside limitations resulting from adjoining uses. Future general aviation expansion
beyond the 20-year planning period could hinge on future land use decisions at the “Parking
Lot Site.”

3.4.4 Passenger Convenience
Passenger convenience requires an easily used and properly located terminal area. Variety of

flight times, travel time to alternate points of departure, acceptable aircraft, and competitive
pricing, are significant features in decision-making by travelers. In the 1995 Master Plan
Update, it was noted that Athens captures only 20 percent of Clarke County’s potential
enplanements. With the proximity of Atlanta-Hartsfield International, utilization of Atlanta
will always be a tremendous influence on travel decisions. A terminal facility that includes
space for a second airline could help attract the second airline tenant. However, new entrants
to a market and the resulting competition are not necessarily influenced by the use of one site

over another.
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There are factors that the terminal location may impact. The current intermingling of
circulation and parking for general aviation with the commercial terminal creates confusion,
especially for the occasional traveler. Improvements to the road and parking at the “Parking
Lot Site” define and separate the different uses to some extent. A separate commercial
facility at the “Remote or Midfield Sites” offers a much more straightforward solution. “The
Midfield Site” offers the clearest circulation connection to parking, rental cars, and bus
transportation. The proposed location on Highway 78 offers access to the Highway 10 loop

and to Highway 316 for convenient access to the surrounding market areas.

3.4.5 Linear Airside Frontage Available/Acreage Efficiency
An analysis of the existing property at Athens-Ben Epps Airport was conducted to ascertain

two elements which could be utilized to identify the maximized level of available property

for aviation-related development: 1) linear airside frontage and 2) acreage.

The current airport layout, if not hindered by external factors such as existing structures,
roadways, adjacent property ownership, etc., would be able to provide upwards of
approximately 26,000 linear feet (LF) of airside frontage available for aviation-related
facilities, thus maximizing the airport’s use and function. Given the existing property
boundary and outside constraints, only 25% of this area is usable. Neither the “Remote or
Parking Lot Sites” would alter this utilization percentage. The “Midfield Site”, however will
provide an additional 1,600-1,700 LF of airside frontage increasing the utilization percentage

to nearly 32%.

A similar analysis was performed for the airport acreage. Total land area occupied by the
airport is approximately 450 acres, in accordance with the currently approved Airport Layout
Plan. Of that acreage, approximately 72.5 acres are available for aviation-related
development. Neither the “Remote or Parking Lot Sites” would alter the total acreage
available for the long-range expansion of aviation-related functions and facilities. On the
contrary, the “Midfield Site” would add to the available acreage by approximately 38.5 acres,
resulting in a significant increase. This additional property would increase the developable

and potential revenue-generating property, by over 53%, which is substantial given the
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Athens-Ben Epps Airport Commercial Terminal Alternative Analysis

obvious constrained nature of existing lands.

4. CONCLUSIONS AND FINDINGS

A detailed evaluation comparing the proposed commercial terminal sites is shown in Exhibit 5. Sites
were evaluated on technical merits and on qualitative criteria. A point system was utilized to quantify
key factors in order to gauge each site against the others. Totals provide the highest ranked of the

proposed sites.

The tabulation of all ratings point to marginal advantages (scoring of 107 versus 102) with the
“Midfield Site” compared to the “Parking Lot Site.” The “Remote Site” is the least favorable option
with a total score of 87. It should be noted that based on “technical” merits (operational, design and
development cost criteria), the “Parking Lot Site” marginally outscores the “Midfield Site,” 86 to 82.

The final difference results from factoring potential qualitative impacts to the Airport.

In addition to subjective evaluation previously presented, The LPA Group prepared detailed cost
estimates for the “Parking Lot Site,” the “Midfield Site”, and the “Remote Site.” (See Table 1.) The
preliminary estimates result in a total cost differential between the “Parking Lot Site” and the
“Midfield Site” of approximately $2.3 million dollars. A great deal of the cost variance is a result of
earthwork requirements and necessary property acquisition. Total cost differential between the

“Parking Lot Site” and the “Remote Site” is $1.1 - 1.2 million.

4.1 Recommendation

Based on long-term advantages, the “Midfield Site’ is the recommended site for future development
of a commercial terminal at Athens-Ben Epps Airport. Operationally, very few advantages exist
between the “Midfield Site” and the “Parking Lot Site.” A midfield site will afford the County the
intangible merits of convenient landside access, a desirable new front door appeal for arriving
passengers, as well as long-range expandability for commercial aviétion and general aviation to the

south and north of Runway 9-27, respectively.

Several construction initiatives (i.e., fuel farm, partial parallel taxiway, etc.) would further strengthen
the operational aspects of the “Midfield Site,” but with added cost. Two long-term advantages of the
“Midfield Site,” which are non-existent at the “Parking Lot Site,” would be the availability of
leaseable commercial properties along Lexington Road and the potential for revenue producing

vehicle parking at the commercial terminal. Airport revenues realized from the automobile parking
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Athens-Ben Epps Airport Commercial Terminal Alternative Analysis

facilities may range from $75,000-200,000 annually, depending on lot utilization and fee structure.

This aspect alone may outweigh the difference in construction cost between the two sites.

A key determinant of which site to construct a new commercial terminal at Athens-Ben Epps Airport
will be the ability of the County to finance the proposed improvements. Earlier reports (See
Appendices C and D) provided cost estimates which factored in funding eligibility for the proposed
improvements. Though the construction packages reveal the areas primarily eligible for federal
funding assistance, funding terminal buildings improvements is often a low priority of the Airport
Improvement Program (4IP). Therefore, the airport should anticipate to bear the burden for the
landside components of the development program, with AIP grants assisting airside development.
Potential alternatives to AIP funds include Passenger Facility Charges (PFC), secured airport
revenues, governmental issued bonds, state/local funds and a Special Purpose Local Options Sales

Tax (SPLOST).

THE 2 8
GROUP Smm
AVIATION CONSULTANTS




OPERATIONAL CRITERIA

PARKING LOT MIDFIELD REMOTE
SITE SITE SITE
Taxi Distance . s o 4 O 1
Access to Fusi and Maintenance ® @ 2 O
Abllity to Accomodate Graup IlI Alroraft . s Q 4 G 2
. Runway Crossing Traffic 0 4 O 3 G 2
Construction Phasing Criteria G 2 . s 0 4
SUBTOTAL (Operations! Criteria) . 21 18 10
DESIGN CRITERIA
Site Acceasibliity O 3 @ g 4
8ite Security / Tratfic Separation G 2 . 5 . 5
Part 77 / Satety Criteria ‘ 5 @9 @
Future Expandabliity / Flexiblilty P s (= "o @+
Ettact on Residential Usea ® s @ s s
Effect on Qovernmental Uses . 5 . 5 O 3
Effect on Commercial Uses . 5 O 3 0 4
SUBTOTAL (Dssign Criteria) 28 32 28
DEVELOPMENT COST CRITERIA
Apron Davsiopment Requirements 0 4 G 2 O 3
Taxiway Development Requiremsnta . s O 3 G 2
Loop Road Length O 3 . 5 O 4
Entry / Exit Road Length @ s ¥~ P
Parking Davelopment Raquirements O 3 O 1 O 3
Desmolition Costs O 1 . 5 o 4
Topography / Earthwork Riqulum-nh . S G 2 O 3
Land Acqulsition Roqull;-m-ntu . 5 G 2 O 3
Leaaable Spacs Loss O 2 . 5 ‘ s
'mlllty Corridor Extenslon 0 4 O 3 O 1
SUBTOTAL (Development Cost Criteria) az 32 a1
QUALITATIVE CRITERIA
Abllity to Mset Nesds Beyond 20 Year Horizon 0 4 . 5 o 4
Incoms Production Potential Q 4 . 5 @ 4
Impsact on F'utnr- QGaneral Avistion Expansion O 3 . 5 O 4
Passenger Convenlence O 3 . 5 O 4
Linear Alrside Frontage Avaliable G 2 . 5 O 2
SUBTOTAL (Quaiitative Criteria) 18 28 18
TOTAL ALL CRITERIA 102 107 a7
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COMMERCIAL TERMINAL BUILDING DEMAND/CAPACITY ANALYSIS

AVERAGE DAY,
PEAK MONTH,
PEAK HOUR
PASSENGERS:

TICKET

COUNTER AREA:

1997 2002 2007 2017
Conservative' 11 15 18 25
Optimistic? 11 20 26 38

Source:
'LPA Forecasts, 1997
Georgia Statewide Aviation System Plan

Sizing for this area is based on 60 percent of the Peak Hour
Enplaning Passengers for a 30 minute peak demand, because all
of the Peak Hour Passengers do not arrive at the same time and
30 minutes is the maximum time travelers will typically waitin line
without experiencing significant frustration. This number is divided
by 6 (the maximum number of passengers that can be efficiently
processed by a single agent in 30 mmutes) to determine the
number of agents required.

Ticket Position Analysis:

1997 200 2007 2017
Conservative 2 2 2 3
Optimistic 2 2 3 4

- The terminal may be planned initially to serve a minimum of two

airlines in anticipation of the successful recruitment of a new
carrier. Based on our experience, airlines require a minimum of
two agent positions to effectively serve their passengers. If a
second airline tenant does initiate operations at Athens Ben-Epps
Airport (AHN), the four ticket positions forecast for 2017 would be

' needed sooner. Space requirements should be discussed, and

verified, with the tenant(s) prior to proceeding with design of the
planned improvements. This will allow the airlines to make the
layout suit their operations to review the size of lease area(s), and
to express needs for future expansion flexibility.

Each agent requires approximately 6 lineal feet of counter space
and bag well. After the Ticket Counter length is determined, the
area including the counter and working space behind the counter
is determined by multiplying the counter length by 10 feet (the
average depth required behind the counter). An additional 3 feet
of frontage should be allowed for traffic through the counter at
each airline area.




TICKET AREA
- LOBBY:

AIRLINE TICKET

- OFFICES:

OUTBOUND
BAGGAGE:

‘BAGGAGE CLAIM
LOBBY:

The Ticket Lobby includes the area required for 6 passengers to
queue up in front of each Ticket Counter. Approximately 3 feet

“per person, for a minimum depth of 18 feet, is multiplied by the

Ticket Couniter length to determine the Ticket Lobby. At small
airports, the peak queuing may back-up into the circulation areas.
A minimum circulation area of 8 feet should be provided clear of

the queuing. Circulation must be sized so that peak queues do
not block through traffic.

A minimum space 20 —-25 feet deep behind the Ticket Counter
Area is an appropriate amount of area for the support offices to
the Ticketing Area (see Figure 1). The total space for the ATO

‘Area is the Ticket Counter length multiplied by 20 feet.

This area is used for proceséing bags that are checked in at the
Ticket Counter. It should be directly behind or beside the ATO
and Ticket Counter Area (see Figure 1) for efficient operations.

- One baggage cart and the space to maneuver around it requires

approximately 250 square feet. The size of the Make-Up Area
was determined by providing 1 cart per commercial airline tenant.

The Baggage Claim Area consists of a lobby and a baggage
display device. The display device can be either a baggage shelf
or a baggage conveyor unit. Depending on which device is used,
the lineal footage of the device is calculated by assuming 2 bags
per Peak Hour Deplaning Passenger (equal to Peak Hour

Enplaning Passengers) and allowing for this baggage to be

retrieved in a 20 minute period. A baggage shelf can display
approximately 2 bags per lineal foot in a 20-minute period and a
flat plate conveyor can display 2.5 bags per lineal foot in a 20- .
minute period. An additional 6 feet of lobby length should be
allowed for circulation from the inbound baggage area to the
baggage claim lobby.

-Bag Claim Shelf Requirements (L.f.):

‘ 1997 2002 2007 2017
" Conservative 11 15 18 25
Optimistic 14 ‘ 20 26 - 38

After determining the length of the claim device, the Baggage
Claim Lobby is determined by multiplying 30 feet by the length of
the device plus the 6 feet for through traffic. This 30 feet
provides appropriate space for waiting, retrieving baggage,
queuing, and circulation !geyond the claim device.

To allow for the potential of simultaneous arrivals, the claim shelf

requirement may be divided to better distribute queuing areas
and bag delivery.
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INBOUND
BAGGAGE:

PUBLIC
WAITING:

SECURE
PASSENGER

HOLDING AREA:

The potential to allow use of a baggage conveyor in the future
should also be considered, however this would only be likely in
the event that larger (50+ passengers) aircraft come into use on a

‘regular basis. This type of traffic is not expected in the forecasts.

The Inbound Baggage Area relates directly to the Baggage Claim
Device because a certain amount of space is needed to access
the claim device, and handle incoming baggage If a baggage
shelf is utilized, 18 feet of covered service space behind the
device is appropriate and 23 feet should be used when a
conveyor device is used. For planning purposes, the conveyor
depth may be used because many times a bag shelf is upgraded
to a conveyor unit. However, the overall square footage has
been determined by multiplying the 18-foot depth by the total
lobby length, due to the unlikely need for a conveyor in the future.

Public Waiting Area(s) should be provided at an airport for
passengers and visitors arriving early before their flight, and for
those individuals waiting for ground transportation after their flight
arrives. Many small airports do not open the holding areas until
shortly before boarding due to staffing requirements at the
security screening station. Therefore, the Public Waiting Areas
need to accommodate 75 percent of both the Peak Hour
Passengers and one visitor per passenger. An area of 20 to 25
feet per person is appropriate for small airports such as Athens.

Public Waiting Area Requirements (seats):

. 1997 2002 . 2007 2017
Conservative 17 23 27 38
Optimistic 21 30 39 57

It is assumed that as the airport's activity expands, the holding

areas will absorb some of the pubhc waiting needs if they become
open at all times. .

The Passenger Holding Area provides secured areas where
passengers can sit or stand while they wait to board a flight, or
visitors can wait for incoming passengers. As discussed
previously, at many small airports these holding areas are not
open all the time, and when they are open, only passengers may
access them. When sizing these areas, a Peak 30-Minute Load
Factor of 75 percent of the Peak Hour Passengers.is used.

Again, 25 square feet per passenger is used to determine the
required area for seating. ‘

(o]




SECURITY
- SCREENING:

MISCELLANEOUS
CONCESSIONS:

VENDING AREA:

RESTURANT /
EATING AREA:

Holding Area Requirements (seats):

1997 2002 2007 2017
Conservative 9 12 ‘ 14 19
Optimistic 11 15 20 - 29

Some flexibility in holdroom and waiting areas would
accommodate occasional charters with larger passenger
capacity. In addition to seating, the holdroom should allow 200-

250 square feet per gate location for queuing and ticket lift
station.

The security area of an alrport needs approximately 150 square
feet of area for the screening devices and maneuvering space
around them. Anocther 150 square feet should be provided for
queuing. A room 100 square feet in size may be provided in case
a passenger needs to be searched or detained. The total for the
Security Area should be 300-400 square fest

A circulation path for deplaning passengers requires a minimum
of 8 feet in width to the circulation area. Allow 200 square feet of
program space for this function.

Miscellaneous concessions such as newsstands, gift shops, and
snack areas need approximately 1 square foot of space for every
200 annual enplanements. Because of the small size of this
airport, a minimum square footage of 300 square feet should be
used until the annual enplanements justify more concession
space.

A vending area of 150 square feet should be provided for
machines providing games and self-service packaged foods.
These provide a service to passengers outside the normal
operating hours of other concessions.

Many times a small airport can not support a full service
restaurant, however, this varies from community to community.
For the purpose of planning the Athens Ben-Epps Airport, some
space has been programmed to be a flexible eating area for food
service, with the capability of developing space for another use
such as tenant offices. Food service may be incorporated into
the General Aviation Terminal or the Passenger Terminal, to
maximize the feasibility for the vendor, but should not be

duplicated. This area may be combined with the news/gift area
to minimize staffing.

An area of 25 square feet per Peak Hour Passenger has been
used to determine the size of these areas. The 25 square feet

includes seating, circulation, and service areas related to the
preparation of food.




AIRPORT
ADMINISTRATION:

RENTAL CARS:

PUBLIC
RESTROOMS:

CIRCULATION,
MECHANICAL,
MAINTENANCE:

Airport administration currently occupies space in the General
Aviation terminal. The program for a new General Aviation
Terminal indicates the administration activities will remain in that
location. Current demands for airport office area (travel agent
offices, Georgia Flight offices) suggest that accommodations for
current tenants would allow the flexibility to locate the Airport
administration to the commercial terminal in the future.

A minimum of 80 square feet per rental car vendor should be
provided (10 foot counter by 8 foot depth) with an additional 80
square feet for offices per agency. Some allowance should be
made for queuing outside of circulation areas (8 to 10 feet in
depth is recommended). It is assumed that there is the possibility
that 3 vendors (2 existing tenants, plus 1 expansion slot) may

‘want to service Athens. As the airport grows, more space may

be provided to the vendors. Actual space requirements should

be verified with tenants prior to proceeding with schematic
design.

Because of the fluctuating activity of a small airport it is assumed
that most of the Peak Hour Passengers may be enplaning or
deplaning within a 15 minute period. Of these passengers, 20
percent may require the use of restroom facilities. Once the
number of fixtures has been determined, approximately 80
square feet per fixture should be provided. This space is for a
single restroom and should be doubled for a set. The preliminary
planning numbers should be checked against the local building
codes in schematic design to verify minimum requirements are
met.. Again, some over-sizing of this element can help
accommodate occasional larger flights. Restroom locations are
desirable in both secure and public areas.

Fixture Requirements (per sex):

1997 2002 2007 2017
Conservative 3 3 3 4
Optimistic 3 3 4 4

One way to determine these needs is to take percentages of the
entire projected terminal building based on other projects of this
kind. Circulation occupies approximately 25 percent of the total
building area for small terminals. The circulation area also needs
to také into consideration the effective width of the circulation
area (see Figure 2). To allow for overflow of passengers,
periodic displays, and future expansion, a width of 12-16 feet for
the main circulation path is recommended. Entry vestibules with

properly separated sliding or swinging doors require 150-200
square feet each.
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TERMINAL
BUILDING
DEMAND
SUMMARY
SHEET:

Mechanical and maintenance areas require a minimum of 100
square feet for janitors service/storage area and 400 square feet
for electrical/mechanical room(s). These areas should be sized

to allow for some flexibility due to the difficulty in expanding the

serwce core areas at a later date.

The demand/capacity analysis summary sheet (see Tables 1 and
2) takes the information for each area and combines them
together to determine overall terminal building needs. The areas
allocated are based on the descriptions and-formulas apphed to
the selected forecast numbers.




ATHENS-BEN EPPS AIRPORT

Table 1

Demand / Capacity Summary Sheet
Conservative Forecast

PLANNING PERIOD
Space Description Units Existing Area 1997 2002 2007 2017
Ticket Counter Area (sf) 107 150 150 150 210
Ticket Lobby (sf) 0 135 135 - 135 189
Airline Ticket Offices’ (sf) 230 300 300 300 420
Outbound Baggage Make- up (sf) 440 250 250 250 500
Baggage Claim Lobby (sf) 111 510 630 720 930
Inbound Baggage (sf) 0 306 378 432 558
Public Waiting (sf) 635 - 425 575 675 950
Secure Passenger Hold Room (sf) 396 475 550 600 975
Security Screening (sf) 92 500 500 500 500
Misc. Concessions / Gift Shop® (sf) 169 300 300 300 300
Vending Area - (sf) 150 150 150 150
Restaurant / Eating Area (sf) 275 375 450 625
Administration Offices (sf) ‘ 0 0 0 0 0
Travel Agent Offices (sf) 594 800 800 - 800 800
' |Georgia Flight Offices (sf) 2,307 0 0 ' 0 0
Weather Service Offices (sf) 277 300 300 300 3004
Rental Cars- Counters and Offices? * (sf) 519 480 480 480 480
Rental Car Queuing ’ (sf) 0 270 270 270 270
Public Restrooms (sf) 536 480 480 480 640
Circulation (sf) 1040 1675 1800 1900 2350
Vestibules , (sf) 140 600 . 600 600 600
Mechanical / Maintenance (sf) 273 500 500 500 500
TOTAL (sf) 7,866 - 8,881 9,523 9,992 12,247
Notes:
1. The existing Airline Ticket Counter is 10’-6".(If).
2. The Rental Car Counter is 17 (If) total (2 tenants). )
3. Located in the Georgia Flight area (see Figure ) but not included in-Georgia Flight square footage spacing above. |
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ATHENS-BEN EPPS AIRPORT

Table 2
Demand / Capacity Summary Sheet
Optimistic Forecast
‘ PLANNING PERIOD ,
Space Description Units Existing Area 1997 2002 2007 2017
Ticket Counter Area (sf) 107 150 150 210 300
Ticket Lobby (sf) 0 - 135 135 - 189 270
Airline Ticket Offices' (sf) 230 300 © 300 420 600
QOutbound Baggage Make- up (sf) 440 250 250 500 500
Baggage Claim Lobby (sf) 111 600 780 960 1320
inbound Baggage (sf) 0 © 360 468 574 792
Public Waiting (sf) 635 525 750 780 1140
Secure Passenger Hold Room (sf) 396 525 625 750 1225
‘| Security Screening (sf) 92 500 500 500 500
Misc. Concessions / Gift Shop® (sf) 169 . 300 300 300 300
Vending Area ’ (sf) 150 150 150 150
Restaurant / Eafing Area (sf) 350 500 650 850
Adminiétration Offices (sf) 0 0 0 - 0 0
Travel Agent Offices (sﬂ 594 1000 1000 1000 1000
: Georgia Flight Offices (sf) 2,307 0 0 (o} 0
Weather Service Offices ° (sf) 277 0 0 0 0]
Rental Cars- Counters and Offices? (sf) 519 480 480 480 640
Rental Car Queuing ' (sf) 0 270 270 270 360
Public Restrooms (sf) 536 480 480 640 640
Circulation (sf) 1040 1750 - 1900 . 2250 2750
Vestibules (sf) 140 600 600 600 600
Mechanical / Maintenance (sf) 273 500 500 500 500
TOTAL (sf) 7,866 9,225 10,138 . 11,723 14,537
Notes: :
1. The existing Airline Ticket Counter is 10’-6" (If).
2. The Rental Car Counter is 17 (If) total (2 tenants).
3. Located in Georgia Flight area (see Figure but not included in Georgia Flight square footage spacing above.
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ATHENS BEN-EPPS AIRPORT
Terminal Concepts Narrative

The existing terminal has been reviewed for capacity to meet current (1997) and future
demand during the planning period (Tables 1 and 2 of the forecasts). The current
facility has also been reviewed for conformance to desirable circulation flows and
passenger convenience as shown in FAA AC- 150/5360-9 “Planning and Design of
Airport- Terminal Building Facilities at NonHub Locations”. The desired flow and
organization are illustrated in Figure 1 from the Advisory Circular, and as further

developed in Figure 2 by THE LPA GROUP Incorporated. The principal problems noted
in the existing busldlng include:

Congested circulation areas and limited queuing;

Inadequate space for and undesirable location of baggage claim;
Limited concessions and restroom space;

Inadequate security screening and secure passenger holding area; and,

Limited expansion capabilities due to adjacent occupancy and due to building
construction type (load bearing masonry walls).

While passenger comfort is a more subjective criteria, the survey list of “What Travelers -

- Hope to Find When They Get to the Airport” (Figure 3) is a representative list. Most of
these “desires” are not met within the existing facility.

Based on this understanding of current shortcomings future demand requirements and

desired functional rela’nonship and circulation, three alternative concepts have been
developed. :

The alternative concepts are briefly summanzed in the pages following Figures 1
through 3.

WLPAEXT3\ARCH\ATHENS\TERMEVAL.DOC




AC 150/5360-9 : ' . | 474780

LEGEND:

- PASSENGER FLdW : '¢ >- -‘ - -* - -‘ -, -¢ -

| <fmu mml  BAGGAGE FLOW .
v

‘lll<h - - T
. \ Y
|

s v

( INCOMING
BAGGAGE

OUTGOING
BAGGAGE

OEPARTURE ‘
AREA

\
.-Ty»-[:}@-»-»-a»'

-¢~pu¢n-4§nn¢n-§

| oo (g -
. * 45 % ‘ . '
(- | § } AIRLINE -]
I BAGGAGE g - E secumn OPERATLONS B
i CLAIM 5 : CHECK Y
'Q , \— _ . J
} y | -* m ’
4 J 4 ) u
c TICKET &
COUNTERS N
\ ‘ b- -4 ‘ ' i
CAR [ g VR — q_:
l RENTAL i ' S
counters T | WAITING AND : TICKET |
L | JAN CONCESSIONS " LOBBY 4
o : g
DEPLANING ' : ENPLANING
CURB ‘ CURB
— O | — [
FIGURE 4-2. DIAGRAM OF PASSENGER TERMINAL
CIRCULATION AND FUNCTIONAL RELATIONSHIPS
: ’ - _ -t .Chap 4
‘ | _ » Par 22

Figure 1

© FAARCH\ATHENS\FIG2.DOC




ISION

FUTU”

EALIZED TERMINAL CIRCULATION/ FUNCTIONAL RELATIONSHIPS

(

COVERED CURB FRONT )

[

C

(

( conc. ) concessions ) mentaLcars )
[ TICKET LOBBY ' ,

| o

Dle .c z=n) 4

| : i
1

BAG CLAIM
I

BAG
OFFICES

e
‘. oo - Y e e e o — ._( — —— — — -
BAG MAKE-UP s i
1
: T 'SERVICES }
- | -
i L
' :
i
HOLDING
1 I
§ I 'é
m i Im
I ¥
' :
I
_______ i 1
L 1 § % ]
1 1 2 I
B B I
WiW A< oL
. . ' FAGURE: 2
: . Flgure 2 : SOURCE: THE LPA GROUP INC.
FAARCH\ATHENS\FIG2.DOC : .




What Travelers Hope to Find When They Arrive at A'irpor’cs:-

[] 1. Avoid Lengthy Waits at | MV 8 Phones, with Seats arid
Check In / Check Out Privacy

[] 2. Short Walking Distances | |Z[ 9. Security

| 3. Clear Directidnal Signs ] 10. Access to Taxis / Public
: . Transportation

[] 4. Quality Food Fast - [ 11.Luggage Carts

] S. Clean and Convenient [/ 12. Enjoyable Environment

’ Toilets . ,

[/] 6. Diversions (Shops, Games,
Museums/ Displays)

M 7 Adequate Seating at Waiting V1 | =‘Building Design Issues
: Areas _ : |

Source: Frequent Flyer, February 1994

Figure 3
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CONCEPT 1

In Concept 1 (see Figure 4), all existing space in the current building envelope is
retained and renovated for improved circulation and function. The western third of the

existing building contains the ticketing function for two airlines. The middle third
remains as principally public waiting but the toilet areas are reduced to allow for through
circulation. The eastern third is renovated for bag claim and rental offices. Existing

service core areas are retained and the weather service office remains in the terminal
building. : ‘ : ‘

An expansion to the south (apron) side creates additional space to meet demand
requirements for toilets, security screening/queuing, and a secure holdroom. Space for

a potential food concession adjacent to and accessible from public waiting has been
included as well. ‘

: Adjacentvsite work includes renovations to the screen wall at the apron, improved tug
drives to the outbound baggage and bag claim areas, and an extended canopy at the

curbfront. 'Work required to match the site to the building is the least extensive of the
- three schemes. -

WLPAEXT\ARCH\AWTHENS\TERMEVAL.DOC
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CONCEPT 2

Concept 2 (see Figure 5) combines partial demolition of the existing building with more
extensive addition and renovation than Concept 1, to better accommodate the demand
requirements. Demolition includes the eastern third of the building (Georgia Flight and
Weather Service tenant area) and the exterior precast concrete wall and fascia system.

The eastern portion is in the worst physical condition and is the most restrictive in
building envelope height and width.

Expansion to the north (curb) side allows some of the restricted circulation and queuing

problems in Concept 1 to be resolved. Connection between the expansion and existing
north wall will be limited by the existing exterior walls load-bearing construction. The
low (V 9-6") eave will also present problems in expanding to the north. A new bag

claim wing replaces the demolished east wing. This new area can meet all anticipated
demand requirements. :

Finally, an adequately sized holdroom would be added to the south side of the building.

In general, the interior renovations are more extensive than in Concept 1. Adjacent site

‘work includes renovation to the tug drive areas at the outbound baggage and bag claim

areas, and significant renovation to the loop road and parking to allow construction of

the north addition. Improvements to walkways for circulation from the ramp to the:

holdroom will also be required. The site work requirements for Concept 2 are greater
than Concept 1, but less than those anticipated for Concept 3.

W.PAEXTAARCHWTHENS\TERMEVAL.DOC
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CONCEPT 3

Concept 3 (see Figure 6) proposes the construction of a new terminal building. Two -
potential locations have been identified in the site concepts. = The first requires
demolition of the existing Sonny’s Aviation hangar, as well as a portion of the east end
of the existing terminal building. The second location is within the curve of the existing
loop road and requires demolition and replacement of some existing parking.

A new terminal building offers the ‘opportunity to replace the outdated building systems
while creating a facility sized to meet demand requirements. Passenger flows,
circulation, and spatial relationships can be optimized. A new “gateway” appearance to

the community can be developed to compliment and enhance the new general aviation
terminal and other airport improvements.

Continued use of existing facilities and total cost present the major obstacles in
implementing Concept 3. Use of the Sonny’s site requires coordination with the
proposed new Colvin Aviation hangar schedule. Once the Colvin Aviation project is
complete and Sonny’s and Georgia Flight tenants have been relocated, the site is
available for construction without disturbing operations at the passenger terminal.
Some phasing of construction or temporary relocation of electrical service for the

terminal building will be required. Demolition of the existing terminal and completion of
- road/curbfront complete the last phase. -

The site within the existing parking area avoids problems of coordination with other
projects and avoids the electrical service center at the existing terminal building. This
location will require re-routing of and longer walk distances for passengers from parking. .
Additional permanent and temporary parking will be required to make-up for displacing
existing facilities. The demolition of the existing terminal and construction of an
expanded apron would be the final phase. Some restrictions on aircraft parking near

-the terminal and longer passenger walks would be required until the apron can be
completed. ‘ o

Higher construction costs need to be evaluated in the context of available funding,

- versus the value of improved facilities with the flexibility to serve the Airport well beyond
" the 20-year planning period.
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CONCEPTS EVALUATION

‘Each concept offers certain advantages and disadvantages in the categories of: ability

to satisfy 20-year demand, passenger flows and circulation, new construction
requirements, impact to existing operations, phasing/constructability, expandability, and
flexibility to meet additional demand. These are discussed in the following detailed
narratives of each criteria, and are summarized in Table 1 that follows.

ABILITY TO SATISFY 20-YEAR DEMAND

Concept 1 provides good response to the demand requirements but some functions are
over or under-sized, due to the need to fit within the existing building envelope and to
work within the structural limitations. Concept 2 improves the response to demand
~requirements by expanding to the north and east. Some restrictions in connecting
spaces due to load-bearing walls will still apply. Concept 3 is rated excellent, as new
construction can be sized to demand and all load-bearing walls will be eliminated.

PASSENGER FLOWS AND CIRCULATION

All three concepts utilize the idealized flows and space relationships shown in Figure 1
and 2. Concept 1 is rated fair because of restricted circulation width, due to existing
construction constraints and the fact that queuing areas will block some circulation
areas. Again, Concept 2 improves the circulation width and provides queuing areas
with the limitations of incorporating the existing structure. New construction as shown in

Concept 3 is sized to the demand requirements and FAA recommendations for effective
circulation widths. : ' ‘ - v

NEw CONSTRUCTION REQUIREMENTS

This criteria reflects the impact of costs of new construction and demolition of existing
facilities. However, the existing building is 40 years old, and would be expected to
require improvements to mechanical and electrical systems in addition to the interior
renovations to the layout shown. Concept 1 closely overlays the spaces to existing
functions to minimize cost and interruption of use. Concept 2 removes the east third of
~ the building. This eliminates the narrowest portions of the building, which is also

restricted in building height (existing mechanical systems run exposed on the roof).
Concept 2 would also require removal of the precast concrete facing system. Concept
3 requires new building construction, demolition of the existing building, and some
renovation to the apron and curbfront areas.
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IMPACT TO EXISTING OPERATIONS

Concept 1 will require relocation or removal of the travel agent and Georgia Flight
tenants, to allow renovations of the bag claim area and second airline area. Some
rerouting of passengers to aircraft for enplanmg/deplanmg is also required. Operations
of the parking, curbfront, and apron would remain largely undisturbed.

Concept 2 involves considerable interruption to the curbfront, however the apron/aircraft
activities are only slightly impacted due to passenger routing Some disturbances to
interior operations can be avoided by constructing expansxons first, then renovating the
interior. The relocation of Georgia Flight offices is requured and the removal of the
existing electrical center creates construction issues. It may be possible to leave the
electrical center in place until the new service/ distribution is in operation.

Concept 3 impacts are similar to Concept 2, however the majority of disruption is to
external operations instead of intemal tenant areas and varies by the site location
chosen for the new building. The parking area location affects parking, pedestrian
traffic, and eventually apron usage as the apron is expanded. The location near the
existing Sammy’s hangar would require coordination with relocation of that tenant(s)
and of the Georgia Flight Academy. The electrical center presents a similar problem as

discussed in Concept 2. The need for early demolition will require relocation or
temporary facilities. '

PHASING/CONSTRUCTABILITY

This criteria is related to the previous discussions about impact on existing operations.
However, this adds consideration of construction time, cost, and temporary relocations.
Concept 1 incorporates much of the existing layout. Phasing to create the south
addition and renovate the eastern third of the building could be accomplished and
occupied prior to the minor interior renovations in the remainder of the existing building.
Exterior renovations to the entry/curbfront would be the last phase. Work for this
concept will be complicated by the need to keep utilities and services to the building
active while incorporating demolition, renovation, and new construction. Consideration:

of new and existing building systems (electrical, mechanical, and plumbing) also
present difficulties.

Concept 2 involves many of the same criteria as Concept 1 above, while adding
additional exterior demolition work. In addition, the existing roof slope will make
expansion to the north (curb) side difficult, due to the low (9’-6"V) existing eave height.
Concept 2 also requires removal of the electrical center containing the main service,
panels, and emergency geperation. The time and expense from a constructability
standpoint for this concept would be significantly more than Concept 1.

o
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Concept 3 phasing depends upon site selection, however the effects tend toward site
obstructions without affecting the interior workings of the terminal. Constructablhty
should be excellent unless the new construction has to be phased to avoid disturbing
existing obstacles. Temporary facilities (within the new building) could be used to
eliminate problems of conflict with the electrical center location. An overall rating of

good (mid-range) for Concept 3 is used for purposes of comparison with the other
concepts.

EXPANDABILITY

Concept 1 reflects maximum use of the existing structure along with significant
expansion. As such, the opportunities for additional expansion are severely restricted.
Concept 2 also has limitations due to the building location, existing structure, and height
problems previously discussed. Some expansion of the holdroom and bag claim areas
could be accommodated. The new building in Concept 3 should be designed from a
structural and site location standpoint to allow expansion to any and all areas.

FLEXIBILITY TO MEET ADDITIONAL DEMAND

In addition to expandability as discussed above, flexibility to adjust to demand within the -
building is also desirable. Concept 1 has limited flexibility due to the many load bearing
and masonry walls, column locations, and narrow building width.

Concept 2 has similar limitations due to incorporation of most of the existing structure.
. Additional limitations will be faced in connecting to the added space through the existing

masonry walls. Some flexibility to move non-bearing partitions is avallable within the
~addition areas.

Concept 3 flexibility would be limited only by the locations of interior columns and core

mechanical/electrical locations. All walls would be non- beanng to allow for maximum
internal flexibility. : ;
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Section 1

INTRODUCTION

Following a detailed analysis of runway length at the Athens/Ben Epps Airport (4HN), the
Athens - Clarke County Government contracted with The LPA Group Incorporated to prepare
and study the viable alternatives to meeting the runway length requirements. Developmental
alternatives to provide the ultimate recommended runway enhancements are presented and
evaluated at a detailed level to facilitate selection. Operational and environmental factors are
considered which may have a direct impact on each alternative’s viability. Preliminary cost
estimates and other implementation factors associated with each considered alternative are also

provided to facilitate direct comparison of the recommended improvements.

Upon receipt of approval for the recommended alternative, from the Athens - Clarke County, The
LPA Group is prepared to update the Airport Layout Plan, reflecting the proposed changes to
existing airfield facilities, as shown in Exhibit 1. These plan modifications would be forwarded
to the Federal Aviation Administration (FAA4) and the Georgia Department of Transportation —
Intermodal Programs, as deemed necessary for review, comment, and approval. Under the

direction of the County, these plans will also be incorporated into the on-going update to the

airport master plan for AHN.
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Section 2

SUMMARY

A future and ultimate runway length for Runway 9-27 was determined previously determined
under a separate technical study, based on user demand. A near-term runway length of
approximately 6,500 feet was identified as being needed, while added potential demand calls for
an ultimate runway length and width of 7,000 feet and 150 feet, respectively. Advance planning
to ensure airspace and land use protection is essential. This study analyzes and recommends the
optimum f)rogram of development for the airport and identifies the potential costs, both

financially and environmentally.

Three distinct alternatives to provide 6,500 feet were considered in the feasibility analysis. The
alternatives (extending 1,000 feet west, extending 1,000 feet east, and 500 feet in both directions)
were considered carefully in light of operational, environmental, and implementation factors. As
aresult it is recommended that Runway 9-27 be extended 500 feet to the east and west to provide
6,500 feet. The final 500 feet, for a total of 7,000 feet, is recommended to occur at the Runway 9
end. Table 1 presents a cursory overview of the advantages and disadvantages found to exist

among the various alternatives considered for development.

The above recommendations were driven by: an evaluation of all pertinent feasibility factors, the
need to expeditiously develop an airfield to sufficiently meet user needs, capital improvement
costs, and potential public concerns. The total estimated construction cost for the 6,500-foot
runway program is approximately $22.34 million. The added cost to ultimately expand the

runway to 7,000 feet in length and 150 feet in width is estimated to be an additional $16.56

million.
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FACTOR ALTERNATIVE 1 'ALTERNATIVE 2 ALTERNATIVE 3
: No change to qheue éapuﬁility Improved queue capability(27) Greatest queue capability(27)
GROUND MOVEMENTS/ Better taxi distance for AC/ Nominal Impact to Improves taxi distances
TAXI DISTANCES Less desireable for GA taxi distances - for GA
m ' ) ) .
g LINE-OF-SIGHT Nominal [mpact Nominal Impact . No Change
w ' '
@
J .
< Relocate 9 end systems Relocate all systems " Relocate 27 end systems
g NAVIGATIONAL AIDS Glide Slope remains Glide Slope moves to south "Glide Slope moves to south
- |
g
ﬁ Balanced purchases of
a. Purchase of IMC : .
RPZ PROTECTION . Farmland & Portions of Purchase of Farmland
(o] AgriBusiness o
IMC AgriBusiness
OFF-AIRPORT No Impacts = - No Impacts , No Impacts
OBSTRUCTIONS
No impacts to No Impacts to No Impacts to
" AIRCRAFT NOISE Incompaﬁble Land Uses Incompatible Land Uses Incompatible Land Uses
-
-
g Increased over—flight L Increased over—flight
== LAND USE Balanced distribution of o
_| . concerns for UGA ) i : concerns for Residential
rflight ‘
ﬁ COMPATIB.'LIT'Y Campus & Downtown : evertights Development east of Airport
4 .
g ’ WATER QUALITY Impact to western Impact to western’ Least impact to western
g ‘ wetlands (4.6 acres) wetlands (1.9 acres) : wetlands (3.4 acres)
oo AND WETLANDS 1000® Culvert necessary (9) 300" Culvert necessary (9) impact to eastern wetlands
>
4 . ;
w CONSTRUCTION Least impact from Nominal impact from Greatest impact from
" IMPACTS materials hauling materials hauling materials hauling
DESIGN Max Time for MALSR (7000') Mean Time for MALSR (7000') Min Time for MALSR (7000')
) CONSTRAINTS No Landfill impact 500' impact area of Landfill 1000’ impact area of Landfill
BORROW AREAS/ 2.0 million CY 2.8 million CY
. 1.9 million CY - -
2 EARTHWORK : (2.9 million CY)* (4.9 million CY)*
S _
=
~
% | LAND AcausiTION -14.7 acres (res./comm.) 14.7 acres (res./comm.) 10.3 acres (res./comm.)
s 63.5 acres (agr./open) 87.7 acres (agr./open) 75.6 acres (agr./open)
w
md
i ;
= | PRELIMINARY COST . $22.3 million $25.1 million
ESTIMATES $20.2 million o -
. : ($27.9 million)* ($38.3 million)*
» Marginal impact to A/C Impacts to A/C operations Marginal impact to A/C
CONSTRUCTION . . . ' p / . P i . P . / .
PHASING operations during construction during construction ~ operations during construction
MALSR delayed (7000') MALSR ready (7000') MALSR ready (7000°)
* Totals reflect future impacts associated with a glide slope relocation to the south side of Runway 9—27
ATHENS-BEN EPPS AIRPORT ’
RUNWAY 9-27 EXTENSION FEASIBILITY
Ammu_mf*rs ‘ AIRFIELD ALTERNATIVE COMPARISION SUMMARY TABLE 1




Section 3

PROJECT PURPOSE & NEED

The Athens/Ben Epps Airport currently serves as the area’s only commercial service airport, and
proudly calls itself home to number of large corporate general aviation operators. In addition,
Athens is a routine destination/stop-over for transient business and pleasure flyers, as well as
transient military operators. The presence of the University of Georgia and the ever-expanding
corporate base have resulted in a significant user demand for additional runway length beyond

the current 5,522 feet.

The fundamental basis for studying the feasibility of extending Runway 9-27 is centered around
enhanced safety at the airport. With this in mind, the initial priority must be the upgrade of the
non-standard runway safety areas (RSAs) beyond each end of Runway 9-27 to 1,000 feet in
length, per FAA requirements. The second priority is to enhance the operational capabilities of
the airfield through systematic coﬁstruction of improvements to active pavements and
navigational aids. By doing so, payload and destination restrictions may be greatly reduced of
eliminated, while also enhancing the level of safety at the airport. The final purposes for
considering the extension of Runway 9-27, focus on enhancing community development

potential and meeting the travel needs associated with university and corporate travel.

As noted in a previous study, “Runway 9-27 Length Analysis”, Fortune 500 cbmpanies place a
great deal of importance on the aviation assets offered by a community. The function of an
expanded airfield must work efficiently and free from restrictions. Ensuring feasibility from a
cost standpoint, will hopefully facilitate the identification of a positive benefit/cost ratio.
Undoubtedly, design constraints, earthwork requirements, land acquisition, and construction
phasing will need to be identified. It is imperative that aircraft movements, line-of-sight issues,
navigational aids, close-in structures, and off-airport obstructions also be identified and
evaluated. From an environmental perspective, noise, land use compatibility, water quality, and

construction impacts must be assessed and mitigated, if necessary. These items are addressed in

this study.




Section 4

RUNWAY EXTENSION FEASIBILITY

4.1 EXTENSION ALTERNATIVES

A required minimum takeoff length of approximately 6,500 feet was calculated in Section 4.0
utilizing a combination of guidelines and design standards established by FAA, manufacturer’s
performance specifications, and based on user justification. A cursory analysis of the existing
airfield, points toward three possible alternatives which may be considered. Recognizing that

safety receives the highest priority, these alternatives are:

« Alternative | - extend Runway 9-27 and Taxiway “A” to the west by approximately
1000’4, providing full length 1,000-foot RSAs at both ends of the runway (see Exhibit
2);

« Alternative 2 - extend Runway 9-27 and Taxiway “A” to the west and east by
approximately 500°%in both directions, providing full length 1,000-foot RSAs at both
ends of the runway (see Exhibit 3); and

« Alternative 3 - extend Runway 9-27 and Taxiway “A” to the east by approximately

1000’4, providing full length 1,000-foot RSAs at both ends of the runway (see Exhibit
4).

These alternatives are graphically depicted in schematic form on the following pages.
Beyond satisfying the basic requirement for runway length, various issues and factors are

associated with the feasibility of each option. These factors, which are carefully presented and

analyzed in the following subsections, include operational issues, environmental issues, and

implementation considerations.
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42  OPERATIONAL ISSUES

The consideration of a significant runway extension, must consider the operational aspects
associated with each alternative. The major operational factors which influence not only the
feasibility, but also the selection of a preferred alternative at AHN include the following: ground
movements/taxi distances, line-of-sight standards, navigational aid impacts, RPZ protection, and

potential off-airport obstruction impacts.

4.2.1 Ground Movements/Taxi Distances

The future extension of Runway 9-27 may present an operational safety concern if
constructed as described without an extension of the north side parallel Taxiway “A”. This
scenario would require departing aircraft to back taxi on the runway to achieve the full
6,500 feet for departure. Obviously the impact would be less under Alternative 2. Though
the airport is staffed with contract air traffic controllers, alleviating most of the concern, the
hours of ATC positive control are less than 24-hours, creating the possibility of back taxiing
during nighttime hours with the reliance on the UNICOM frequency; thus posing a serious
safety concern. Of a much lesser concern are aircraft landings, which will rarely require the
full runway length by being able to exit on connector taxiways. Approximately seven years
ago when Runway 9-27 was extended east by 500 feet to its present length of 5,522 feet, the
extension of parallel Taxiway “A” followed within the ensuing five years (for reasons
principally associated with cost). For the above safety reasons, an extension of Taxiway

“A” should be programmed to coincide with the runway extension.

One noted advantage of Alternative 2 and 3 would be the obvious ability to queue more
aircraft on Taxiway “A” for westerly departures. Presently, the hold position dictated by
the runway safety areas of Runways 9-27 and 2-20 provide for a maximum queue of two
small aircraft east of Runway 2-20. Increasing the Taxiway “A” capability will enable the

airport to accommodate more peak hour operations in the future.

A 1,000-foot extension to Runway 9-27 at AHN will have a negligible effect on taxi

distances for both general aviation patrons and commercial/charter airlines. The potential




of relocating the commercial terminal to a new site south of Runway 9-27 will ultimately

benefit more from Alternative 1, by creating a more centralized location and reducing
overall taxi distances under both east and west flow conditions. Conversely, general

aviation will benefit more from Alternative 3 for similar reasons.

4.2.2 Line-of-Sight

Line-of-sight issues revolve around three major factors: runway longitudinal line-of-sight,
intersecting runways line-of-sight protection, and Air Traffic Control Tower (47CT) line-
of-sight. Ideally, line-of-sight along the full length of the runway surface should be
maintained. As a minimum, a point five feet above the respective runway end elevations
should be visible the entire runway length. In instances where the airport is equipped
with a full length parallel taxiway, this minimal requirement may be reduced to one-half
the runway length. In the case of intersecting runways, it is optimal to see a point five
feet above all runway end elevations; however, this is a rare occurrence at most airports.
Therefore, a minimum Runway Visibility Zone concentrating on the central core of the
airport near the point of runway intersection, should be maintained for all runways. The
existence of an ATCT may mitigate this requirement to some degree. Nevertheless,
Alternative 3 presents the least constraint to existing facilities, albeit minimal.

Alternative 2 offers the most promising compromise.

The existence of the contract ATCT must also be considered for controller line-of-sight
issues. There does not appear to be any negative impacts presented by existing facilities
under either extension scenario. The only other issue to remain cognizant of relates to the
angle of incidence created by the eye level of the controlled as it relates to the ability to
discern distant objects on the horizon (i.e., objects toward the west). Given the location

of the ATCT and the overall planned runway length, neither alternative should present a

viewing angle problem for the controllers.




4.2.3 Navigational Aids

Existing navigational aids consist of a localizer (west end), a glide slope (east end), and
VASIs/PAPIs (east and west ends, respectively). Any extension to the west will
necessitate the relocation of both the localizer and the PAPI systems. Likewise any
extension to the east may require the relocation of the glide slope, the ODALS, and the
VASI systems. It may be possible to displace the east end threshold and leave the glide
slope, ODALS, and VASI systems undisturbed; however, this would reduce the overall
capability of the runway for landings. Therefore, Alternative 2 may require the relocation
of all systems. A preliminary analysis of the glide slope antenna site, reveals that with
both a 500 and 1,000-foot extension, the glide slope site may be relocated to the south
side of Runway 9-27. A relocation under Alternatives 2 and 3 would greatly improve
aircraft movements on Taxiway “A”, by reducing current hold position restrictions, as
noted in Subsection 4.2.1. Additionally, in the unfortunate event that the contract ATCT
is closed, relocating the glide slope to the south side will prevent the loss of the glide
slope/Category I precision instrument approach, which would otherwise fall victim to the

absence of positive ATC ground control.

One additional factor to consider centers around the future installation of a medium
intensity approach light system w/runway alignment indicators (MALSR) on the east
runway end. This system will ultimately reduce landing minima under Category I
conditions, improving the airport’s poor weather capability and enhancing operational
safety. The installation of this system must be considered from the standpoint of

construction phasing, when analyzing the ultimate airfield configuration.

4.2.4 RPZ Protection

The ends of Runway 9-27 have associated Runway Protection Zones (RPZs) which are 2-
dimensional and trapezoidal in shape. The basis for their existence is safety related.
FAA recommends that the airport Sponsor acquire the area within the RPZ through fee

simple means, or as a minimum possess control over the use of the property. The RPZ

for the west end of the runway is associated with a non-precision approach, while the




RPZ for the east end of the runway is somewhat larger in area and is associated with a

precision approach. FAA recommends that buildings, water bodies (bird attracting), and
places promoting the congregation of people be restricted from the RPZ area. Exhibits 5
and 6 illustrate the RPZ limits for all alternatives considered to the west and east,

respectively.

For purposes of this study, commercial and residential properties containing buildings
within the RPZ or Building Restriction Line areas, will be considered for acquisition,
regardless of the owner or function. Additionally, in instances where a structure may fall
outside the limits of the RPZ, but a majority of the property is contained within the RPZ
area thus potentially impacting the usability of the property, acquisition is assumed. The
no-build scenario (Alternative 3) to the west already includes residential acquisition,
whereas, Alternatives 1 and 2 may involve the purchase of the IMC Agribusiness site.
The RPZ alternatives to the east impact large tracts of County-owned property; however,
Alternatives 2 and 3 may involve the purchase of open/farmlands beyond Beaverdam

Road to varying degrees.

4.2.5 Off-Airport Obstructions

Each end of Runway 9-27 has a controlling obstacle-free 3-dimensional approach surface
dictated by Federal Aviation Regulations (FAR) Part 77. The resulting approach slope is
predicated on the location of the physical runway end, its élevation, and the type of
approach. The west runway end, having a non-precision approach with visibility
minimums greater than % mile, has a controlling 34:1 surface which extends to the west
approximately 10,000 feet (from the runway’s primary surface — a point 200 feet beyond
the runway end) and theoretically beyond. The west runway end, equipped for precision
instrument landing, has a controlling 50:1 surface which extends to the east

approximately 10,000 feet, and transitions to a 40:1 surface for another 40,000 feet.

These surfaces all illustrated in Exhibits 7 and 8.
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4.3

A review of planimetric and topographic base map files furnished by Athens-Clarke County

Planning Department, indicated that no known in-close obstructions exist that would have a
negative impact on air navigation to either runway end extension under either development

scenario.

ENVIRONMENTAL ISSUES

The consideration of a significant runway extension, must additionally consider the

environmental consequences associated with each alternative. The major environmental

consequences at AHN which may affect the feasibility and selection of a preferred alternative

include the following: aircraft noise, land use compatibility, water quality/wetland impacts, and

construction impacts. Further assessment may be required in an Environmental Assessment by

the FAA.

4.3.1 Aircraft Noise

Aviation noise has been a constant concern of communities and airports since the
introduction of the jet engine to commercial aviation in the early 1970’s. The Airport
Noise and Capacity Act (Noise Act) passed by Congress in 1990, created noise standards
for aviation. Associated with the standards is the gradual phase out of older and noisier
aircraft. This transition from noisier Stage 2 aircraft to quieter Stage 3 aircraft is
scheduled for completion by January 2000. The phase out and Stage 2/3 descriptors
apply only to civil aircraft weighing in excess of 75,000 pounds (i.e., 737-400, 757-200).

Unfortunately, this rule does not cover the majority of corporate business jet operations
taking place at AHN. On a positive note, the business jet manufacturers have made noted
strides in reducing aircraft noise over the last decade, to the point of falling well below
the Stage 3 required noise levels. As older business jet technology is replaced by more
efficient newer models, noise levels will significantly decrease. Additionally, widely

utilized noise abatement measures may be employed at AHN in an effort to further

mitigate noise impacts to the surrounding communities.




FAA’s Integrated Noise Model (INM), version 5.1, was utilized to assist in the review of

potential noise impacts for each development scenario. Based on flight track and runway
end utilization data gathered as a part of the on-going Master Plan, future 2017 noise
contours were generated for all alternatives, including the no-build option. Exhibits 9 and
10 graphically portray the 65 Ldn contour sets for a runway extension to the west and
east, respectively. Although given the level of effort for this analysis, every effort was
made to portray a conservative noise exposure area. For example under the extension
scenarios in the future, charter operations conducted from AHN by 737-400 aircraft
operated by Delta Airlines, were assumed to occur at a rate of approximately two flights

per week.

The results of the preliminary noise analysis reveals that based on conservative Master
Plan forecasts and the inclusion of 737-300 charter flights, no significant aircraft noise
impacts were calculated for either runway end under all scenarios. It is also important to
note that since a majority of operations are conducted using a westerly flow, the noise
exposure area associated with Alternative 1 (worst case) does not exceed the exposure for
the no-build scenario. This is a result of most noise being generated on departure, which

in most cases the aircraft departure profile for Runway 27 is relatively unchanged.

4.3.2 Land Use Compatibility

Land use in the vicinity of the proposed runway extension alternatives and there
respective noise exposure areas has remained virtually unchanged for the past 10 years.
In the approach area for Runway 9 existing land uses include industrial/commercial north
of and south of the extended runway centerline. Immediately south of the proposed
runway end under Alternative 1 are single family residential units. Additional
commercial properties also exist along Lexington Road. The land area west of
Winterville Road is largely undeveloped, with commercial properties just north of the
extended runway centerline. Beyond the point lies Brown Parkway, a limited access 4-
lane bypass around the City of Athens, and further west additional commercial, single

and multi-family residential uses. Appendix A outlines the Federal guidelines on land

use compatibility.
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In the approach to the easternmost runway end, the land is predominantly undeveloped.

West of Beaverdam Road, the vast majority of property is owned by the County. East of
Beaverdam Road the Youth Center lies directly within the existing and all alternative
RPZ areas. The remaining lands immediately beyond Beaverdam Road for a minimum
of 1,000 feet consist of open/agricultural/forested land uses. Approximately 500 feet
beyond and south of the RPZ limits of Alternative 3 lies a single family residential

subdivision.

A review of current and on-going comprehensive land use plans for Clarke County do not
contradict these existing uses. Based on a cursory analysis of existing and proposed land
uses in the immediate approach areas, and given the area overlays of aircraft noise

exposure and RPZ areas, no land use incompatibility was determined.

Of lesser concern from a feasibility and technically acceptable standpoint, but certainly a
factor which oftentimes may be perceived by the general public as critical, are flight
tracks of arriving and departing aircraft; more specifically, overflights. Aircraft taking
off from and landing on the west runway end, fly over the heart of the UGA campus
(including Sanford Stadium) and portions of downtown Athens. These overflights occur
now and will continue to occur in the future, regardless of the chosen alternative. Any
extension to the west may marginally move aircraft on approach closer to more densely
populated areas. In reality, a 1,000-foot extension lowers the altitude of aircraft on final
approach by less than 35 feet, a distance unable to be distinguished from the ground. The
actual altitude of aircraft taking off to the west should not be altered. However,
perception, rather than fact may be an issue requiring further consideration. It should be
noted that possible mitigating measures may include: rerouting of flight tracks,

implementing departure and/or arrival profiles, or displacing the landing threshold (under

an extension scenario).




4.3.3 Water Quality & Wetlands

Exhibit 11 depicts the approximate extents of existing floodplains, potential wetlands,
and streams/creeks. As illustrated, potential wetlands (from National Wetland Inventory
mapping) may exist beyond both runway ends. The only existing floodplain area lies
along Shoals Creek and is well beyond any potential impact areas. Intermittent streams

are located within the extension limits of each runway end.

The potential wetlands off the west end of the runway are impacted in order of severity
under Alternatives 1 and 2, while Alternative 3 would have no impact. However,
Alternative 3 is the only likely scenario that will impact the possible wetlands off the east
end of the runway. Therefore, coordination with Federal and State agencies may be
required to address mitigation. For purposes of project cost estimating, a replacement

ratio of 1:2 was assumed.

Stream impacts will occur under all alternatives in the east runway end RSA; whereas,
only Alternatives 1 and 2 were determined to impact the stream in the west extension
area. Field inspections indicate Alternatives 1 and 2 will require a 6°x8’tconcrete culvert
measuring approximately 1,000 feet and 300 feet, respectively, to route the stream under
the RSA of the west extension. Conversely, the much smaller intermittent stream in the

east runway end RSA may be routed through a lesser diameter steel or concrete pipe.

4.3.4 Construction Impacts

Major construction activities will include site preparation, building and pavement
demolition, trenching, and asphalt paving. The associated impacts with these activities
may include truck haul routes, airborne dirt, equipment noise, and possible asbestos
removal. The implementation of Best Management Practices (BMPs) should limit most
impacts to local water and air quality. Alternative 1 and Alternative 2 to a lesser degree
offer the best logistics to mitigate haul route issues during the site preparation phase, due

to their proximity to the Davidson Minerals quarry (possible source for fill material).

During the design phase of either alternative and prior to any building demolition, a




4.4

Phase I site assessment should be performed to check for potential asbestos materials in

all structures. If determined to exist, asbestos abatement will be implemented and

acceptable disposal methods and locations will be identified.

IMPLEMENTATION

The implementation phase of the runway extension(s) may present items which require special

consideration. The significant items focused on in this subsection include special design

constraints, borrow areas/earthwork, and land acquisition. The possible solutions or impacts of

these items may cause one alternative to be deemed more feasible. Also presented in this

subsection are preliminary cost estimates for each Alternative, and a possible construction

phasing scenario for the recommended alternative.

4.4.1 Design Constraints

It should be noted that the application of declared distances have not been explored during
the course of this feasibility analysis. Declared distances, per FAA AC 150/5300-13,
permit an airport sponsor to modify recommended design standards at severely constrained
airports or when standard airport expansion alternatives may be cost prohibitive. This
process requires the calculation of several components for runway takeoff and landing
lengths, namely: the accelerate/stop distance (ASDA), takeoff run available (TORA), takeoff
distance available (TODA), and landing distance available (LDA4). Additionally, displaced

thresholds, although touched on in previous subsections, are not considered in this analysis.

Construction phasing of the actual site preparation and paving activities will require careful
planning. Because the existing runway is marginally sufficient to accommodate the fleet
mix at AHN, construction activities must be conducted to minimize impacts to aircraft

operations. Every effort should be made to maintain an operational field length and

complement of navigational aids to alleviate a possible runway closure during construction.
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Additionally, an alternative should be strongly considered which lessens the need for

multiple navigational aid relocations. The future MALSR installation for the east runway
end should also be carefully considered, as implementation of the various alternatives will
have a direct influence over the timing of the MALSR. Ideally the installation of this

system should be expedited.

Adding physical pavement to the east runway end would require construction over a capped
landfill (reference Exhibit 11). During the last 500-foot extension to the east runway end,
which occurred seven years ago, dynamic compaction of the landfill material was required
to prevent subsequent pavement settling. Alternatives 2 and 3 may require a similar
construction activity for similar reasons. Options to dynamic compaction may include
pressure grouting, where grout material is physically injected into the garbage and allowed
to solidify, or concrete structural pier placement. All options are considerably expensive

and should be explored during design.

As mentioned earlier, the ultimate runway length to be planned for is 7,000 feet. This
length is unable to be fully accommodated to the east without a significant roadway
relocation. Full extension to the west, although physically possible, would further increase:
1) the risk of adverse noise impacts to the west; 2) the potential for obstruction problems;
and 3) the concerns associated with overflights. Therefore, a balance of ultimate extensions
to both ends must be considered (i.e., Alternative 2 plus an ultimate 500-foot extension to

the west).

4.4.2 Borrow Areas/Earthwork

Depending on the preferred alternative, necessary earthwork may range from
approximately 1.8 — 2.9 million cubic yards of dirt to construct 1,000 feet of new runway.
This volume may require significant haul distances if adequate borrow sites are not
identified proximate to the airport. Discussions with Davidson Minerals have taken place
over the past year to facilitate the potential availability of fill material from the quarry.

Unfortunately at this time the exact volume available over the next five years is unknown,

but may present a sizeable contribution to the overall project.




Once preliminary design for the runway extension project is initiated, candidate borrow

sites must be identified. The final selection of borrow areas may have a substantial
impact on the actual construction cost. Preliminary estimates in this report assume that a
majority of the fill will be available from the adjacent quarry, while the balance would be

trucked from a site approximately one mile away.

4.4.3 Land Acquisition

Exhibits 12 and 13 illustrate the various RPZ and BRL limits of the various alternatives
together with a worst case property acquisition scenario. Athens-Clarke County Tax
Assessors personnel were contacted to assist in determining parcel boundaries and
assessed values of land and associated buildings. Exhibit 12 depicts the approximate area
to be acquired under Alternative 1, whereas, Exhibit 13 depicts the approximate land
necessary for Alternative 3. In the case of the west runway end, acquisition of the
residential area south of the airport and north of Lexington Road is recommended under
all alternatives; the balance is assumed as being purchased under Alternatives 1 and 2.
Similarly for the east runway end, all property west of Beaverdam Road as well as the
Youth Center property are recommended for purchase under all Alternatives. The land
area east of Beaverdam Road is recommended for acquisition to various extents for

Alternatives 2 and 3.

4.4.4 Preliminary Cost Estimates

Preliminary cost estimates (reference Appendix B) have been developed for each of the
alternatives utilizing 1998 dollars. Individual alternative project totals are presented in
Table 2. Surprisingly, the difference between all alternatives is approximately 25%. The
difference between Alternative 1 and 2 is approximately 10%, while that between

Alternatives 2 and 3 is roughly 15%.




TABLE 2
PRELIMINARY COST ESTIMATES

Athens/Ben Epps Airport
PROJECT DESCRIPTION TOTAL PROJECT COST
Extend Runway & Taxiway “A” 1,000” West $20,213,600
Extend Runway & Taxiway “A” 500° West and 500 East $22,340,700
Extend Runway & Taxiway “A” 1,000’ East $25,085,900

Source:

The LPA Group analysis, 1998.

Of the total dollar amounts presented above, 90 percent is eligible for Federal funding. This
would result in approximately $18.2 - $22.6 million of the total program being eligible for
Federal grants-in-aid. It should be mentioned that these totals far exceed the traditional AIP
entitlement funds received annually by AHN. Funding of this magnitude from the FAA
would need to be augmented by AIP discretionary and/or a special allocation of funds (i.e.,

Letter of Intent).

More detailed preliminary construction cost estimates for each alternative are provided in
Appendix B. Additionally, a cost breakdown for the ultimate program of a 7,000” x 150’

runway is provided in Appendix B.

4.4.5 Construction Phasing

Due to the overall magnitude of construction costs associated with the described project, it
may prove beneficial to the County to consider a program of projects to meet the airfield
requirements which are phased over time. Phasing the various projects may be necessary to

satisfy levels of funding which are less than the program total.

The previous analysis points to the ultimate feasibility of extending either runway end by
1,000 feet. As stated in Section 3.0, it is recommended that ultimate planning should
accommodate a 7,000-foot long runway with a 150-foot width. A decision is necessary to

determine which end to build-out at 500 feet, rather than the full 1,000 feet. For cost

reasons, extending the east end beyond 500 feet is no longer considered, thus eliminating




Alternative 3 and retaining Alternatives 1 and 2. Three basic reasons force a

recommendation of implementing Alternative 2:

1) Constructing Alternative 1 would require delaying installation of the future
MALSR beyond completion of the 6,500-foot program reviewed in this report.

2) Due to potential overflight concerns of the UGA campus and the final
justification for a 7,000-foot runway being driven through travel generated by
the university and other similar interests, this permits the University of Georgia
to make the ultimate decision of extending to the west by the full 1,000 feet.

3) A cost differential of only 10% should not overshadow item #1 above.

The recommendation of implementing Alternative 2, assumes that the ultimate 7,000 feet

will be accomplished by extending the runway west by an additional 500 feet (including

potentially widening Runway 9-27 to 150 feet). Based on this recommendation, a suggested

program breakdown of projects are described as follows:

1.

Extend the existing non-standard RSAs for both runway ends, resulting in full-
length RSAs of 1,000 feet;

Begin acquiring land in the approaches to both runway ends;

Extend the runway, Taxiway “A”, and the RSA east by approximately 500 feet

(with an interim displaced threshold);
Relocate the glide slope and eliminate the displaced threshold on the east end;

Relocate the localizer on the west end; and |

Extend the runway, Taxiway “A”, and the RSA west by approximately 500 feet.




Remaining items discussed in this report to be ultimately constructed include:

1. Install MALSR off the east end of the runway;

2. Widen Runway 9-27 by 50 feet for a total width of 150 feet; and

3. Extend the runway, Taxiway “A”, and the RSA west by approximately 500 feet for
a total length of 7,000 feet.

The phasing sequence described above is preliminary in nature and may be revised to

accommodate funding requirements/availability and local requirements.

Exhibit 14 illustrates these improvements in a color-coded format.
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LAND USE COMPATIBILITY GUIDELINES*
FOR |
"YEARLY DAY-NIGHT AVERAGE SOUND LEVELS
Athens/Ben Epps Airport

Residential Use

- Residential, other than mobile and transient lodgings I Y N(1) N(1) N N

- Mobile home parks , Y N . N N N N
- Transient lodgings Y N(1) N(1) N(1) N N

Public Use
- Schools Y N() | NQ) N N N
- Hospitals and nursing homes Y 25 30 N N N
- Churches, auditoriums and concert halls Y 25 30 N N N
- Government services Y Y 25 30 N N
|} - Transportation Y Y | Y@2) N(3) Y(4) Y(4)
- - Parking Y Y Y(2) Y(3) Y(4) . N -
Commercial Use’
- Offices, business and professional Y Y 25 30 N N
- Wholesale & retail - building materials, hardware, Y Y Y(2) Y(3) Y(4) N
& farm equipment
- Retail trade - general Y Y 25 30 N N
- Utilities Y Y Y2 | Y3 | Y@ N
- Communication Y Y 25 30 N N
Manufacturing and Production
- Manufacturing (general) Y Y Y(2) Y(@3) ‘Y(4) N
- Photographic and optical Y Y 25 30 N N
.= Agriculture (except livestock) and forestry. Y Y®6) | YD Y(8) Y(8) Y(8)
- Livestock farming and breeding Y Y(6) Y(7) N N N
- Mining and fishing, resource production and extraction Y Y Y Y Y Y
Recreational

- Outdoor sports arenas and spectator sports Y Y(5) Y(5) N N N
- Outdoor music shells, amphitheaters Y N N N N N
- Nature exhibits and zoos Y Y N N N N
- Amusements, parks, resorts and camps Y Y Y N N N
- Golf courses, riding stables and water recreation Y Y 25 30 N . N

(NUMBERS IN PARENTHESES REFER TO NOTES - see next page.)
* The designations contained in this table do not constitute a Federal determination that any use of land covered by the
program is acceptable or unacceptable under Federal, State, or local law. The responsibility for determining the
acceptable and permissible land uses remains with the local authorities. FAA determinations under Part 150 are not
intended to substitute federally determined land uses for those determined to be appropriate by local authorities in
response to locally determined needs and values in achieving noise compatibieland uses:




Section 5

CONCLUSIONS -

Construction of major airfield improvements at Athens/Ben Epps Airport will be driven by many
factors such as capital costs, environmental concerns, public perception, and political decisions.
Based on an analysis of the practical alternatives presented herein and the reasons outlined in
Subsection 4.4.5, The LPA Group recommends that Athens-Clarke County consider a phased
program of development that would provide the airport with a near-term runway length of 6,500
feet for takeoffs and landings. The program would emulate Alternative 2, considered throughout
the feasibility analysis in Section 4.0, which involves the near-term extension of existing Runway
9-27, parallel Taxiway “A”, and RSAs by approximately 500 feet at both runway ends. This
program would maintain safety as the County’s top priority, while attempting to expedite the most
advantageous airfield components for ‘user critical demand. It is anticipated that due to the
environmental consequences associated with this 1,000-foot extension program, an Environmental
Assessment complete with a formal public hearing will need to be conducted before receiving
approval for funding eligibility and to begin construction. Ultimately, the runway should be
programmed for the long-term expansion to a full 7,000 feet. This will require that the County

begin protecting airspace and adjacent land use compatibility immediately.
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LAN D USE COMPATIBILITY GUIDELINES*

FOR
YEARLY DAY-NIGHT AVERAGE SOUND LEVELS
Athens/Ben Epps Airport
NOTES

SLUCM Standard Land Use Coding Manual

Y (Yes) Land Use and related structures compatible without restrictions.

N (No) Land Use and related structures are not compatible and should be prohibited.

NLR : Noise Level-Reduction (outdoor to indoor) to be achieved t.hrough incorporation of noise attenuation

into the design and construction of the structure.

25,300r35 Land use and related structures generally compatible; measures to achieve NLR or 25, 30 or 35 must be

incorporated into design and construction of structure.

1. Where the community-determines that residential or school uses must be allowed, measures to achieve out&oor to
indoor Noise Level Reduction (NLR) of at least 25 dB and 30 dB should be incorporated into building codes and be
considered in individual approvals. Normal construction can be expected to provide an NLR of 20 dB, thus, the
reduction requirements are ofien stated as 5, 10 or 15 dB over standard construction and normally assume mechanical
ventilation and closed windows year round However, the use of NLR criteria will not eliminate outdoor noise
problems.

2. Measures to achieve NLR to 25 dB must be incorporated into the design and construction of portions of these buildings

" where the public is received, office areas, noise sensitive areas or where the normal noise level is low.

3. Measures to achieve NLR to 30 dB must be incorporated into the design and construction of portions of these buildings
where the public is received, office areas, noise sensitive areas or where the normal noise level is low.

4. Measures to achieve NLR to 35 dB must be incorporated into the design and construction of portions of these buildings
where the public is received, office areas, noise sensitive areas or where the normal noise level is low.

5. Land use compatible, provided special sound reinforcement systems are installed.

6. Residential buildings require an NLR of 25.

7. Residential buildings require an NLR of 30.

8. Residential buildings not permitted.

Source:  Federal Aviation Administration.
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PRELIMINARY COST ESTIMATE
ATHENS/BEN EPPS AIRPORT

1,000-FOOT EXTENSION TO RUNWAY 9& TAXIWAY A

Earthwork (044 1,878,000 $4.50 $8,455,500
Dynamic Compaction LS : 1 $0.00 30
Airfield Paving (incl. Lighting/marking/drainage) 8SY 18,980 $85.00  $1,613,300
Pavement Demolition SY 5,000 $7.00 $35,000
Building Demoilition SF 300,000 $3.50 $1,050,000
Fencing Removal . LF 1,375 $1.50 . $2,063
_ Security Fencing ‘ LF 4,900 $12.00 $58,800
‘Navigational Aid Relocation LS 1 $75,000.00 $75,000
Drainage Improvements LF 1,000 $175.00 $175,000
Wetiand/Floodplain Mitigation a LS 1 $230,000.00 $230,000
Property Acquisition : ' .
" - Residential & Commercial Lands - ACRE 14.7 $15,000.00 $220,500
- Agricultural/Forest/Open Lands ACRE ) 63.5 $7,500.00 $476,250
- Building Purchases LS : 1 $1,960,000.00 $1,960,000
- Relocation Expenses i LS 1  $405,000.00 $405,000
- Appraisals/Surveys/Legal Fees/etc. , ‘ LS 1  $306,175.00 $306,175
Subtotal : : ' $15,062,588
Mobilization o $1,169,466
Engineering, Inspection, Testing, Admin., etc. : ’ $1,722,170
Contingency @15% : : ; $2,2560,388
Total o ' $20,213,611
Wetland/Floodplain Mitigation costs azr ] ratio for @8$50,000/acre and $25,000/acre for floodpiain modifications.
Note: ' . )
It should be recognized that the accuracy of these cost esti aithough prepared in good faith and thh reasonable care, is based on available information at the time of its praparation.

Due to the very preliminary nature of the cost estimating procass and the many construction cost factors which are not within LPA's control, the level of detail and accuracy has been limited.

SOURCE: The LPA Group analysis, 1998.




PRELIMINARY COST ESTIMATE
ATHENS/BEN EPPS AIRPORT

500-FOOT EXTENSIONS TO RUNWAY 9 and 27 & TAXIWAY A

Earthwork CcY 2,007,500 $4.50 $9,033,750
Dynamic Compaction LS 1 $840,000.00 $840,000
Airfield Paving (incl. Lighting/marking/drainage) SY 20,660 $85.00 $1,756,100
Pavement Demolition . sY 4,900 $7.00 $34,300
Building Demolition ' SF 300,000 $3.50 $1,050,000
Fencing Removal LF ’ 2,375 $1.50 - $3,563
Security Fencing ‘ LF . 4,080 $12.00 $48,600
Navigational Aid Relocation - . - Ls . 1 $185,000.00 $185,000
Drainage Improvements LF : 300 $175.00 $52,500
Wetland/Floodplain Mitigation LS 1 $60,000.00 $60,000
Property Acquisition i

- Residential & Commercial Lands. ACRE 14.7 $15,000.00 $220,500

- Agricultural/Forest/Open Lands ACRE 87.7 $7,500.00 $657,750

- Building Purchases LS . . .1 $1,860,000.00 $1,960,000

- Relocation Expenses : LS ) 1 $405,000.00 $405,000

- Appraisals/Surveys/Legal Feesletc LS _ 1 $324,325.00 $324,325

Subtotal : I $16,631,388
Moblllzatlon ' ' : : $1,306,381
Engineering, Inspection, Testlng, Admin., etc. : $1,908,248
iContingency @15% $2,494,708
Total : $22,340,724

Watiand/Floodplain Mitigation costs assume a 2:1 7 it ratio for @%50,000/acre and $25,000/acre for floodplain modifications.
Note: )

It shouid be recognized that the accuracy of these cost esﬁma!eé. aithough prapared in good faith ang with méscnabls cara, is based on available information at the time of its preparation.
Due to the very praliminary nature of the cost estimating process and the many construction cost factors which are not within LPA's control, the level of detail and accuracy has been limited.

SOURCE: The LPA Group analysis, 1998.




PRELIMINARY COST ESTIMATE
- ATHENS/BEN EPPS AIRPORT

1,000-FOOT EXTENSION TO RUNWAY 27 & TAXIWAY A

Earthwork A cY

2,830,000 $4.50 $12,735,000
Dynamic Compaction - LS 1 $1,450,000.00 $1,450,000
Airfield Paving (incl. nghtlnglmarkmg/dramage) SY 19,170 $85.00 $1,629,450
Pavement Demolition SY 0 . - $7.00 $0
‘Building Demolition o SF 64,000 - $3.50 $224,000
Fencing Removal LF 2,100 $1.50 $3,150
Security Fencing ‘ » LF 3,150 $12.00 $37,800
Navigational Aid Relocation . LS 1 $185,000.00 $185,000.
Drainage Improvements : LF 0 $175.00 $0
Wetland/Floodplain Mitigation- LS 1 $10,000.00 $10,000
Property Acquisition : :
- Residential & Commercial Lands ACRE 10.3 $15,000.00 $154,500
- Agricultural/Forest/Open Lands ACRE 75.6 $7,500.00 $567,000
- Building Purchases LS 1 $1,060,000.00 $1,060,000
- Relocation Expenses LS 1 $255,000.00 $255,000
- Appraisals/Surveysi/Legal Feesletc. -~ - LS 1 $203,650.00 $203,650
- Subtotal $18,514,550
“Mobilization $1,627,440
Engineering, Inspection, Testing, Admin., etc. $2,166,708
:Contingency @15% $2,777,183
Total $25,085,881
Watland/Flooqmain Mitigation costs az2ir 1t ratio for wetlands @$50,000/acre and $25,000/acre for floodplain modifications,
Note:
it should be recognized that the a@mcy of these cost although prep in good faith and with reasonable care, is based on available information at the time of its preparation.

Due to the veri' preliminary nature of the cost estimating process and the many construction cast factors which are not within LPA's control, the level of detail and accuracy has been limited.

SOURCE: The LPA Group analysis, 1998.




. PRELIMINARY COST ESTIMATE
ATHENS/BEN EPPS AIRPORT

500-FOOT EXTENSIONS TO RUNWAY 9 and 27 & TAXIWAY A
(w/Ultimate Expansion to 7,000'x150")

RUNWAY SAFETY AREA IMPROVEMENTS $3,195,063
LAND ACQUISITION : $4,443,301
SITE PREP FOR RUNWAY 27 $5,240,250 .
PAVE RUNWAY 27 $2,646,087
RELOCATE GLIDE SLOPE $150,700
RELOCATE LOCALIZER $102,750
SITE PREP FOR RUNWAY 9 - $5,364,304
PAVE RUNWAY 9 $1,1988,271
Total $22,340,700

W/GLIDE SLOPE RELOCATION TO SOUTH SIDE OF RUNWAY 9-27
RUNWAY SAFETY AREA IMPROVEMENTS $3,195,063
LAND ACQUISITION $4,443,301
SITE PREP FOR RUNWAY 27 $10,819,575
PAVE RUNWAY 27 : $2,646,087
RELOCATE GLIDE SLOPE $150,700
RELOCATE LOCALIZER $102,750
SITE PREP FOR RUNWAY 8 $5,364,304
PAVE RUNWAY 9 $1,198,271

' ‘ Subtotal $27,920,000

' PROJECTS BEYOND PROGRAM
INSTALL MALSR $753,500
WIDEN RUNWAY 9-27 $3,887,375
SITE PREP FOR RUNWAY 9 $5,143,323 -
PAVE RUNWAY ¢~ $1,198,271
Subtotal $10,982,500
Total for 7,000" x 150' Runway  $38,902,500

Note: ) .
It should be recognized that the accuracy of these cost aithough prep in good faith and with reasonable care, is based on available information at the time of its preparation.

Due to the very preliminary nature of the cost estimating process and the many construction cost factors which are not within LPA's cantrol, the lavel of detail and accuracy has been limited.

SOURCE: The LPA Group analysis, 1998.
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Glossary of Aviation Terms |
-A-
AC - Advisory Circular.
ADAP - Airport Development Aid Program.

ADO - Airports District Office - administrative regional office of FAA that oversees airport
development projects.

AFSFO - Airway Facilities Sector Field Office.

AFB - Air Fsrce Base.

AG_L_ - Above Ground Level.

AHN - Three Ietter identifier for Athens/Ben Epps Airport.

AJA - Annual Instrument Approach. |

AIP - Airport Improvement Pro gram

AIR CARRIER - Aircraft operating under certificates sf public convenience and necessity
issued by the FAA authorizing the performance of scheduled air transportation over specified

routes and a limited amount of non-scheduled air transportation over specified routes and a
limited amount of non-scheduled operations.

AIRCRAFT TYPES - An arbitrary classification system which identifies and groups aircraft

having similar operational characteristics for the purpose of computing runway and terminal area
capacity.

“AIR NAVIGATIONAL FACILITY - Any fac1hty used for guldmg or controllmg ﬂlght in the
air or during the landmg or takeoff of aircraft.

AIR ROUTE SURVEILLANCE RADAR (ARSR) - Long-range radar which increases the
capacity of air traffic control for handling heavy enroute traffic. An ARSR site is usually located

at some distance from the ARTCC it serves. Its range is approximately 200 nautical miles. Also
called ATC Center Radar. -

AIR TAXI - Aircraft operated by a company or individual that performs air transportatmn ona
non-scheduled basis over unspecified routes usually with light aircraft.

AIRPORT SURVEILLANCE RADAR - Radar providing position of aircraft by azimuth and

range data without elevation data. It is de51gned for arange of 50 miles. Also called ATC
Terminal Radar.




AIRPORT TRAFFIC AREA - Unless otherwise specifically designated, that airspace within a
horizontal radius of five statute miles from the geographlcal center of any airport at which a

- control tower is operating, extending from the surface up to but not including 3,000 feet above.
the surface.

AIR ROUTE TRAFFIC CONTROL CENTER (ARTC C) - A facility established to prov1de

. air traffic control service to aircraft operating on an IFR flight plan within controlled airspace
and principally during the enroute phase of flight.

AIRSPACE - The space lying above the earth or above a certain area of land or water which is
necessary to conduct aerodynamic operations.

ALP : Airport Layout Plan.

| ALS - Approaeh Light System.

. ALSF;Ii - High intensify apl;roach light system wnh sequenced ﬂéshing lights.
ANG - Army National Guard.-

ANNUAL SERVICE VOLUME - Maximum number of annual aircraft operations that can
theoretically be conducted at an airport, based on configuration, aircraft fleet mix, use, etc.

APPROACH FIX - The point from or over which final approach (IFR) to an airport is e}{pected.
ARFF - Aircraft Rescue and Fire Fighting. |

ARTS - Automated Radar Terminal Station.

ASNA - Aviation Safety and Noise Abatemenf Act of 1V979'.

ASPH - Abbreviation forrrunway surface composed of asphalt.

- ASR- Aifport Surveillance Radar. |

éS_\; - Annual Service Volume.

- ATA - Air Transport Association.

ATC - Air Traffic Control.

ATCT - Air Traffic Control Tower.

- AVASI - Abbreviated visual approach slope indicator system.

-B-

. BASED AIRCRAFT - An aircraft permanently stationed at an airport, usually by some of
agreement between the alrcraft owner and airport management.




BASIC TRANSPORT AIRPORT An aerort de51gned to serve operations by business jet
“aircraft.

BASIC UTILITY AIRPORT - An airport of this type is de51gned to accommodate 95 percent
of the propeller aircraft fleet under 12,500 pounds.

BRL - Building Restriction Line.

C

CAB - Civil Aeronautics Board - former federal agency responsible for overseeing and

~ regulating air carrier 1ndustry, FAA has been delegated the responsibilities that were assumed by
‘the CAB. : : '

CAT I - Category I Instrument Landing System.
CAT II - Category II Instrument Landing System. A
CATIII A . Category oI A Instrument Landing System.

CBD - Central Busmess DlStI‘lCt

CIRCLING APPROACH - A descent in an approved procedure to an an'port a circle-to-land
INaneuver. : :

_CL - Centerline Lighting.
COMMUTERAIRLINE Aircraft operated by an airline that performs scheduled air

‘transportation service over spemﬁed routes using light aircraft. Light aircraft means an aircraft
having 30 seats orlessand a maximum payload capacity of 7; 500 pounds or less.

CONTINENTAL CONTROL AREA - This includes the airspace at and above 14,500 feet

MSL of the 48 contiguous states, the District of Columbia, and Alaska, excluding the Alaskan
peninsula west of longitude 160 degrees west. It does not include the airspace less than 1,5 00

feet above the surface of the earth nor most pr0h1b1ted or restricted areas.

CONTROL AREAS - These consist of the airspace designated as VOR Federal Airways,
additional Control Areas, and Control Area Extensions but do not include the Continental
Control Area. Control zones that do not underlie the Continental Control Area have no upper
limit. A control zone may include one or more airports and is normally a circular area with a

radius of 5 statute mlles and any extensions necessary to include instrument departure and arrival
paths.

CONTROL TOWER - A central operations facility. in the terminal air traffic control system
consisting of a tower cab structure (including an associated IFR room if radar-equipped) using

air/ground communications and/or radar, visual 31gna11ng, and other devices to provide safe and
expeditious movement of terminal air traffic.




CONTROL ZONES - These are areas of controlled airspace which extend upward from the
surface and terminate at the base of the Continental Control Area. Control zones that do not
underlie the Continental Control Area have no upper limit. A control zone may include one or
more airports and is normally a circular area with a radius of five statute miles and any
extensions necessary to include instrument departure and arnval paths.

CONTROLLED AIRSPACE - Airspace de51gnated as Continental Control Area, control area,

_control zones, or transition area w1th1n which some or all aircraft may be sub_]ect to air traffic
control.

dB - Decibel.
dBA - A-weighted Decibel.

DECISION HEIGHT (DH) - With respect to the operation of aircraft, this means the height at

which a decision must be made, using an ILS or PAR 1nstrument approach, to either continue the
approach or to.execute a missed approach

DISTANCE MEASURING EQUIPMENT (DME) - An electronic installation established with
eithera VOR or 11-5 to prov1de distance information form the facility to pilots by reception of
Velectromc signals. It measures, in nautical rrules, the dlstance of an aircraft from a NAVMD.

DOD - Department of Defense. -

-E-

ENROUTE - The route of flight from the point of departure to point of destination, including
intermediate stops (excludes local operations). -

ENROUTE AIRSPACE - Controlled airspace above and/or adjacent to terminal .airspace.
EPA - Environmental Protection Agency.

FAA - Federal Aviation Administration.
FAR - Federal Aviation Regulations.

FBO - Fixed-Based Operator.

-

FINAL APPROACH IFR - The ﬂight path of an aircraft which is inbound to the airport on an
approved final instrument approach course, beginning at the point of interception of that course
and extending to the airport or the point where circling for landmg or missed approach is

"~ executed.



" FINAL APPROACH VFR - A flight path of landing aircraft in the direction of landing along
the extended runway centerline from the base leg to the runway. :

FLEET MIX - The proportion of aircraft types or models expected to operate at an airport.

FLIGHT SERVICE STATION (FSS) - A facility operated by the FAA to provi_de flight
assistance services.

GADO - General Aviation District Office.

GENERAL AVATION (GA) Refers to all civil aircraft and operations which are not
classified as air carrier.

GENERAL UTILITY (GU) AIRPORT - An airport which is designed to accommodate
substantlally all propeller-driven aircraft of less than 12,500 pounds.

GENERAL TRANSPORT (GT) AIRPORT - This airport designation is used when an airport’

is forecast to support general aviation transport aircraft between 60 000 and 175,000. pounds o
MGTOW o

'GLIDE SLOPE (GS) - The vertical guidance component of an ILS.

-H-

HIRL - High Intensity Ronway Edge Lighting.

HIGH ALTITUDE AIRWAYS - Air routes above 18,000 feet MSL. These are referred to as
Jet Routes. '

HOLDING - A pre-determined maneuver which keeps an aircraft within a spec1ﬁed airspace
while awaiting further clearance.

HUD - Department of Housing and Urban Development.

INSTRUMENT APPROACH. - An approach conducted while the final approach ﬁx is below
VFR minimums.

IFR Instrument Flight Rules that govern flight procedures under IFR conditions (limited
.V151b1hty or other operational constramts)

INM’- Integrated Noise Model. -7

INSTRUMENT LANDING SYSTEM (ILS) - A precision landing air consisting of localizer

(azimuth guidance), glide scope vertical guldance) outer marker (final approach fix), and
approach hght system




INSTRUMENT OPERATION - A landing or takeoff conducted while operating on an
instrument flight plan. o , '

ITINERANT OPERATION - All aircraft arrivals and departures other than local operations.

.-

JET ROUTES - See High Altitude Airways.

-L-

LANDING DIRECTION INDICATOR - A device which visually indicates the direction in
which landings and takeoffs should be made. ’ '

LANDING MINIMUMS/IFR LANDING MINIMUMS - The minimum visibility prescribed
for landing while using an instrument approach procedure.

LDA - LOCALIZER TYPE DIRECTIONAL AID - A NAVAID used for non-precision

instrument approaches with utility and accuracy comparable to a localizer but which is not a part
of a complete ILS and is not aligned with the runway. ' '

-Ldn - Day-Night Average Sound Level.

Leq - 'Equivalént Sound‘Level.'

LF - Linear Feet. |

'LOC - Localizer - Part of ILS that provides. cvomge guidance to bthe rl'.u\lway,-

LOM - Compass locator at an outer marker (part of an ILS). Also called COMLO.

LOCAL OPERATION - Operations performed by aircraft which: (a) operate in the local traffic
pattern or within sight of the tower; (b) are known to be departing for, or arriving from, flight in

local practice area located within a 20-mile radius of the control tower; or (c) execute simulated
instrument approaches or low passes at the airport.

LOW ALTITUBE AIRWAYS - Air routes below 18,000 feet MSL. These are referred to as
Victor Airways. :

LPA - The LPA Group Incorporated
MALS - Medium (intensity) Approach Light System.
MALSF - MALS with sequenced flashing lights.

MALSR - MALS with runway alignment indicator lights (RAILS).




" MARKER BEACON - A VFR navigational aid which transmits a narrow directional beam. It is
associated with an airway or an instrument approach.

MASTER PLAN - Long-range plan'of aifport development requirements.

MCTW - Maximum Certificated Takeoff Weight.
'MGTOW - Maximum Gross Takeoff Weight.
MICROWAVE LANDING SYSTEM (MLS) - An instrument landing system operating in the

microwave spectrum which provides lateral and vertical guidance to aircraft having compatible
avionics equipment.

- MINIMUM DESCENT ALTITUDE (MDA) - The lowest altitude, expressed in feet above
mean sea level, to which descent is authorized on final approach or during circling-toéland

maneuvering in execution of a standard instrument approach procedure where no electromc glide
slope is provided.

‘MIRL - Medium Intensrty Runway Edge L1ghtmg

MISSED APPROACH - A prescribed procedure to be followed by aircraft that cannot complete
an attempted landing at an airport.

MITL - Medium Intensity Taxiway Edge Lighting.

MM - Middle Marker Part of an- ILS that deﬁnes a point along the glide slope normally located
at or near the point of decision height (DII).

MOA - Military Operating Area.

.~ MSL - Mean Sea Level.

-N-

NAS - NATIONAL AIRSPACE SYSTEM - The common system of air navigation and air .
traffic control encompassing communications facilities, air navigation facilities, airways,

controlled airspace, special use airspace, and flight procedures authorized by Federal Aviation
Regulations for domestic and international aviation.

NAVAID - See Air Navigational Facility.

" NDB - NON-DIRECTIONAL BEACON - An electronic ground station transmitting in all
directions in the L/MF frequency spectrum; provides azimuth guidance to aircraft equipped with
direction finder receivers. These facilities are often established ‘with ILS outer markers to
‘provide transition guidance to the ILS system.

NEPA - National Environmental Policy Act.

NLR - Noise Level Regulation.




NM - Nautical Mile.

. NOISE ABATEMENT - A procedure for the operation of aircraft at an airport which minimizes
the impact of noise on the environs of the airport. .

NOISE COMPATIBILITY PROGRAM (NCP) - List of actions the airport proprietor

proposes to undertake to minimize noise/land use incompatibilities.

NOISE EXPOSURE MAP (NEM) - Graphic depiction of both existing and future noise
exposure resulting from aircraft operations and land uses in the airport environs.

NOISEMAP - FAA-approved computer model used to generate noise contours.

NON-PRECISION APPROACH PROCEDURE/NON-PRECISION APPROACH - A
standard instrument approach procedure in which no electronic glide slope is provided.

NOTICE TO AIRMEN/NOTAM - A notice containing information (not known sufficiently in
- advance to publicize by other means) concerning the establishment of, conditions of, or change
in any component (facility, service, or procedure or hazard in the National Airspace System) the
timely knowledge of which is essential to personnel concerned with flight operations.

NPI - Nén—Precision Instrument runway markmg

NPIAS - National Plan of Integrated Airport Systems.

NWS - National Weather Service.

O & D - Origination and Destination.
OAG - Official Airline Guide.

OBSTRUCTION - Any object/obstacle exceeding the obstruction standards specified by FAR
Part 77. '

OBSTRUCTION LIGHT - A light, or one of a gfoup of lights, usually red or white, frequently
" mounted on a surface structure or natural terrain to warn pilots of the presence of an obstruction.

ODALS - Omni-directional Apprbach Light System.

OM - OUTER MARKER - A marker beacon, which is part of an ILS, located at or near the
glide slope intercept altitude of an ILS approach. .

-

OPBA Operatlons per based a1rcraft

OPERATION An aircraft arrival (landing) at or departuxe (takeoff) from an alrport




OUTERFIX - A pointb_in the destination terminal area from which aircraft are cleared to the
approach fix or final destination.

PAPI - Precision Approach Path Indicator.
PAR - Precision Approach Radar.
- PI - Precision Instrument runway marking.

POSITIVE CONTROL AREAS - Airspace wherein aircraft are required to be operated under |
* Instrument Flight Rules.

PRECISION APPROACH - A standard approach in wh1ch an electromc gllde slope is
provided.

PROHIBITED AREA - Airspace defined dimensions identified by an area on the surface of the
earth within flight is prohlblted

- PU - Public-owned a1rport. |

PVT - Private-owned airport.

-R-
RAIL - Runway Alignmént Indicator Lights.
RAPCON - Radar Approach Control Center.-
R_é_S_E - Regional Airport System Plan.

REIL - Runway End Identifier Lights.

RELIEVER AIRPORT - An airport which, when certain criteria are met, relieves the
aeronaut1ca1 demand on a high density air carrier airport. :

RESTRICTED AREAS - Airspace of defined dimensions identified by an area on the surface

~ of the earth within which the flight of aircraft, while not wholly prohibited is subject to
restrictions.

RNAY - Radar navigation.

-

ROTATING BEACON - A visual NAVMD displaying flashes of white and/or colored- hght
used to 1nd1cate location of an airport.

RPZ - Runway Protection Zone.




RUNWAY SAFETY AREA - An area symmetrical about the runway centerline and extending
beyond the ends of the runway which shall be free of obstacles as specified.

RVR - Runway Visibility.

RW and R/W - Runway.

-S-
SALS - Short Approach Lighf System.

SDF - Simplified Directional Facility landing aid providing pattern direction. -

SEGMENTED CIRCLE - An airport aid identifying the traffic pattern direction.
SEL - Sound Exposure Level.
SENEL - Single-event noise exposure level.

SEPARATION MINIMA - The minimum longitudinal, lateral, or vertical distances by which
| aircraft are spaced through the application of air traffic control procedures.

~ SF - Square Feet.

(S) SALS - Simplified Short Approach Light System.

§_N£_S_A_ - Standard Metropolitan Statistical Area. ‘

: M - Simpliﬁed Short Approach Light System with Seqilencgd Flashing lights.

* STOL - Short Takeoff and Landing.

STRAIGHT-IN APPROACH - A descent in an approved procedure in which the final

approach course alignment and descent gradient permit authorization of straight-in landing
minimums. ' ' ’

SYSTEM PLAN - A representation of the aviation facilities required to meet the immediate and’
future air transportation needs and to achieve the overall goals.

T & G - Touch and Go operation.
TACAN - Tactical Air Navigation.
TAF - FAA's Terminal Area Forecast. S -

TDZ - Touchdown Zone Lights.




TERMINAL AIRSPACE - The controlled airspace normally associated with aircraft departure
and arrival patterns to/from airports within a terminal system and between adjacent terminal
systems in which tower enroute air traffic control service is provided.

TERMINAL CONTROL AREA (TCA) - This consists of controlled airspace extending -

upward from the surface of higher to specified altitudes within which all aircraft are subject to
“positive air traffic control procedures.

TERMINAL RADAR SERVICE AREA (TRSA) - This area identifies the airspace
surrounding an airport wherein Air Traffic Control provides radar vectoring, sequencing, and
separation on a full-time basis for all IFR and participating VFR aircraft. Although pilot
participation is urged, it is not mandatory within the TRSA.

" TERPS - Terminal Instrument Procedures.
T-HANGAR - A T-shaped aircraft hangar which provides shelter for a single airplane.

TI-IRESHOLD - The physiéal end of runway pavement.

TOUCH-AND GO OPERATION - An operation is which the aircraft lands and begms takeoff
roll w1thout stopping.

TRAFFIC PATTERN - The traffic flow that is preSCﬂbed for aircraft landing at, taxiing on, and .

taking off from an airport. The usual components of a traffic pattern are upwmd leg, crosswind
leg, downwind leg, and final approach.

TRANSIENT OPERATIONS - An operatlon perfoxmed at an airport by an aircraft that is
based at another airport.

TRSA Termlnal Radar Serv1ce Area.

TVOR Terrmnal Very High Frequency Omnirange Radio Station.

-TW and T/W - Tax1way.

UHF - Ultra High Frequency.

UNCONTROLLED AIRSPACE - That portion of the airspace that has not been designated as
Continental Control Area, control area, control zone, terminal control area, or transition area and

within which ATC has neither the authority nor the responsibility for exercising control over air
-traffic. '

-

UNICOM - Radio communications station whlch provxdes pilots W1th pertinent mformanon
(winds, weather, etc.) at specific au'ports

USGS - United States Geological Survey.




- USWB - United States Weather Bureau.

-V-
VASI - Visual Approach Slope Indicator providing visual glide path.
VECTOR - A heading issued to an aircraft to provide navigational guidance by radar.

VFR - Visual Flight Rules that govern ﬂight procedures in good weather.

VFR AIRCRAFT - An aircraft conducting flight in accordahce with Visual Flight Rules. '

VHF - Very High Frequency.

VICTOR AIRWAYS - See Low Altitude Airways.

VOR - Very High Frequency Omni—diréctional Radio Station.

VORDME - VOR facility supplemenfed with Distance Measﬁring Equipment (DME).
VORTAC - VOR facility supplemented with Tactical Air Navigation (TACAN).
V/STOL - Vertical/Short Takeoff and Landing. | |

VTOL - Vertical Takéoff and Landing (includes, but is not limited to, helicopters).

WARNING AREA - Airspace which may contain hazards to non-participating aircraft in
international airspace. ’

WIND-CONE (WIND.SOCIQ - Conical wind direction indicator.

WIND TEE - A visual device used to advise pilots about wind direction at an airport.
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Section 1

INTRODUCTION

The Athens - Clarke County Government contracted with The LPA Group Incorporated to
review in greater detail, the previous recommendations presented in the January 1995 Master
Plan, as they pertain to runway length. Since its publishing, demand for additional runway
length at Athens/Ben Epps Airport (4HN) has steadily increased as a result of general aviation

business jet and non-scheduled charter operations.

As the Athens and Clarke County economy continue to closely parallel that of Atlanta both in
terms of development and infrastructure needs, the requirement to support and more importantly,
provide for air travel becomes more prevalent. The presence of the recently completed GA 316
corridor and the viability of light rail/commuter rail service between the Atlanta Metropolitan
area and Athens, further adds to the attractiveness of the community. Growth in population and
per capita income, added diversity and depth of a labor pool, availability of
commercial/industrial parks, and the ever-expanding university affairs will serve as catalysts to
provide first class aviation facilities within the County which are proximate to downtown .
Athens. It’s a well known fact that the vast majority of Fortune 500 companies operate or rely
on air travel via general aviation aircraft such as smaller business jets and propeller-driven
aircraft. Accessibility by air to and from markets is an important decision when companies
embark on site selection efforts for locating new facilities. For these reasons, it is imperative that

the airport and the County position themselves to maximize all aviation assets.

This report examines the existing as well as future user profiles for the airport and analyzes the
minimum runway length design standards necessary to accommodate these needs. User,
manufacturer, and Federal Aviation Administration (FAA4) specifications are considered
throughout the study which are site-specific to AHN. As a follow-up to this analysis, The LPA

Group has prepared a supplementary technical report (under separate cover) which studies the

feasibility of incorporating the runway length improvements determined herein.




Section 2

SUMMARY

A future and ultimate runway length for Runway 9-27 is identified in this technical report, based
on existing as well as anticipated user demand. For purposes of this analysis, user demand at

Athens has effectively been subdivided into three discrete groupings:

1) small single and multi-engine aircraft defining a “Community Basic” category;

2) corporate and regional airline turbine-powered aircraft defining a “Community
Preferred” category; and

3) large narrow-body airline and charter turbine-powered aircraft which define a

“Community Ultimate” category.
Ly gory

Representative “critical aircraft” were identified for each category, accounting for a large
percentage of current operators. Aircraft performance specifications from tenants and users,
airlines, manufacturers, and the FAA were compiled through a series of surveys, correspondence

and technical analyses.

Based on study findings (reference Appendix C — Small airplanes), the mix of aircraft
representing the “Community Basic” needs are fully capable of operating from the existing
airfield at Athens/Ben Epps Airport. Meanwhile, the mix of more sophisticated and demanding
aircraft inherent to the “Community Preferred” category, require runway length in excess of that
currently available in Runway 9-27 (5,522 feef). The recommended runway length critical to
meeting this demand segment is estimated at approximately 6,500 feet. This is fully supported
by FAA guidelines, manufacturer’s specifications, and user comments. Finally, the runway
length requirements necessary to satisfy the “Community Ultimate” demand is driven by a mix
of special users, namely charter flights, potential cargo operators, and ultimately major airlines.
The University of Georgia and its continuing air travel needs is one example of this category.

These users exist in part today, but fail to execute the requisite volume of annual operations

needed to justify airfield improvements from the perspective of the FAA. To fully accommodate




the optimal aircraft configuration according to discussions with Delta Airlines (the University’s

charter airline) and others, an ultimate runway length and width of 7,000 feet and 150 feet,

respectively, should be planned for and protected.

Aviation infrastructure improvements, namely runway-related construction is typically
expensive, sometimes controversial, and most often requires a lengthy construction timeframe.
Community understanding and acceptance of the proposal are essential to a successful
implementation program. Due to the potential impacts to the community and environment, the
FAA will require that an Environmental Assessment be performed to assess the significance of
impacts associated with a major runway extension. These impacts/issues may include: aviation
noise; land use compatibility; social impacts; induced socioeconomic impacts; air quality; water
quality; DOT Section 303 lands; historic, architectural, archaeological, and cultural resources;
biotic communities; endangered and threatened species of flora and fauna; wetlands; flood
plains; farmland; energy supply and natural resources; light emissions; solid waste impacts; and

construction impacts.

It is critical that Athens — Clarke County identify feasible alternatives to accommodate the
necessary airfield expansion at AHN both in the near-term as well as long-term. Given the
potential magnitude of construction costs, phased implementation may need to be identified.
Following the selection of a preferred alternative, the local government should make every

attempt to formulate key airspace and land use protection measures around the airport, thus

maintaining the viability of the ultimate program.




Section 3

PROJECT PURPOSE & NEED

The Athens/Ben Epps Airport is a publicly owned and operated facility situated in Northeast
Georgia approximately 50 miles east-northeast of the Atlanta metropolitan area. The facility
currently serves as the area’s only commercial service airport, while providing a home to general
aviation operators and transient business and pleasure flyers. Additionally, AHN serves as a
noted fuel stop for transient military operators. The combined presence of the University of
Georgia, together with the rapidly expanding corporate base in Clarke County and the
surrounding area, has resulted in a growing demand for additional runway length beyond the

current 5,522 feet.

Within recent years the County successfully completed the installation of a glide slope facility on
Runway 27 (eastern end of the runway), providing precision instrument landing capability for
the more demanding users (i.e., regional airlines, corporate users). This capability has allowed
AHN to advance in its pursuit of becoming a true center for corporate aviation activity, while
providing improved landing capabilities for airline service during inclement weather. The
remaining component to be addressed, which currently constrains the airport, is available runway
length. The fundamental basis for considering an extension to Runway 9-27 is enhanced safety.
Presently, the runway is equipped with non-standard runway safety areas (RSA4s) beyond the
primary runway ends, as required by FAA Advisory Circular (4C) 150/5300-13, “Airport
Design”. FAA guidelines require that a minimum 1,000-foot long by 500-foot wide RSA be
provided beyond each end of Runway 9-27 at AHN; currently, only 400 feet and 500 feet of
length are provided for runway ends 9 (west end) and 27 (east end), respectively, as shown in
Exhibit 1. Aircraft either departing under Maximum Gross Takeoff Weight (MGTOW)
conditions or accepting payload restrictions to operate from the current 5,522 feet, are typically
doing so under a reduced margin of safety, and may be accepting unnecessary levels of risk.

Given the increasing number of corporate aircraft utilizing AHN, additional runway pavement

useable for takeoffs will only enhance the operational safety at AHN.
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The secondary purposes for considering the extension of the existing runway, center on

enhancing community development potential and meeting the travel needs associated with
corporate and university travel. The available runway length may either restrict, or conversely
greatly enhance the function and long-term development of an airport, not to mention the
associated city that it serves. Inadequate runway length, often places departure restrictions (i.e.,
paylbad and trip/haul distance) on various aircraft. These restrictions may directly or indirectly
result in costs to the users, the airport, and even the community in the way of lost revenue/
business opportunities or increased expense to interested parties. Whereas, sufficient runway
length will facilitate a local community’s efforts of securing optimal levels of air service,

scheduled or non-scheduled.

As pointed out previously, when considering a site for corporate business, Fortune 500
companies place a great deal of importance on the aviation assets offered by a community.
Currently, the equipment operated by larger corporate and jet charter operators consist of aircraft
(i.e., Learjet 35 series, Gulfstream series, and even Boeing 727/737s) which are considerably
more demanding on runway length than the fleet of aircraft previously flying to/from Athens

during the 1980s and early 1990s.

As an example, Colvin Aviation, AHN’s primary business jet charter service provider, conducted
an estimated 1,200 operations by such aircraft during the 1997/1998 calendar year (reference
Appendix A). These aircraft typically departed under payload and/or destination restrictions, thus
dramatically impacting Colvin’s ability to service clients adequately. Reduced payload often
results in utilizing less fuel and eliminating the ability to fly non-stop; this negatively impacts the

airport’s fuel sales and operating revenues.

Available runway length has a similar impact on bolstering community economic development.
Clarke County is fortunate enough to have designated several thousand acres of
commercial/industrial park property north and east of the airport. Available land combined with
the expanding market outside Atlanta make Clarke County a clear choice for Fortune 500

companies. The related demand on aviation facilities requires a full complement of navigational

aids and sufficient runway length to facilitate trans-continental and trans-oceanic flights.




Finally, the existence of the University of Georgia (UGA) plays a significant role in identifying

potential airport enhancements. The capability of AHN to support larger aircraft operations by
turboprop and turbine commercial aircraft is critical to UGA’s (and the reciprocating school’s)
ability to transport sports teams, host conventions/conferences, conduct large scale training, and
meet the air travel needs of dignitaries, governments officials, and celebrities. Therefore to
remain competitive with southeastern colleges, the airport must accommodate, rather than limit
these activities. Table 1 depicts a cursory analysis of Athens’ aviation facilities when compared

to other universities in the Southeastern and Atlantic Coast Conferences.

Interestingly, aside from Fayetteville, AR (which is in the process of shifting operations to the
newly opened and substantially larger Northwest Arkansas Regional Airport), AHN is the only
associated airport with a runway less than 150 feet wide. More importantly, except for
Fayetteville and Charlottesville, VA (which predominantly operate under cooler temperatures),
the Athens area is the only community served by commercial service with less than 6,500 feet of

runway length. This representation helps justify the importance and purpose of considering a

runway extension to the primary runway at AHN.




TABLE 1
COMPARATIVE AIRPORT ANALYSIS

Athens/Ben Epps Airport
. Associated ~ Longest Runway  Airline ~ Aircraft
University  Airport (w/in 30 min.)  Length Width Service Carrier(s)  Type(s)
University of FYV - Drake Field Airport, 6,006’ 100° Yes 3 Regional Emb-120
Arkansas Fayetteville, AR Saab 340
XNA — Northwest Arkansas 8,800’ 150° 1 Regional BE 1900
Regional Airport, AR
Auburn AUO - Auburn - Opelika Robert G. 3,987 75° No
University Pitts Airport, AL
University of TCL - Tuscaloosa Municipal 6,499’ 150 No
Alabama Airport, AL
Mississippi State  GTR - Golden Triangle Regional 6,497’ 150 Yes 2 Regional Emb-120
University Airport, Columbus, MS Saab 340
University of UOX - University - Oxford 4,700’ 100° No*
Mississippi Airport, MS
Vanderbilt BNA - Nashville International 11,030’ 150° Yes 8 Major All
University Airport, TN 7 Regional ]
University of GNV - Gainesville Regional 7,503 150° Yes 3 Regional DHC-8, ATR-72
Florida Airport, FL CanadairRJ
BE 1900
Louisiana State BTR - Baton Rouge Metropolitan, 7,000 150° Yes 1 Major All
University Ryan Field Airport, LA 2 Regional
University of TYS - MC Ghee Tyson, Knoxville, 9,008’ 150 Yes 6 Major All
Tennessee N 3 Regional
University of AHN - Athens-Ben Epps Airport, 5,522’ 100 Yes 1 Regional Jetstream -31
Georgia GA
University of LEX -Blue Grass Airport, 7,002° 150° Yes 1 Major All
Kentucky Lexington, KY 4 Regional
University of CAE - Columbia Metropolitan 8,602 150° Yes 5 Major All
South Carolina Airport, SC 2 Regional
Clemson CEU - Oconee County Regional 4,156’ 75° No
University Airport, SC
Duke University =~ RDU- Raleigh Durham 10,000’ 150° Yes 9 Major All
International Airport, NC 8 Regional
Florida State TLH - Tallahassee Regional 8,001° 150 Yes 1 Major All
University Airport, FL 3 Regional
Georgia Institute ~ ATL - The William B. Hartsfield 11,889’ 150° Yes 10 Major All
of Technology Atlanta International Airport, GA 6 Regional
University of DCA - Washington National 6,869’ 150° Yes 9 Major All
Maryland Airport, DC 9 Regional
North Carolina RDU- Raleigh Durham 10,000’ 150° Yes 9 Major All
State University  International Airport, NC 8 Regional
University of CHO - Charlottesville-Ablemarle 6,001° 150° Yes 2 Major All
Virginia Airport, VA 4 Regional
Wake Forest GSO - Piedmont Triad 10,000’ 150° Yes 7 Major All
University International Airport, Greensboro, 4 Regional
NC
University of RDU- Raleigh Durham 10,000’ 150’ Yes 9 Major All
North Carolina International Airport, NC 8 Regional

" Limited FAR Part 139 certification, currently not receiving scheduled air carrier service.

SOURCE: The LPA Group analysis, 1998.




Section 4

DESIGN CRITERIA

4.1 USER PROFILES

The Athens/Ben Epps Airport has gradually evolved into a diverse infrastructure component
within Clarke County, and serves a vital role in aviation for Northeast Georgia as well as the
State. Through its evolution, operations (fakeoffs and landings) have steadily climbed as has the
size and sophistication level of aircraft operating daily from the Airport. In an effort to better
identify the airport’s various existing user needs, and more importantly, to identify those needs
anticipated in the future, a set of user profiles (groupings) were chosen. For discussion purposes,

these user profiles are as follows:

» Small General Aviation or “Community Basic” (small single and multi-engine
aircraff),

»  Corporate / Regional Airlines or “Community Preferred” (small 10-50 passenger
turbine-powered aircraft); and

»  Major Airline / Special Charter or “Community Ultimate” (narrow-body 100-200

passenger turbine-powered aircraff).

Each of these major profiles is highly representative of typical groupings found at larger/busier
airports with commercial service. Aircraft which define the “Community Basic” category
customarily include equipment utilized for both pleasure and business. These aircraft are
normally propeller-driven, powered by piston or turbine engines, and weigh less than 12,500
pounds. Aircraft which define the “Community Preferred” category include larger aircraft
usually weighing between 12,500 and 75,000 pounds and carrying as many as 50 passengers.
Major corporations and smaller regional airlines most often fly this equipment, which is powered

by multiple turbojet and turbofan engines. Aircraft falling into the “Community Ultimate”

grouping consist of large passenger airplanes flown by the major airlines such as Delta,




Continental, and US Airways. They are powered by multiple turbojet and/or turbofan engines,

weigh between 100,000 and 250,000 pounds, and carry well over 100 passengers and cargo.

4.2  CRITICAL AIRCRAFT

Exhibit 2 illustrates various critical aircraft which may operate into and out of AHN, given
adequate airside facilities. These aircraft were identified from discussions with airport staff and
users, and portray those aircraft within each category that may influence the demand placed on

runway length.

The “Community Basic” or Small General Aviation category is illustrated by two commonly
known multi-engine piston aircraft, produced by Cessna and Beechcraft. These aircraft are

routinely seen at AHN today.

The “Community Preferred” or Corporate / Regional Airlines category makes up a diverse group
in terms of equipment utilization. The Corporate aircraft shown are the Gates Learjet 35, and the
Gulfstream G-IV, both of which operate at AHN. The Regional Airlines are represented by a
Canadair RJ-200 and a Embraer EMB-145. Recently Mesa Airlines acquired US Airways
Express, and operates from AHN. As of May 1999, Mesa’s fleet of RJ-200 aircraft (26) was
second in the Nation to Delta’s ComAir fleet in terms of size. It is anticipated that these aircraft
may enter the AHN market in the coming years. Due to the higher cruise speeds afforded by this
category of aircraft, a swept wing technology is employed; as a result, takeoff and landing speeds
are considerably higher. To reduce payload and potential degradation of airspeed, the wing area
is also reduced. The smaller wing area and higher operating speeds, typically generate a

requirement for significantly longer runways.

The final category, “Community Ultimate” or Major Airlines / Special Charters 1s depicted by
the Boeing 737-400 and 757-200 jetliners. These aircraft are strongholds in the Delta and US
Airways fleets and are typically utilized in markets as large, and larger than Athens. In

discussions with Delta’s charter group, the 737-400 was pinpointed as the select aircraft to serve

UGA'’s charter requirements.
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Section 5

RUNWAY LENGTH DETERMINATION

5.1  EXISTING CONDITIONS

The airport’s existing runway configuration (reference Exhibit I) consists of one primary runway
oriented in an east-west direction (Runway 9-27) and one intersecting crosswind runway oriented
in a northeast-southwest direction (Runway 2-20). Runway 9-27 was extended approximately
seven years ago to its present length of 5,522 feet. The runway is 100 feet wide and is equipped
with a Category I precision instrument landing system and omni-directional approach lighting
system (ODALS) at the east end of Runway 9-27. Runway 2-20 provides a length of
approximately 4,000 feet, and is also 100 feet wide. Runway 2-20 is not equipped for instrument

landing.

Runway 9-27 is equipped with a full length parallel taxiway, Taxiway A, located approximately
400 feet north of the runway centerline. Throughout the terminal area located on the north side
of the field, Taxiway A shifts to a 600/650-foot separation from the runway centerline and
follows the apron edge. Extended RSAs are also provided off each end of Runway 9-27;
however, as noted earlier, both are considerably shorter in length than required by the FAA for
airfields accommodating turbine-powered aircraft. Currently, the available RSA lengths are
approximately 400 and 500 feet at the west and east ends, respectively. Ideally, these lengths
should be 1,000 feet to satisfy FAA criteria for safety.

5.2 USER REQUIREMENTS

In an effort to better assess the immediate needs of the airport users at AHN, the airport
administration furnished The LPA Group with a listing of large based and transient turbine
aircraft by aircraft tail (“N”’) number. This data was utilized to identify the owner/operator of

each aircraft. Wherever possible, a single page questionnaire (see Appendix A) was sent to each

owner/operator during the month of June 1997. The questionnaire specifically addressed issues




such as: type aircraft, estimated annual takeoffs and landings, takeoff weight, and required

takeoff and landing lengths.

A total of 48 operators were identified and contacted by survey, of which approximately 90
percent were using turbojet equipment (i.e., Lear 25s & 35s; G-II, III and 1Vs; Falcon 20s, 50s
and 200s; etc.). Thirteen total responses (27.1% response rate) were received from the surveys
including several Fortune 500 companies: Johnson & Johnson, DuPont, AFLAC, Nexxus,
Rockwell and Southwest Toyota Distributors. These responses have been analyzed in detail to
identify two critical elements which may directly influence the findings of this study: 1) typical
annual takeoffs, and 2) required runway length for takeoff. The conclusion resulting from the
survey was that, although a limited number of current operators are capable of departing AHN
unconstrained, the majority of operators incur a weight or destination penalty of varying
significance to depart from 5,522 feet. Under unconstrained conditions many of the current

operators would require runway lengths in excess of 6,400 feet.

Table 2 presents a summary of survey respondents together with their estimates of annual
takeoffs and estimated runway length requirements for both takeoff and landing. These estimates
were tabulated to determine the runway length necessary to satisfy current demand while meeting
FAA’s basis of justification by demonstrating a minimum of 250 annual departures (F44 AC
150/5325-44, “Runway Length Requirements for Airport Design”). The results from the surveys
indicate a clear need for approximately 6,400 feet of runway length to satisfy existing users.
Colvin Aviation, representing an estimated 1,200 departures annually, was subsequently
contacted to obtain a more current representation of his fleet due to recent aircraft additions.
During the past 18 months, Colvin Aviation has increased its fleet with the addition of two Lear
35s, which further increases their earlier estimate of annual operations by as much as 800
operations. It was also noted that the data on runway lengths required for departure did not take
into account gradient factors. Adjusting for runway gradient given both existing runway end
elevations and likely extended end elevations, the required 6,400 feet increases by 500-630 feet
for a total length of approximately 6,900-7,030 feet. These adjustments are based on adding 10

feet to the departure length for every one foot of elevation change (FA4 AC 150/5325-44).




TABLE 2
CORPORATE RUNWAY LENGTH ANALYSIS

Athens/Ben Epps Airport

ANNUAL TAKEOFF LANDING
COMPANY (aircraft type) TAKEOFFS LENGTH LENGTH
AFLAC (Falcon 50) 20 4,325’ 2,900’
Image Air (Lear 25D) 2 4,770° 3,720°
Johnson & Johnson (HS-800, G-III) 2 5,200° 4,350’
Southwest Toyota (Lear 35) 6 5,341° 5,192°
Midwest Aviation (Falcon 20) 4 5,500° 4,900°
Southwest Toyota (Challenger 601-3A) 12 5,010’ 5,658’
Southwest Toyota (Lear 55) 6 5,720 5,500
DuPont Aviation (G-IV) 6 6,250’ 4,770°
Colvin Air Charter (Lear 35A) 1,200 6,400’ 6,100
Nexxus (G-III) 2 6,450’ 6,400’
Reliance Electric (Sabreliner 65) 8 6,844’ 6,515’
Land's End (Lear 35A) 6 6,850’ 4210°
Aviation Methods (HS-125/700) 4 7,825’ 4,500’
Total Estimated Annual Takeoffs 1,278
Runway Length Required 6,400° 6,100’

Source: AHN User Survey Data, 1997.
The LPA Group analysis, 1998.

Given the corporate runway length requirement may not satisfy the absolute requirements of all

operators, additional research was conducted to include the review of possible requirements by

regional airlines (US Airways-now Mesa Airlines and others). This review considered both the

existing mix of traffic as well as potential operations by the carriers’ new regional jet aircraft.

Reviewing the anticipated requirements of the Canadair Regional Jet, a field length of

approximately 6,000 feet would be necessary to accommodate typical operations, under standard

day conditions at sea level. However, given that Athens experiences hot summers and sits at

approximately 808 feet above sea level, additional length may be essential.

Finally, travel generated by the University of Georgia was considered. Travel directly or

indirectly generated by the University system includes: athletic department travel, large




convention/conference contingencies, alumni-sponsored travel, recruiting, and dignitaries/

government officials/celebrities. The vast majority of trips generated by these various sources
produce passengers/flight volumes of less than 20, originating or terminating at a similar point.
The exception to these parameters is the athletic department (UGA and visitor colleges) and
alumni-sponsored events. Alumni trips are both random in occurrence and passenger loading;
however, the athletic department generates a consistent measurable demand. It should be noted
that a large percentage of travel conducted by the athletic department must currently depart/arrive
through Atlanta Hartsfield given AHN’s limited runway length. This inconvenience results in
significant measurable and non-measurable costs (charter bus rental, unnecessary baggage
handling sessions, added player and coaching staff stress, and lost time) to all colleges involved.
UGA continues to use Delta Airlines as its charter carrier for the vast majority of away games. A
survey of athletic department trips generated for football, basketball, and gymnastics is presented
in Table 3 below. Combining the impact of UGA and visiting colleges, annual games/events

may generate between 75 and 90 trips.

Preliminary coordination with Delta Airlines, Charter Flight Control, (reference Appendix B)
revealed that a minimum runway length of 6,500 and recommended runway width of 150’ is
needed to originate/terminate flights at AHN utilizing their 737 series aircraft. Further
clarification of optimal runway length requirements by both the 737 and 757 series aircraft,
dictate the need for a 7,000-foot runway length (reference Appendix B). 1t is anticipated that
other traveling colleges would travel via charter carriers utilizing similar equipment and
requiring the same operational minimums. It should also be noted that these estimates do not

reflect future demand at Athens.

Based on FAA AC-150/5325-4A guidelines recommending a minimum of 250 annual takeoffs as
runway length justification, the combination of corporate and university-generated annual travel
adequately justify a minimum runway length of 6,500 feet. As noted previously in this subsection,
the corporate response represented only 27% of the current list of airport users operating turbine
powered equipment. The obvious potential that an annual takeoff demand exists (by similar
aircraft) far in excess of the existing 1,200-plus takeoff operations, coupled with the fact that the

survey responses reflect existing demand rather than anticipated growth, further adds credibility to

the need for a runway extension at AHN. Based on user input, the absolute minimum




recommended takeoff length for AHN should be a approximately 6,500 feet. Optimally, the future

runway length and width at AHN should be planned at 7,000 feet and 150 feet, respectively.

Likewise, airspace should immediately be protected for the accommodation of the ultimate runway

length.
TABLE 3
ATHLETIC DEPARTMENT TRIP GENERATION
Athens/Ben Epps Airport
EST. PASSENGER UGA VISITOR
ACTIVITY LOADS (typ.) ANNUAL TRIPS ANNUAL TRIPS
Football 130-160 4 (+bowl) 7
Men’s Basketball 20+ 20-24 (+tournaments) 20-30
Women'’s Basketball 20+ 10 (+tournaments) 10
Gymnastics 20+ 6 6t
TOTAL 34-38 43-53%+

Source: UGA Athletic Department Survey Data, 1998.
The LPA Group analysis, 1998.

5.3 MANUFACTURER’S SPECIFICATIONS

Following the coordination and tabulation of user survey data obtained from current corporate
operators, an attempt was made to review the various aircraft manufacturer’s performance
specifications for thé aircraft presented in Table 2. This review was intended to validate user
requirements and identify any potential shortfalls in optimum runway length. Additionally,
manufacturer performance specifications were studied for the regional and major airline aircraft

identified under Subsection 4.2, again for purposes of validation.

In the case of corporate jet aircraft, data from the manufacturer was not readily available to
adequately cover the altitude and temperature for AHN; rather, the manufacturers made data
available for standard day (59 °F)/sea level conditions at MGTOW. Utilizing the following

determined ranges for adjustment factors, the standard day data was extrapolated to AHN site-

specific conditions:




= Approximately 0.42-0.65% increase per degree Fahrenheit above 59°F (mean

maximum temperature during the hottest month in Athens — 89.6 °F)

= Approximately 7% increase per 1,000 feet above mean sea level

It was only necessary to validate the takeoff length estimates, as landing length is not critical.
With the exception of the HS-125/700 takeoff length of 7,825 feet, estimated by Aviation
Methods, the remaining corporate takeoff length estimates fell Witﬁin the MGTOW ranges
resulting from an application of the above adjustment factors. In the case of Colvin Aviation,
approximately 6,400 feet would be necessary to depart under MGTOW conditions. Adjusting
this number for the effective runway gradient at AHN would result in a length needed of 7,000
feet. It should be noted however that in most cases, corporate operators do not depart under
MGTOW conditions (reference MGT OW% in Appendix A), thus lessening the justification for

- the actual maximum length.

Similar performance data for the Canadair Regional Jet and the Embraecr EMB-145 equipment,
was studied. The cursory analysis revealed that a length of 5,800 feet is necessary under
MGTOW and standard day/sea level conditions. Adjusting for the Athens site would result in a
maximum length of 6,900-7,400 feet. Again, regional airlines rarely operate under MGTOW due
largely to the short haul distance (i.e., Charlotte). This means that élthough a carrier may depart
completely full of passengers, they do not require a full fuel load to arrive at their destination.
Given typical operating weights for a full passenger load, a trip length of less than 1,000 nautical
miles, and the Athens site-specific parameters, the earlier identified takeoff length of 6,500 feet is

deemed reasonable.

Manufacturer data for large commercial Boeing aircraft is more comprehensive. Runway length
calculations were performed for the 737-400 and 757-200 aircraft. The takeoff length estimated
from this data closely mirrors the feedback provided by Delta Airlines representatives (see
Appendix B), and confirms a recommended runway length for the above aircraft of

approximately 7,000 feet. Exhibit 3 graphically depicts the relationship of takeoff length

requirements for the various critical aircraft.




5.4  FAA DESIGN STANDARDS

In addition to user requirements and manufacturer performance specifications, runway length
requirements for AHN were calculated in accordance with criteria presented in FAA AC 150/5300-
13 and AC 150/5325-4A. Design criteria are related to operational and physical characteristics of
the airplanes intended to operate at a particular airport. The Airport Reference Code (4RC), based
on critical aircraft approach speed and wing span, is presently established as C-II for Runway 9-27

at AHN; however, the ARC may increase to C-III/C-IV, contingent on Delta charter 737/757

aircraft operations.

Runway length requirements are based on several controlling factors such as: airport elevation,
mean maximum daily temperature (during the hottest month), runway gradient, aircraft mix,
ruhway surface conditions, aircraft haul distance, typical payloads, and the frequency of operation
by various aircraft. Data presented in the January 1995 Master Plan were applied to determine
these factors. Further, mix projections from the Master Plan through the year 2017 indicate that the
critical aircraft (or family of aircraff) conducting at least 250 annual takeoffs at the Airport (per
FAA AC-150/5325-4A), is expected to be less than 60,000 pounds and seat more than 10

passengers.

Utilizing FAA's Airport Design computer program (version 4.2D), a determination was made that
the 5,522-foot primary runway at AHN narrowly accommodates approximately 75 percent of these
type aircraft, assuming a 60 percent useful load. Conducting the same analysis, but assuming a 90
percent useful load, requires a runway length of approximately 7,400 feet. The airplanes in the
national fleet which account for the remaining 25 percent were not identified in the airport
operating mix for AHN. Nevertheless, should these airplanes be included, takeoff lengths of
approximately 6,200 and 9,300 feet are recommended by FAA assuming 60 and 90 percent useful

loads, respectively.

Runway width for ARC C-II and III requires a runway width of 100°. However, as discussed and

as noted by Delta Airlines, the initiation of 737 series and/or 757 series operations at AHN would

require a recommended runway width of 150°.




5.5 RUNWAY LENGTH RECOMMENDATIONS

Reviewing the user response data gathered during the survey process, indicates that the desired
normal operating weights typically exceed 80 percent of MGTOW, but infrequently reach 100
percent of MGTOW. This departure weight and resulting lengths provided by the users appears to
fall well within the FAA general length requirements offered above. Additionally, manufacturers
performance specifications seem to offer a significant level of validation and support for the data

furnished by the users.

Therefore, it is recommended that a minimum takeoff runway length of approximately 6,500 feet
be developed at the Athens/Ben Epps Airport. Optimally, a takeoff runway length of 7,000 feet and
a runway width of 150 feet should be preserved as a part of this recommendation. Utilized this
justification, the County should proceed with identifying viable alternatives to developing these

runway lengths at AHN, while also taking the necessary steps to controlling airspace and adjacent

incompatible land uses near the airport.
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Section 6

CONCLUSIONS

Construction of major airfield improvements (i.e., new runways, runway extensions) at airports is
often times driven by factors such as capital costs and environmental concerns. A program may
also be influenced by outside forces such as public perception and political decisions. At present, a
runway/taxiway extension and associated RSA improvements are required by the current operators
at Athens/Ben Epps Airport which most importantly provides enhancements that ensure the highest
level of safety, and secondly providing an unconstrained airfield to satisfy existing and future needs
of corporate, regional airline, and airline charter users. Prior to proceeding with financial
programming, the benefits and costs should be considered. In a subsequent technical report, an
analysis of the practical alternatives which meet this study’s recommendations on runway length
will be studied by The LPA Group. That study will consider the benefits of various improvements
while also weighing the financial and environmental costs associated with a program of this
magnitude. The program should ultimately maintain safety as the County’s top priority, while
attempting to expedite the most advantageous airfield components for user critical demand. Once
again, it is anticipated that due to the environmental consequences associated with a 1,000 to 1,500-
foot extension program, an Environmental Assessment complete with a formal public hearing will

need to be conducted before receiving Federal and State approval to be eligible for funding and

begin construction.




APPENDIX A

USER SURVEY QUESTIONNAIRES




Astra
1125K

BAC 111

Boeing 737 - Piedmont Aviation
P.O.Box 525
Winston-Salem, NC 27102
(800) 548-5278 - tele.
(910) 744-1257 - fax

Beeéh Jet
60B

. Citation 525
100SC - EMJ Corp.
- Citation III

» 500AE

Challenger
980HC

. Challenger 600
175ST - S.E. Toyota

Convair 580
538JA - ERA Aviation

Falcon 20/S
500RR

Falcon 20/F
112CT - Certainteed

Aircraft Numbers

- for
The LPA Group, Inc.

Falcon 50
300A
500AF - AFLAC

Falcon
40AS
48R
500J

347K

G-2

800J -

G-3

 87AC

G-4
584D
935SH

Gulfstream
1871R

Gulfsfream IV
379XX - Nexxus Products

Hawker
25MJ

- 600J

913V

919P

T728JW

731BW '

#(7) Flight Enterprises. L.L.C.
William R. Shoemaaker, Chief Pilot
2007 Flightway Drive '
Atlanta, GA 30341
(770) 458-7875



HS 125-700
527AC

Lear
90AH
93LE
10AH
310P
33IN
100KK
288JE

- 450MC

508P
53GH
740K
742E
- 744E
825CA
. 873LP
900WA
S911EM

Lear 35A
440MC

Sabreliner
; 3IBM
265S5C

Sabreliner 265 }
96RE - Reliance Electric

- Westwind
- 407TW
38AE
305BB
331CW
601CB
911CU




Athens/Ben Epps AIRPORT Figure 1
MASTER PLAN STUDY g

RUNWAY LENGTH REQUIREMENT SURVEY"
. (Existing Users and Tenants)

Dear Airport: UserfTenant

As part of the Master Plan Study for the Athens/Ben Epps Airport, the Consultant is
evaluating the necessity and justification for a possible runway extension to better serve
user requirements. Your assistance in this effort would be greatly appreciated, and we ask

that you compiete this survey form for each aircraft operated by your company at the
Athens/Ben Epps Asrport on a regular basis.

1)

2)

Please list Aircraft Make and Model: L{A@J@\' LR -35A

Please indicate the average number of annual departures and landings made by . |
this aircraft at Athens/Ben Epps Airport: '

Annual Departures: | =00 | -Annual Landings_: i ':}J'CC,

If present runway length were not a limiting factor, please indicate the percent of

 maximum takeoff weight MTOW you would normally operate this aircraft at to

complete fhght missions wrthout constraints: L’O - 1CG % MTOW.

At a field elevatron of 808 feet MSL and a temperature of 90°F w1th zero wind,
please indicate the departure runway length needed for this aircraft at the % MTOW

indicated in question (3) above and in compliance with FAR Part 135.379
(accelerate-stop distance) requirements:

nep arturs runway | bnﬂﬂ'\ naadad: \z\,.JOf:.‘ fast, @ ‘Cey [\'\TC W

' K Df-
At a field elevation of 808 feet MSL and & émperature of 90°F with no wind, please
indicate the fanding runway length needed for this aircraft at maximum landing

‘weight and in compliance with FAR Part 135.385 (60% effective length and wet

runway) requirements:

Landing runway length needed: (o\OU feet- R

Company/individual Name: CQ\\mu R Luﬁnd‘n X Date: (p 275-

(OPT!ONAL)

(over please) -




T-21-1987 3:11PM ~ FROM THE LPA GROUP INC 8@377994827

FRON S.E.T. BUIRATION 954-491-1265 B7.01.1997 1%:08

Athens/Ben Epps AIRPORT
MASTER PLAN 8TUDY

‘wmvmnmkmnm:mw
(EMngMMTM)

Denr Alrport Uses/Tenant: :
Aspw!dthoMern&tudybrmaAﬂm&nEm
‘evaiuating the necessily and justification for & possible runway to battar serve
usar requiraments. Your assistancs in this effort would be appracinted, and we ask
Mmmmmhmymiwuwﬂmw ywreompwlth,
Athans/Ben Epps Alrport on a regutar basis. ’
)] mmmmmmsz LMLJEI’

2

the Consultant is

3)

4)

Wm,m@)mwmmm FAR Part 135.37%
: ) ragquirsments: : -

Dapariure runway length nesded: _ S 720 _feet

.8y Atafield etevation of BOB feat MSL and a temperuture of B0°F with no wind, plesse
indicats the /anding runway length nesded for this st maximum landing
weight ang! In compliance with FAR Part 135,385 (80% longth and wet
nmy}mwmm

Landing nimway jength nésded; I8 00  feat
Compeny/individual Nams: _Zonier R Dessvic s Date: Z- 227

{OPTIONAL) CFERATS RS CAPMIS

(cver please)
SouTHERST TOYoTA
AYiaTin D>EP7.




7—21-1987 3:12PM FROM THE LPA GROUP INC 8837758482

FRON S.E.Y. RUIRTIQN 9%54-491-1269% 97.01.1997 15:08

r -

_ Athena/Ben Epps AIRPORT
- MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
- (Exdsting Usars and Tenunts)

Dsar Airport UssnTenant:

Az part of the Mastsr Plan Myforﬁw%m&n&ppt /
m!uaﬂngﬁwmom&b'and}wﬁhﬂonfwam
- ussfraquinemenis. Your essistance in this effort would be
- that you compiete this survey form for each airoraft
Athens/Ben Epps Alrport on & regular basis,

1) Plesss fist Aborat Make and Modet,_<<ag Jer 7k :
2) Ptemlndmmeavemgonumbordanm'depm lndbﬁdir'mmw |

Anrusi Departures: £ Aol &
3)  If present runway langth were ot a limiting factor, pleass indioate the peroont of
meximum takeoff weight MTOW you would normedty this airoraft at to

oompists flight missions without constraints: 27 % MTYOW.

4) At s feki elavation of 808 fest MSL and a temperaturel of D0°F with zere wind
pleans indicats the departure runway Jergth naaded for it siroraft at the % MTOVY
indiceted in question (8} above and in complianco FAR Part 135.378
(mdbbm)roqum: T '

Departure runway length needsd: _ 57 ¥/ _ fest

S} Atafied slovation of 808 fest MSL and a termperrure of 80°F with no wind, pisase

T e e S
_ 135.385 (80%

runwey) rerirements: - ; { 4 o o wet

Companyfindividuml Name: _Ropear R Bax : -
( Nm opfmm c.;::j Dm pAVAY ¥4
‘ (over piease)
Gpu';:/{sﬂ.;' ’Tay;m
AviaTion T EPT,




7-81-1887 3:12PM
FROM S.E.T. AUIATION $54-391-1265

FROM THE LPA GROUP INC 8@37792482
. 87.81.19%7 15:e9 -

:AMIBmEppsAIRPORT

- MASTER PLAN STUDY ,
RUNWAY LENGTH REQUIREMENT SURVEY
V(Mnalhmand'rmu(' }

DmAbpcrt Uses/Tenant:

As part of the Master Pian Study for the ’ :
A il mswdy
mmqulm Your assistancs i this effort wouid be great apprecieied, and we ask

momwhhwmyfmnfwnahmw mm.tm.

1) mwmmmm. 6ék. 601-FR
2)  Pleass indicate the ave
e - mmeuwsnumberofmw and landinga made by

3) !fpwnimybhgﬁzmnotukmw; ndionts :
maximum takec waight MTOW you would nommaly mmg
Compiets fight mivsions without constraints: _ 2.2, | % MTOW.

4 AtamdmaﬁmdmmusmuammE 90°F with zero wind

plaase indicate the deperture rumvay fength naaded for at the % MTOW
:ndmd in quastion ,(3)> lbwu und'h compliance FAR Part 1?&3”

5)  Atafiel elevation of 806 foot MSL and a temperature of o
. with

mxﬁmmwmmm umm
""9'*:_ Wm. e "ARPmﬂs.assm length and wet
Langing runway length nesded: _S 55D feat |

Company/individusl Name: _Ro8ecr =, Bacce Date: | 7-/ -
(OPTIONAL) oremrzzs c,w-m:: , ) ATAS 4
, (over pieass)
SouTHEAST ToYyorn

AvinTiow D EPT,

N A LI | . . . : .
. . . ’ sHmENDSwa-




JUL 1 87 12:27 FROM DUPONT CORP AVIRTION
; TO =51£837793749
%—-8_1_—199'? 18:20 FROM THE LPA GROP INC | o

TO 13329368243 P.o2

Athens/Ben Epps AIRPORT
~ MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
(Exiating Users and Tenants)

Dear Airport User/Tenant: B : A

As part of the Master Plan Study for the Athens/Ben Epps Aitport, the Consultant is
emumgmhwﬁwmmMapw@hmymmmMrm_
usar requiremaits. memhmeﬁmmmmwmmw,mﬂmm
that you complete this survey form for each ai-uaﬁopembadbyyouroompanyatme
Athens/Ben Epps Alrport on a regular basis. A

1) Plesse st Airorat Make and Mode_(SuuEsreena W

2) Pmin&mmmgemmberofmm&pmmmahgsmdeby
thie aircraft at Athens/Ben Epps Afrport: :

Annual Dwamn: b _ Annual Lx)dhgs LQ

\

3) npmntmwmwmmamm&mr,wkwmmmof
T mmdmum takeoff weight MTOW you would operate this aircraft at ©
complete fiight missions without consiraints: % MTOW.

4) Naﬁeidehvaﬁonofmwm&andatampemMMOfQO'Fwihwowhd,
mmmmmmwmymmawm_mﬁam% MTOW

' Departure funWay iength needed: _“fm_____fut

5)  Atafioi elevation of 808 fect MSL and w temperature of 90°F with o wind, piesse
indieataﬁnlandhgmnmylangﬁ:neodedforﬂsaﬁmﬁatmﬂnum landing
weight and in compliance with FAR Part 135.385 (60% effective langth and wet

runway) requiremsnts: | »
Landing runway length needed: QEQ feet.
* Companyfindividual Name: AN Date: _ ) , {éﬂ
(OPTIONAL) PR S !
: (over pleass)

LTH 1'9? @38:29 s - :
. . -1 PRE.B32

ok TOTAL PAGE.@@1 ok
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~ Athens/Ben Epps AIRPORT
MASTER PLAN S$TUDY

RUNWAY LENGTH REQUIREMENT SURVEY
(Existing Users and Tenants)

Dear Airport Usar/Tenant:

Ag part of the Master Plan Study for the Athens/Ben Epps Airport, the Consultant Is
_evaluating the neoessity and justification for a possible runway extsnsion to better serve
user requirements. Your assistance in this effort would be greatly appreciatad, and we agk
thet you complete this survey form for each alrcraft operated by your company at the
Athens/Ben Epps Airport on & regular basis. : ‘

1)

2)

3y

4)

&

Plﬁse list Alrcraft Make and Model: A "‘?"C"’” ~0

Please indicate the average number df annual departures and landings méde by
thie aircraft at Athens/Ben Epps Alrport: ‘

Anmual Deparuroc: ‘/ . — annual | andings: %

If present. r‘unﬁvay length were not a limiting factok, please Indicate the percent of
maximum takecfl waight MTOW you would ncrrnalg operats this aircraft at to
complets fiight missions without constraints: “ o MTOW.

" At a fisld slevation of 808 feet MSL and & temparature of 80°F with zero wind,

pleass Indicats the departurs runway length needed for this aircreft at the % MTOW

indicated -in question (3) above and In compliance with FAR Part 136.378
(accelerate-stop distance) requirements: '

Departurs runway langth needed: 774 0 fest.

At u field sievation of 808 feat MSL and a temperaturs of 90°F with no wind, please

 |ndicate the landing runway length needed for this aircraft at maximum landing

weight and in compliance with FAR Part 135,385 (80% effective length and wet
runway) requirements:

Landing runwey length needed: 53O0 teat.

Company/individual Name: 227 oo PATTTOT e P77

(OPTIONAL)

V ' (over please)
FReet ,4{4*:7
P e "~ fOrs
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Please use this spacs to provide any additiona information or comments:
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Pleass return this completed form to:

THE LPA GROUP INCORPORATED
ATTN: R. Kennedy Holt

2530 Devine Street

Columbla, SC 298205

Tel: (803) 254-2211

Fax: (B03) 778-0482

or call Mr. Holt at tha above telephone numbar with any quesﬂons.

Thank you for your assistance in this important Study.

- - -
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Athens/Ben Epps AIRPORY
HﬂEﬂTﬂ%F&JUdSTUDY

RUNWAY LENGTH REQUIREMENT SURYEY
(Existing Users and Tenants) o

Dear Alrport User/Tenant:

As part of the Masier Plan Study for the Athens/Ben Epps Airport. the Comsultant is
svaluating the necessity and justification for a possible runway extension to betier serve
user requirements. Your assistance in this effort woutd be greatly appreciated, and wse ask
that you complete this survey form for each aircraft operated by your company at the
Athens/Ben Epps Alrport on a regular basis.

1) Please st Alrcrah Make and Model: H8- & {200)

2)  Please indicate the average number m‘ annual departures and landings made by
_ this aircraft at Athens/Bon Epps Arport .

Annual Departures: Y ~ Annual Landings: ‘!

3) if present runway l‘engfh were not a lirhiting factor, please indicate the percent of
maximum takeoff weight MTOW you would nommally operate this aircraft at to -
compiste fiight missicns without constramts: F 4] % MTOW.

4)  Ata field slevation of 0B feet MSL and 3 temperatu re of 90°F with zero wind,
pleaseiwmmaopummymmmededfdwsamﬂanhe%mw
indicated in question (3) above and in compiance with FAR Part. 136.3
(acceteme-stopdmnce)requimts:

Depaﬂunannunayhugﬂhneeded:chadr’ Sest.

5) Maﬁeﬁddevaﬁmo?mfamm&.andatempaWEOf%?wahmmd.pleasa

. indicate the fanding runway length neaded for this aircraft at maximum tanding

weight and in compliance with FAR Part 135.385 (80% effective lengih and wet
runway) requikements: :

Landing runwey length needed: 400 teet

Company/individual Name: %&ML Date: 7/ /97
(OFTIONAL) 7

(over please)

87-81-37 89:83 : RECEIVED FROM:SE3 7755749 : P-82
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Athens/Ben Epps AIRPORT
MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
(Existing Users and Tenants)

Dear Airport User/Tenant:

As part of the Master Plan Study for the Athens/Ben Epps Airport, the Consultant is
evaluating the necessity and justification for a possible runway extension to better serve
user requirements. Your assistance in this effort would be greatly appreciated, and we ask

that you complete this survey form for each aircraft operated by your company at the
Athens/Ben Epps Airport on a regular basis.

0

2)

3)_"

4)

Lo 54

Please indicate the average number of annual departures and landings made by

Please list Aircraft Make and Model:

‘this aircraft at Athens/Ben Epps Airport:

Annual Departures: & ' Annual Landings: __ -

If present runway length were not a limiting factor, please indicate the percent of
maximum takeoff weight MTOW you would normally operate this aircraft at to
complete flight missians without constraints: (o % MTOW.

At a field elevation of 808 feet MSL and a temperature of S0°F with zero wind,

please indicate the departure runway fength needed for this aircraft at the % MTOW
indicated in question (3) above and in compliance with FAR Part 135.379

" (accelerate-stop distance) requirements:

Departure runway 1ength needed: é f 50 feet f d‘f 7/ J

At a field elevation of 808 feet MSL and a temperature of 30°F with no wind, please
indicate the fanding runway length needed for this aircraft at maximum landing

weight and in compliance with FAR Part 135.385 (60% effective length and wet
runway) requirements:

Landing runway iength needed: é .Z/ 0 feet.

Corﬁpanyllndividual Name: QUDS /EUD _Zac, Date: ;77// / ?’}’
/ 7

(OPTIONAL)

NTTLE CH/EF AT

1517

A/ qz [,E (over pleasé) 4 X a, /”6 LT Z2EE
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“Athens/Ben Epps A!RPORT
MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
(Existing Users and Tenants)

~ Deer Asrpoﬂ User/T enant

Ag part of the Master Plan Study for the Athens/Ban Epps Alrport the Consultant is
evaluating the necessity and justification for w pussible runway extension to better serve
user requirementa. Your assistancs in this effort would be greatly appreciated, and we ask

that you compiete this survey form for each aircraft operated by your company at the
Athens/Ben Epps Aliport on a regular basis.

1y
2)

3)

5)

: . <
Pleaae list Aircraft Make a_nd Model: Farepnd) SO ’4/ é‘&ﬁ 7

Please indicate the éverage number of annual departures and lendings made by
this aircraft at Athens/Ben Epps Almport:

Annuai Dspartures: '95" | Annual Landings: _ =2©

If prasent runway ‘lengt'h” ware not a ihﬁiﬂng factni-. piease indicate the percent of
maximum takeoff waight MTOVY you would nommally operste this gircraft at to

~ complete fight missions without constraints: SO % MTOW.

At a fiokd olovation of 808 feat MSL and a temperature of 80°F with 2aro wind,
pisass indicate the departure runway length needad for this aircratft at the % MTOW
indicated in question (3) above and In compliance with FAR Part 135.378
(ac@erate-stop distance) raqulremenis

Departure runway length naeded _H#3Z2L feet,

~ Atafleld slevation of 808 feet MSL angd a temperature of $0°F with no wind, pbm

indicate the landing runway length neaded for this aircraft at maximum landing

weight and in compliance with FAR Fart 135.385 (80% effective length and wet
runway) requirements:

Landihg runway length needed: M.feet

Company/individual Name: <42 E Zocy r oy ¢ Date: E-97
(OFTIONAL)

(over please)
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Athens/Ben Epps AIRPORT
MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
{Existing Users and Tonants)

Dear Airport Us-arﬁ' enant;

As pan of the Master Plan Stxiy for the Athens/Ben Epps Airport the Consultant is
evaluating the necassity and justfication for a possible rurway extension to better serve
| user requEBmants. Your assistanca in this effort would be greatly appreciated, and we ask
that you complete this survay form for each aircraft oporated Dyyourcampany at the
Aﬁ'umslBanEppsAkpannguhfm

1)  Please list Aircraft Maks and Mode!: //e-u’ 2D

)  Pleasa indicate the average number of snnual departures and 1andmgs made by
this aircraft at Athens/Ben Epps Alrport: -

€ Annual Departures: A~ Annuat Lahdings: 2

3) ﬂ’pmo;tnm&bngthmnotu lmiting factor, please indicate the percent of
maximum takecff weight MTOW you would nonmally operate this aircraft at to
compiete Bcght missions withowt constraints: — L22 % NMTOW.

&) AtaﬁeﬁMmdBOBfeaMSLmdatemMumofBO'szerowm

piease indicate the deperiure muinwey length needed for this aircratt at the % MTOW
indicated in guestion {3) above and in compliances with FAR Part 135, 378
(sccalerato-stop distance) requiremnents:

Dwommmybngthnouhd' S772 et

)] AtaﬁoidmdsoeﬁaM&mdaMmonO'FMnomnd please
mdrcatshlmdhgnamyiuw needed for this aircraft at mamum tanding
weight and in compliance with FAR Pan 135.385 (0% effective length and wet
ruTway) requirements: ‘

Landing runway length needed: _ S > 2O teet.

Compuny/individual Name: ___y_v_&_____ Data: __7- /- 77
(OPTIONAL |

(over th)
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- Athens/Ben Epps AIRPORT
MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
(Existing Users and Tenants)

Dear Airport User/Tenant:

As part of the Master Plan Study for the Athens/Bsn Epps Awrport, the Consultant is
evaluating the necessity and justification for a possible runway extension to better serve
user requirements. Your assistance in this effort would be greatly appreciated, and we ask
that you complete this survey form for each zircraft operated by your company at the
Athens/Ben Epps Airport on & regular basis. R

1) - Please list Aimréft Make and Model: _SABRE LiAV/EL &5

2) Please indicate the average number of annual departures and landings made by
this aircraft at Athens/Ben Epps Airport:

Annual Departures: =  Annual Landings: _ &

3) If present runway lehgth were not a limiting factor, please indicate the percant of
maximum takeoff weight MTOW you would nommally operate this aircraft at to
complete flight missions without constraints: 72 % MTOW.

4) At a field elevation of 808 feet MSL and a temperature of S0°F with zero wind,

- Please indicate the departure runway length needed for this aircraft at the % MTOW

indicated in question (3) above and in compliance with FAR Part 135.379
(accelerate-stop distancs) requirements:

Departure runway length needed: _ 6 894  faat U/ WY : Score
~ TBOSE Frer Ruvwav OF (/70 0P /
5) At a field elevation of 808 foet MSL and a temperature of 80°F with no wind; please
indicate the landing runway length needed for this aireraft at maximum landing

weight and in compliance with FAR Part 135.385 (60% effective lkength and wet
runway) requirerments:

feet.

- Company/individual Name: _Pr¢/gaecr EC&TLrr Date: __ 7/3/¢7
(OPTIONAL) ‘

Landing runway length needed: 65 / (

(over please)

NI A1 Q7 oo ae : ) . : ’ Ak -TOTAL PAGE.B2 xox
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Athens/Ben Epps AIRPORT
MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
‘ (Exleiing Usem and Tenants)

Dear Airport User/T enant

- As part of the Mastar F!an Study for the Athens/Ben Epps Airport, the Consuﬂ:ant is
evaluating the necessity and justification for & possible runway extension to batter serve
‘uaer requirements. Your assistance in this effort would be greatly appreciated, and we ask

that you complete this survey form for aach alreraft operated by your company at the
' Athens/Ben Epps Airport on a regular basis.

1)
2)

3)

4)

C)

Please list Alrcraft Make and Model: é_u LQ Shiugarn T/ 7,7 :

~ Please indicate the average number of annual departures and landi ngs made by

th:s aircraft at Athena/Ben Epps Alrport:

1
¢

Annual Departures: L » Annual Landings: 2

tF present runway length were not a Emiting factor please indicate the parcent of
maximum takeoff weight MTOW you would normally operate this aircraft at to
complete flight missions without constraints: 22 -0 % MIOW.

At a fiald elevation of 808 feet MSL and a tempera‘ture of 90°F with! zaro wind,
please indicats the departure runway length needed for this alrcraftatﬁ'le % MTOW

ooz

indicated in question (3) above and In compRance with FAR Part 135.379 .

' (acca%erate—stop distancs) requirements:

Departure runway length nesded: &% S feet.

Ataﬂeid elevation of 808 feet MSL and a tamperature of 90°F with no wind, please
indicate the Janding runway length needed for this aircraft at maximum landing

weight and in compliance with FAR Part 135.385 (B0% effective langth and wet
runway) requirements:

Landing. runway length needed: & 705? feet. ;

Company/individual Name: Q__L,ngéwé,as Date: _/~ 7«? 7

(OPTIONAL) : s P

(over plaase)
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Athens/Ben Epps AIRPORT
MASTER PLAN STUDY

RUNWAY LENGTH REQUIREMENT SURVEY
(Existing Users and Teanants)

Dear Airport User/Tenant

As part of the Master Plan Study for the Athens/Ben Epps Airport, the Consultant is
evaluating the necessity and justification for a8 possible runway exiension o better serve
user requirements. Your assigtance in this effort would be greatly appreciated, and we ask

that you complete this survey form for sach aircraft operated by your company at the
Athens/Ben Epps Airpart on a reguiar basis.

1) Please list Aircraft Make and Modet: Aéwft"éié ﬁé’:’ J’ét’ "5 é"j

2)  Please mdicata the average number of annual departures and landmgs made by
thiz zircraft at Athans/Ben Epps Alrpcrt

Annual Departurea. _ 2 ‘ Annual Landings: ‘ =2

3) If present runway length were not a limiting factor, please indicate the barcam of
- maximum takeoff weight MTOW you would normally _operate this aircraft at to
complete flight missions without constraints: éé % MTOW.

4) At a field elevation of 808 feet MSL and = temberature of 80°F with zero wind,
please indicate the departure runway Iengtb needed for this aircraft at the % MTOW

indicated In question (3) above and in compliance with FAR Part 135.379
{(aceelarate-stop distance) requirements:

/

Departure runway length needed: __JLe2  feet.

5)  Ata field elevation of 808 fest MSL and a temperature of 90°F with no wind, please
Indicate the /anding runway length needed for this aircraft at maximum landing

weight and in compliance with FAR Part 135.385 (80% effective langth and wet
runway) requirements:

~ Landing runway length needed: ‘/35' D feet.

'Comany/lndivldual Name: JO#MS"W’ t‘/ué,;zm/ Date: 7/ 7 / 77
(OPTIONAL)

(over piease)
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Please use this space to provide any additional information or comments:

New' £

THE  Cunied Y LENETH 5 ALQLrLLD) AL Al

Yl AaST BESTELTIE ol Ll

P

Please retum this completed form to:

THE LPA GROUP INCORPORATED
ATTN: R. Kennedy Holt

2530 Devine Street

Columbia, SC 28205

Tel: (803) 254-2211

Fax: (803) 779-0482

or call Mr. Holt at the abave telephone number with any questions.

Thank you for your asslstance In this important Study.

~ TOTAL P.63
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AIRLINE LETTERS




A Delta AirLines

Dcha Aur Lines, Inc.
Post Qthce Box 20706
Atianta, Genrgn 36220-6005

March 10, 1999

Mike Floyd, Senitr Aviation Planncr
The LPA Group, Inc.

5255 Triangle Parkway

Suite 300
“Norcross, GA 30010

Dear Mr. Floyd:

This is a final finding on your request for Delta Air Lines (Delta) to operate a charter t
Athens Municipal Airport, Athens, GA (AHN).

Deha’s Flight Operations department. has made a decision, not authorizing charter ;
operatiens for UGA football team at Athens airport. ‘

The decision was based upon many factors, but the primary consideration was that a
consistent. reliable, and safe operation would be difficult to achieve. It was felt that to
complete the charters through-out the season, an ideal operating environment needed 10
exist. There were too many scenarios that would invariabl y place the charter back into an
. Atlanta operation, thus providing less than satisfactory service to UGA. ‘

Delta would be abl¢ 10 provide a consistently safe and reliable chanter operation for the

UGA football team, under most weather conditions, if we had the followi ng to operate
with: : :

ol

. Runway lcngth or 6500 ft or greater for 9/27.

t2

. Rumway width of 150 ft for 9/27.

‘s

. Increase the load bearing capabilities of runway 9/27, taxiways and parking ramp.

While 6500 ft is Delta’s minimum for most operations into AHN, this should not
preclude Athens airport authority from lengthening the runway beyond 6500 fi.
Consideration should also be given to the funway width and load bearing capahilities for
futwre charters. This upgrade would allow the airport to handle larger aircraft such as a

B757/B767. thus providing better aircraft performance and the flexibility to carry larger
charter groups. '




Mr. Michael D. Floyd
Page Two '
March 10, 1999

Delta would like to offer the option of Athens airport over Atlanta and continue our long
standing relationship with UGA. We strive very hard 10 improve upon our services to our
charter customers and make all options available. Regretfully, Delta can not offer charter
service for the UGA football team utilizing the Athens airpont at this time.

Thank you, and feel fice to contact myself or charter marketing for further questions.

' Sincerclj',

) bl (Ot
Michael Oberle '
Charter Coordinator - Flight Control

¢c: Rick Darby - Supervisor - Navigation Database Analyst
Bill Barge - Manager Special Operations
Larry Carr - Charter Marketing
Capt. Ron Korthals - B727 Program Manager
Jim Bell - Performance Engineering '
~ Capt. Terty Cusik - System Manager Domestic - Flight Operations
Ray Redlich - Manager Domestic Operations - Flight Control




APPENDIX C

FAA DESIGN CALCULATIONS




AIRPORT AND RUNWAY DATA

Airport elevation . . . . . . . . 4 a7 e e e e e
Mean daily maximum temperature of the hottest month
Maximum difference in runway centerline elevation . . .
Length of haul for airplanes of more than 60,000 pounds
Wet and slippery runways

RUNWAY LENGTHS RECOMMENDED FOR AIRPORT DESIGN

Small airplanes with approach speeds of less than 30 knots
Small airplanes with approach speeds of less than 50 knots
Small airplanes with less than 10 passenger seats

75 percent of these small airplanes

95 percent of these small airplanes e

100 percent of these small airplanes . . . .
Small airplanes with 10 or more passenger seats .

Large airplanes of 60,000 pounds or less
75 percent of these large airplanes at 60 percent useful load
75 percent of these large airplanes at 90 percent useful load
100 percent of these large airplanes at 60 percent useful load
100 percent of these large airplanes at 90 percent useful load

‘Airplanes of more than 60,000 pounds-. . . . . . .. Approximately'

REFERENCE: Chépter 2 of AC 150/5325-4A, Runway Length Requirements
for Airport Design, no Changes included.

- 808
30.00

1000

320
860

2790
3320
33940
4420

5500
7390
6280
9280

6290

feet

feet
miles

feet
feet

feet
feet
feet
feet

feet
feet
feet
feet

feet -




 APPENDIX D

GLOSSARY OF AVIATION TERMS




Glossary of Aviation Terms

-A-
AC - Advisory Circular.
ADAP - Airport Development Aid Program.

ADO - Airports District Office - administrative regional office of FAA that oversees airport-
development projects.

AFSFO - Airway Facilities Sector Field Office.

AFB - Air Force Base.

AGL - Above Ground Level.

AHN Three letter 1dent1ﬁer for Athens/Ben Epps Airport.

AIA Annual Instrument Approach.

AIJP - Airport Improvement Program.

AIR CARRIER Alircraft 6perating under certificates of public convenience and necessity

issued by the FAA authorizing the performance of scheduled air transportation over specified

routes and a limited amount of non-scheduled air transportation over specified routes and a
limited amount of non-scheduled operations.

AIRCRAFT TYPES - An arbitrary classification system which identifies and groups aircraft

having similar operational characteristics for the purpose of computing runway and termmal area
~ capacity.

AIR NAVIGATIONAL FACILITY - Any facility used for gmdlng or controlhng flight in the
air or during the landing or takeoff of aircraft.

AIR ROUTE SURVEILLANCE RADAR (ARSR) - Long-range radar which increases the
capacity of air traffic control for handling heavy enroute traffic. An ARSR site is usually located

at some distance from the ARTCC it serves. Its range is approximately 200 nautical miles. Also
called ATC Center Radar.

AIR TAXI - Aircraft operated by a company or individual that performs air transportation on a
non-scheduled basis over unspecified routes usually with light aircraft.

AIRPORT SURVEILLANCE RADAR - Radar providing position of aircraft by azimuth and

range data without elevation data. It is designed for a range of 50 miles. Also called ATC
Terminal Radar.




AIRPORT TRAFFIC AREA - Unless otherwise specifically designated, that airspace within a
~ horizontal radius of five statute miles from the geographical center of any airport at which a

control tower is operating, extending from the surface up to but not including 3,000 feet above
the surface.

AIR ROUTE TRAFFIC CONTROL CENTER (ARTCC) - A facility established to provide

air traffic control service to aircraft operating on an IFR flight plan within controlled airspace
and principally during the enroute phase of flight.

AIRSPACE - The space lying above the earth or above a certain area of land or water which is
necessary to conduct aerodynarmc operations.

ALP - Airport Layout Plan.

‘_;Aﬁ - Appfoach Light System.

ALSF-II - High intensity approach light system with sequenced ﬂashing ﬁghts.
ANG - Army Natlonal Guard

 ANNUAL SERVICE VOLUME - Maximum number of annual aircraft operations that can
theoretically be conducted at an airport, based on configuration, aircraft fleet mix, use, etc.

APPROACH FIX - The point from or over which final approach (IFR) to an airport is expected.

ARFF - Aircraft Rescue and Fire Fighting.

ARTS - Automated Radar Terminal Station.

ASNA - Aviation Safety and Noise Abatement Act 6f 1979.
_Aﬂ - Abbreviation for Irunway surface composed of asphalt.
ASR - Airport Surveillance Radar.

ASV - Annual Service Volume.

ATA - Air Transport Association.

5_'13 - Air Traffic Control.

ATCT - Air Traffic Control Tower.

AVASI - Abbreviated visual approach slope indicator system.

-B-

BASED AIRCRAFT - An aircraft permanently stationed at an airport, usually by some of
agreement between the aircraft owner and airport management.




BASIC TRANSPORT AIRPORT - An airport designed to serve operations by busmess jet
aircraft. :

- BASIC UTILITY AIRPORT - An airport of this type is de51gned to accommodate 95 percent
of the propeller aircraft fleet under 12,500 pounds.

BRL - Building Restriction Line.

-C-

CAB - Civil Aeronautics Board - formet federal agency responsible for overseeing and

regulatmg air carrier industry; FAA has been delegated the respon81b1ht1es that were assumed by
the CAB.

CAT I - Category I Instrument Landing System.
CAT II - Category II Instrument Lmding System.

CAT III A - Category III A Insﬁ'ument Landing Sysfem.
CBD - Central Business District.

CIRCLING APPROACH A descent in an approved procedure to-an airport, a circle-to-land
maneuver.

CL - Centerline Lighting.

COMMUTER AIRLINE - Aircraft operated by an airline that performs scheduled air ,
transportation service over specified routes using light aircraft. Light aircraft means an aircraft
having 30 seats or less and a maximum payload capacity of 7,500 pounds or less.

CONTINENTAL CONTROL AREA - This includes the airspace at and above 14,500 feet
MSL of the 48 contiguous states, the District of Columbia, and Alaska, excluding the Alaskan -
peninsula west of longitude 160 degrees west. It does not include the airspace less than 1,500
feet above the surface of the earth nor most prohibited or restricted areas.

CONTROL AREAS - These consist of the airspace designated as VOR Federal Airways,
additional Control Areas, and Control Area Extensions but do not include the Continental
Control Area. Control zones that do not underlie the Continental Control Area have no upper
limit. A control zone may include one or more airports and is normally a circular area with a

radius of 5 statute miles and any extensions necessary to include instrument departure and arrival
paths.

CONTROL TOWER - A central operations facility in the terminal air traffic control system
consisting of a tower cab structure (including an associated IFR room if radar-equipped) using

-air/ground communications and/or radar, visual signaling, and other dev1ces to provide safe and
expeditious movement of terminal air trafﬁc




CONTROL ZONES - These are areas of controlled airspace which extend upward from the
surface and terminate at the base of the Continental Control Area. Control zones that do not
underlie the Continental Control Area have no upper limit. A control zone may include one or
more airports and is normally a circular area with a radius of five statute miles and any
extensions necessary to include instrument departure and arrival paths.

CONTROLLED AIRSPACE - Airspace designated as Continental Control Area, control area,

control zones, or transition area within which some or all aircraft may be subject to air traffic
control.

dB - Decibel.
dBA - A-weighted Decibel.

DECISION HEIGHT (DH) - With respect to the operation of aircraft, this means the height at
which a decision must be made, using an ILS or PAR mstrument approach, to either continue the
approach or to execute a missed approach

DISTANCE MEASURING EQUIPMENT (DME) - An electronic installation established with
either a VOR or 11-5 to provide distance information form the facility to pilots by reception of
electronic signals. It measures, in nautical miles, the distance of an aircraft from a NAVMD.

DOD - Department of Defense.

-E-

ENROUTE - The route of flight from the point of departure to point of destination, including
intermediate stops (excludes local operat1ons)

ENROUTE AIRSPACE - Controlled airspace above and/or adJacent to terminal axrspace
EPA - Environmental Protection Agency.

FAA - Federal Aviation Administration.
FAR - Federal Aviation Regulations.

FBO - Fixed-Based Operator. -
FINAL APPROACH IFR - The ﬂilght path of an aircraft which is inbound to the airport on an
approved final instrument approach course, beginning at the point of interception of that course

and extending to the airport or the point where cuchng for 1and1ng or missed approach is
executed.




FINAL APPROACH VFR - A flight path of landing arrcra.ft in the direction of landing along
the extended runway centerline from the base leg to the runway.

FLEET MIX - The proportion of aircraft types or models expected to operate at an airport.

FLIGHT SERVICE STATION (FSJ A facﬂlty operated by the FAA to provide flight
assistance services.

GADO - General Aviation District Office.

GENERAL AVATION (GA) - Refers to all civil arrcraft and operations which are not
classified as air carrier.

GENERAL UTILITY (GU) AIRPORT - An airport which is designed to accommodate
substantially all propeller-driven aircraft of less than 12,500 pounds.

GENERAL TRANSPORT (GT) AIRPORT - This airport'designation is used when an airport

is forecast to support general aviation transport aircraft between 60,000 and 175,000 pounds
MGTOW. v

GLIDE SLOPE (GS) - The vertical guidance component of an ILS.

-H-
~ HIRL - ngh Intensity Runway Edge Lighting.

HIGH ALTITUDE AIRWAYS - Air routes above 18,000 feet MSL. These are referred to as
Jet Routes.

HOLDING - A pre-determined maneuver which keeps an alrcraft within a spec1ﬁed alrspace
while awaiting further clearance.

HUD -'Department of Housing and Urban Development.

INSTRUMENT APPROACH - An approach conducted while the final approach fix is below
VFR minimums.

IFR - Instrument Flight Rules that govern flight procedures under IFR condltlons (limited
v151b1hty or other operational constramts)

INM - Integrated Noise Model. - | -

INSTRUMENT LANDING SYSTEM (ILS) - A precision landing air consisting of localizer

(azimuth guidance), glide scope vertical guldance) outer marker (final approach fix), and
approach light system




- INSTRUMENT OPERATION A landing or takeoff conducted while opcratmg on an
~ instrument flight plan.

ITINERANT OPERATION - All aircraft arrivals and departures other than local operations.

-

'JET ROUTES - See High Altitude Airways.

-L-

LANDING DIRECTION INDICATOR A-device which visually indicates the direction in -
which landmgs and takeoffs should be made.

LANDING MINIMUMS/IFR LANDING MINIMUMS - The minimum v151b111ty prescnbed
for landing while using an mstrumcnt approach procedure.

LDA - LOCALIZER TYPE DIRECTIONAL AID - A NAVAID used for non-prccision

instrument approaches with utility and accuracy comparable to a localizer but which is not a part
of a complete ILS and is not aligned with the runway.

I_J(_ig - Day-Night Average Sound Level. -

| L_g - chivalent Sound Level. o

LF - Linear Feet.

LOC- Localiier - Part of ILS that provices course guidance to the runway,

LOM - Compass locctor at an outer marker (part of an ILS). Also called COMLO.

LOCAL OPERATION - Operations performed by aircraft which: (a) operate in thellccal traffic
pattern or within sight of the tower; (b) are known to be departing for, or arriving from, flight in

local practice area located within a 20-mile radius of the control tower; or (c) execute simulated
instrument approaches or low passes at the airport.

LOW ALTITUDE ATRWAYS - Air routes below 18,000 feet MSL. These are referred to as
Victor Airways.

LPA - The LPA Group Incorporated
- MALS - Medium (intensity) Approach Light Systerri.
MALSF - MALS with sequenced flashing lights.

MALSR - MALS with runway alignment indicator lights (RAILs).




- MARKER BEACON - A VFR nav1gat10nal a1d wh1ch transmlts a narrow directional beam Itis
associated with an airway or an instrument approach

MASTER PLAN - Long-range plan of airport development requirements.

MCTW - Meximum Certificated Takeoff Weight.

MGTOW - Maximum‘ Gross Take'off Weight.

MICROWAVE LAN DING SYSTEM (MLS) - An instrument landing system operating in the

microwave spectrum which provides lateral and vertical guidance to aircraft having compatible
avionics equipment.

MINIMUM DESCENT ALTITUDE (MDA) - The lowest altitude, expressed in feet above
mean sea level, to which descent is authorized on final approach or during circling-to-land

maneuvering in execution of a standard instrument approach procedure where no electronic glide -
slope is provided.

MIRL - Medium Intensity Runway Edge Lightingl. »

MISSED APPROACH - A prescribed procedure to be followed by aircraft that cannot complete
an attempted landing at an airport.

'MITL - Medium Intensity Taxiway Edge Lighting.

MM - Middle Marker - Part of an ILS that defines a point along the glide slope normally located
at or near the point of decision height (DII)..

~ MOA - Military Operating Area.

MSL - Mean Sea Level.

-N-

NAS - NATIONAL AIRSPACE SYSTEM - The common system of air navigation and air
traffic control encompassing communications facilities, air navigation facilities, airways,

controlled airspace, special use airspace, and flight procedures authorized by Federal Aviation
Regulations for domestic and international aviation.

NAVAID - See Air Navigational Facility.

NDB - NON-DIRECTIONAL BEACON - An electronic g’rouhd station transmitting in all
directions in the L/MF frequency spectrum; provides azimuth guidance to aircraft equipped with -

direction finder receivers. These facilities are often established with ILS outer markers to
provide transition guidance to the ILS system.

NEPA - National Environmental Policy Act.

NLR - Noise Level Regulation.




NM - Nautical Mile.

- NOISE ABATEMENT - A procedure for the operation of aircraft at an airport which minimizes
the impact of noise on the environs of the airport.

NOISE COMPATIBILITY PROGRAM (NCP) - List .of actions the aifport proprietor
proposes to undertake to minimize noise/land use incompatibilities.

NOISE EXPOSURE MAP (NEM) - Graphic depiction of both existing and future noise
exposure resulting from aircraft operations and land uses in the airport environs.

NOISEMAP - FAA-approved computer model used to generate noise contours.

NON-PRECISION APPROACH PROCEDURE/NON-PRECISION APPROACH - A
standard instrument approach procedure in which no electronic glide slope is provided.

NOTICE TO AIRMEN/NOTAM - A notice containing information (not known sufficiently in
advance to publicize by other means) concerning the establishment of, conditions of, or change

in any component (facility, service, or procedure or hazard in the National Airspace System) the
~ timely knowledge of which is essential to personnel concerned with flight operations.

NPI - Non-Precision Instrument runway marking.
NPIAS - National Plan of Integrated Airport Systems.

NWS - National Weather Service.

O & D - Origination and Destination.

OAG - Official Airline Guide.

OBSTRUCTION - Any obj ect/obstacle exceeding the obstruction sta.ndards spec1ﬁed by FAR
Part 77.

OBSTRUCTION LIGHT - A light, or one of a group of lights, usually red or white, frequently '
mounted on a surface structure or natural terrain to warn pilots of the presence of an obstruction.

ODALS - Omni-directional Approach Light System.

OM - OUTER MARKER - A marker beacon, Wthh is part of an ILS, located at or near the
glide slope 1ntercept altitude of an ILS approach. .

-

OPBA - Operations per based aircraft.

OPERATION - An aircraft arrival (landing) at or departure (takeoff) from an airport.




OUTER FIX - A point in the destination terminal area ﬁ-om which arrcraft are cleared to the
approach fix or final destination. :

PAPI - Precision Approach Path Indicator.
PAR - Precision Approach Radar.

PI- Precision Instrument runway marking.

POSITIVE CONTROL AREAS - Airspace wherein aircraft are required to be operated under
Instrument Flight Rules. .

PRECISION APPROACH - A standard approach in which an electronic glide slope is
" provided. ’

PROHIBITED AREA - Au'space defined dimensions identified by an area on the surface of the
earth within flight is prohibited.

PU - Public-owned airport.

PVT - Private-owned airport.

RAIL - Runway Alignment Ihdicator Lights.
RAPCON - Radar Approach Control Center.
RASP - Regional Airport System Plan.
REIL - Runway End Identifier Lights.

RELIEVER AIRPORT - An airport which, when certain criteria are met, relieves the
aeronautical demand on a high density air carrier airport.

RESTRICTED AREAS - Airspace of defined dimensions identified by an area on the surface |
of the earth within which the flight of aircraft, while not wholly prohibited is subject to
restrictions.

RNAYV - Radar navigation.

-

ROTATING BEACON - A visual NAVMD displaying ﬂashes of white and/or colored hght
used to indicate location of an arrport '

RPZ - Runway Protection Zone.




RUNWAY SAFETY AREA - An area symmetrical about the runway centerline and extending
beyond the ends of the runway which shall be free of obstacles as specified.

- RVR - Runway Visibility.

RW and R/'W . Runway. -

SALS - Short Approach Light System.
* SDF - Simplified Directional Facility landing aid providing pattern direction.

SEGMENTED CIRCLE - An airport aid identifying the traffic pattern direction.

SEL - Sound Exposure Level.

SENEL - Single-event noise exposure level.

SEPARATION MINIMA - The minimum longitudinal, latéral, or vertical distances by which
aircraft are spaced through the application of air traffic control procedures.

Q - Square Feet.

(S) SALS - Simplified Short Apprééch Light System.

SMSA - Standard Metropolitan Statistical Area.

M - Simplified Short Approach Light System with Sequenced Flashing lights.
STOL - Short Takeoff and Landing. |

STRAIGHT-IN APPROACH - A descent in an approved procedure in which the final

approach course alignment and descent gradient permit authorization of straight-in landing
minimums.

SYSTEM PLAN - A representation of :thc aviation facilities required to meet the immediate and
future air transportation needs and to achieve the overall goals.

T & G - Touch and Go operation.
TACAN - Tactical Air Navigation.
TAF - FAA's Tefminal Area Forecast. . i

TDZ - Touchdown Zone Lights.




TERMINAL AIRSPACE - The controlled a.irspacé normally associated with aircraft departure
- and arrival patterns to/from airports within a terminal system and between adjacent terminal
- systems in which tower enroute air traffic control service is provided.

TERMINAL CONTROL AREA (TCA) - This consists of coﬁtrolled airspace extending

upward from the surface of higher to specified altitudes within which all aucraft are subject to
_positive air traffic control procedures.

TERMINAL RADAR SERVICE AREA (TRSA) - This area identifies the airspace
surrounding an airport wherein Air Traffic Control provides radar vectoring, sequencing, and
separation on a full-time basis for all IFR and participating VFR aircraft. Although pilot
participation is urged, it is not mandatory within the TRSA.

TERPS - Terminal Instrument Procedures.
- T-HANGAR - A T-shaped aircraft hangar which provides shelter for a éingle airplane.

THRESHOLD - The phyéical end of runway pavement.

TOUCH-AND-GO OPERATION An operatlon is which the a1rcraft lands and begms takeoff
roll without stopping. :

TRAFFIC PATTERN - The traffic flow that is prescribed for aircraft landing at,.taxiing on, and

‘taking off from an airport. The usual components of a traffic pattern are upwind leg, crosswind
leg, downwind leg, and final approach

TRANSIENT OPERATIONS - An operation performed at an airport by an aircraft that i is
based at another airport.

TRSA - Terminal Radar Service Area.
TVOR - Terminal Very High Fréquency Omnirange Radio Statidn.

TW and T/W - Taxiway. -

UHF - Ultra High Frequency.

UNCONTROLLED AIRSPACE - That portion of the airspace that has not been designated as
Continental Control Area, control area, control zone, terminal control area, or transition area and

within which ATC has neither the authority nor the responsibility for exercising control over air
traffic. : a

-

UNICOM - Radio communications station which provides pilots with pertinent information
(winds, weather, etc.) at specific airports.

USGS - United States Geological Survey.




USWB - United States Weather Bureau.
-V-
VASI - Visual Approach Slope Indicator providing visual glide path.
VECTOR - A heading issued to an aircraft to provide navigétional guidance by radar.

VFR - Visual Flight Rules that govern flight procedures in good weather. .

VER AIRCRAFT An a1rcraft conducting flight in accordance with Visual Flight Rules.

VHF - Very High Frequency..

' VICTOR AIRWAYS - See Low Altitude Airways.

VOR - Very High Frequency Omni-directional Radio Station. |
VORDME - VOR fécility supplemented wif:h Distance Measuﬁng Equipment (DME).
VORTAC - VOR facility supplernented'wifh Tactical Air Navigation (TACAN).
V/STOL - Vertical/Short Takeoff and Landing.

VTOL - Vertical Takeoff and Landing (includes, but is not limited to, helicopters).

WARNING AREA - Alrspace which may contain hazards to non-participating aircraft i in
international airspace. .

 WIND-CONE (WIND SOCK) - Conical wind direction indicator.

WIND TEE - A visual de\;ice used to advise pilots about wind direction at an airport.
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AVIATION ACTIVITY FORECASTS TECHNICAL PAPER

Aviation forecasts the Athens/Ben Epps Airport (AHN) present estimates of future aviation-related activity. These
forecasts are measures of demand to be placed on airport facilities, and are used in subsequent sections to estimate
airport facility requirements throughout the 20-year study petiod. Due to the range of requirements to be developed,
this section presents both annual and detivative (peak-hour) forecasts of general aviation and commuter activity. Future
projections initially serve as a guide to facilitate the planning of airport development phasing, and later serve as a basis for

financial planning,

Forecasts presented herein use estimated 1997 activity as the base year; from which a 20-year planning horizon is
calculated, beginning in 1998 and ending in 2017. This section is organized into four significant subsections: forecast
assumptions, socioeconomics, historic activity, and activity forecasts. Throughout the discussion, the major elements of
air transportation have been grouped together. These elements are comprised of air carrier (commuter) demand, air
catgo demand, general aviation demand, and military demand. As a special note, general aviation demand includes all

activity associated with business and corporate flying, air taxi, flight instruction, personal flying, and charter flying.

Projections of aviation activity which follow were generated utilizing several sources of data, including: FAA Terminal
Area Forecasts for AHN and the Nation; FAA National Aviation Forecasts, Fiscal Years 1997-2008; the Georgia
Statewide Aviation System Plan; the 1995 Athens/Ben Epps Airport Master Plan Update; and past growth trends of
various aviation demand elements together with socioeconomic factors which wete extended into the future using a
vatiety of statistical techniques. Professional judgment was also employed to determine whether or not these projections
could be deemed reasonable forecasts of future activity at AHN. Many of the factors which influenced the forecasting

effort are discussed in the ensuing subsection.

FORECAST ASSUMPTIONS

An understanding of the many variables which affect the aviation industry is critical from the standpoint of developing
aviation demand forecasts that ate reliable for planning purposes. For example, the deregulation of air service in 1978
drastically altered airline strategy throughout the U.S. Airline hubbing was subsequently adopted by all major carriers,
thus impacting activity levels nationwide. Hubbing has dominated the marketplace for almost two decades, while smaller
communities have relied on service by regional carriers (commuters) opetating turboprop aircraft which typically seat
between 19 and 60 people. Regional cartiers have served the Athens community since the mid 70’s; however, over the
past decade absorption of regional carriers by the major carriers and code sharing have worked to further support the
hubbing strategy and eliminate ditect flights to major destinations from smaller communities. Currently, CCAir (a US
Airways Express affiliate) is the sole provider of air service at AHN. All flights connect through US Airway’s Charlotte
hub.
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Among the assumptions and factors considered in developing the aviation forecasts are the following:

¢ The air service market area includes the following Counties: Clarke, Oconee, Oglethotpe, Batrow, Elbert,
Hatt, Jackson, Madison, Morgan, and Walton. This equates to a distance of approximately 40 miles from

the aitport in some areas, or roughly an hour drive time.

o The general aviation market atea covers a somewhat smaller area, given the presence of other nearby
airports and the propensity of usets to dtive no more than 30 minutes. The area includes the counties of

Clatke, Oconee, Oglethorpe, Barrow, Jackson, and Madison.

o All of the passengers utilizing the terminal faciliies at AHN are and will continue to be
origination/destination-type passengers. Therefore, it is assumed that the level of annual enplaned
passengers shall equal deplaned passengers and that annual commercial departures (takeoffs) shall equal

annual commercial arrivals (landings).

o The ability of AHN to capture originations from the established market area is significantly impacted by
the proximity of Hartsfield Atanta International Airport and Greenville-Spartanburg Airport in South
Carolina. The Georgia Statewide Aviation Systemn Plan estimates that AHIN captures only 20 percent of
the total passengers from Clarke County and only five percent of the passengers originating from the
remaining market area counties. Although the possibility exists for infrequent use of AHN by passengers
originating beyond the 10-county market area (.e., Gwinnett, Banks, Franklin, and Greene counties), the

level would be insignificant from the standpoint of enplanement forecasting.

o The potential for enhanced ait service is another key factor. The Georgia Statewide Aviation System Plan
evaluated the future viability of additional commuter service to the Atlanta, Cincinnati, Memphis,
Nashville, Orlando, and Raleigh/Dutham hubs. Based on the demand levels, this evaluation concluded
that although new service could be justified, only one new point of service could be considered.
Additionally, a limited incentive exists for an Adanta carrier (Delta/Atlantic Southeast Aitlines) to offer

setvice, as they currently capture approximately 80 percent of the Clarke County originations.

o The recently completed GA Route 316 cotridor between the Atlanta metropolitan area and Athens
functions as a vital link between the two cities, reducing one-way travel times to a comfortable hour.
Significant growth by commercial and industrial interests is predicted along this corridor, meaning
increases in jobs and tax base revenues. The convenience of AHN will directly benefit from increased

- cotporate activity; however, as air service increases, it may not occur at the historical rate.

o With the opening of the contract air traffic control tower in 1994, a more accurate measure of operational
activity at AHIN is now possible. Prior to the tower opening, estimates were relied upon as the basis for
future projections, resulting in a great deal of uncertainty. The accuracy of this data will permit 2 more

defined understanding of peaking characteristics.
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o The employment and population statistics for Athens-Clarke County are expected to track very closely
with the national average. The effective buying power (personal income) has outpaced the national and

State of Geotgia averages since 1980. Projections point toward a continuance of this trend.

SOCIOECONOMIC CHARACTERISTICS

Socioeconomic data for Athens-Clarke County and the encompassing area are essential inputs toward quantifying the
future levels of aviation activity that may occur at AHN. In addition it provides good background information on local
trends and projections. Typically, the principal socioeconomic indicators that often provide the best information on the
profile of the local community are population, per capita income, and employment. Other excellent demographic
indicators, which may provide an acceptable correlation with aviation activity, are unemployment, housing units, and
total household income. Available data, offeting both histotic and projected statistics, were collected from the Northeast
Georgia Regional Development Center in Athens duting the inventory phase of the study. Based on this data,
comparative tables were prepatred which portray the socioeconomic character of Clatke County and the Northeast
Georgia region as a whole. The data presented in the following subsections address population, per capita income, and
total housing units. This socioeconomic information will serve as the basis for developing the forecasts of aviation
demand, presented in the Section titled, Forecasts of Aviation Activity. In addition, information provided duting

meetings with University of Georgia representatives will be considered in the forecasting process.

Population

Table 1 presents the historic and forecasted population for Clatke County and the Northeast Georgia Region. The table
shows that between 1970 and 1990 both Clatke County and the Northeast Georgia Region population has grown at an
average annual rate of over 1.5%. As a reference, this growth has noticeably outpaced the population growth of the
United States (0.98%) during a similar period.

Per Capita Income

Table 2 depicts a similar set of statistics for per capita income in Clatke County and the Northeast Georgia Region.
Again, Clarke County and the Northeast Georgia have both yielded a strong annual growth of 22% and 2.4%,
respectively. The average projected per capita income increase is expected to approximate 2.0% annually throughout the

20-year study period.
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Table 1
POPULATION TREaNDS & PROJECTIONS
Athens/Ben Epps Airport
Year Clatke County Notrtheast Georgia Region
1970 65,117 219,163
1980 74,498 267,896
1990 87,594 319,761
Forecast
2000 100,800 378,501
2010 115,800 447279
2020 131,800 523,491
Average Annual Growth
1970 - 1990 1.5% 1.9%
1990 - 2000 1.4% 1.7%
2000 - 2020 1.4% ' 1.6%

Notes: Northeast Georgia Region comprises eleven counties: Barrow, Clarke, Elbert, Greene, Jackson,
Madison, Morgan, Newton, Oconee, Oglethorpe, and Walton Counties.

Source: Northeast Georgia Regional Comprehensive Plan - 1997, Northeast Regional Development Center.
The LPA Group Incorporated analysis, 1997.

Housing Units

Table 3 provides a general sample of the overall average household buying power, by depicting the total number of
housing units within Clarke County and the Northeast Georgia Region. Solid growth in the total number of housing
units indicates a steady economy and is one of the foremost indicators utilized by the Federal government when
assessing the national economy. Average annual growth rates of 2.8% and 3.0%, have been witnessed in Clarke County

and the Northeast Georgia Region, respectively.
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le 2
PER CAPITA INCOME (1987 Zzllal:rs) TRENDS & PROJECTIONS
Athens/Ben Epps Airport
Year Clarke County Northeast Georgia Region
1970 8,637 7,961
1980 10,572 10,075
1990 13,368 12,873
Forecast
2000 14,869 14,544
2010 18,049 17,607
20201 21,910 21,320
Average Annual Growth
1970 - 1990 2.2% 24%
1990 - 2000 1.1% 1.2%
2000 - 2020 2.0% 1.9%

Notes: Northeast Georgia Region comprises eleven counties: Barrow, Clarke, Elbert, Greene, Jackson,
Madison, Morgan, Newton, Oconee, Oglethorpe, and Walton Counties.

! Extrapolated from 2010.

Source: Northeast Georgia Regional Comprebensive Plan - 1997, Northeast Regional Develogpment Center.
The LPA Group Incorporated analysis, 1997.

HISTORIC AVIATION ACTIVITY

Athens/Ben Epps Airport accommodates general aviation, commuter, and occasionally military activity.
Historical aviation activity data at AHN was gathered from various sources during the inventory phase of the
study, including: CCAIr, the fixed base operators, the ATCT, and the owner. Due to the nature of the operations
conducted by both the general aviation community and the commuter operator, detailed historical data is often
not available to the degree that it may be at larger hub airports. The absence of an ATCT prior to 1994, and the
current hours of operation for the tower (8:00 am - 8:00 pm) impact the validity of operations related data.
Wherever possible, previous data collected as part of the 1995 Master Plan Update was utilized and updated to
reflect current conditions. As a minimum, this study attempted to obtain 10 years of activity data to enhance the

legitimacy of future activity projections.
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Tabl
HOUSING UNIT TR;)bl\?SS & PROJECTIONS
Athens/Ben Epps Airport
Year Clarke County Northeast Georgia Region
1970 20,559 69,762
1980 27,602 96,272
1990 35,971 125,895
Forecast
2000 43,263 162,548
2010 ' 55,689 214,994
2020 71,939 285,702
Average Annual Growth
1970 - 1990 2.8% 3.0%
1990 - 2000 1.9% 2.6%
2000 - 2020 2.6% 2.9%

Notes: Northeast Georgia Region comprises eleven counties: Barrow, Clarke, Elbert, Greene, Jackson,
Madison, Morgan, Newton, Oconee, Oglethotpe, and Walton Counties.

Sonrce: Northeast Georgia Regional Comprebensive Plan - 1997, Northeast Regional Develgpment Center.
The 1.PA Group Incorporated analysis, 1997.

Commuter Activity

As noted previously, AHN has received commercial service in excess of 20 years. Since 1991, the level of service has not
changed significantly; in other words, point-to-point jet service has not been initiated and all flights continue to serve a
central hub operation. Fot these reasons, a sutvey of origination-destination (O&D) markets was conducted in 1991 for
passenger traffic and presented in the 1995 Master Plan Update. For the purposes of this study, this survey is still
believed to be valid. Acknowledging that subtle changes in ranking may have occurred, Table 4 depicts the top 20
passenger markets for Athens/Ben Epps Airport during 1991. The top five markets were New York, NY; Washington,
D.C.; Philadelphia, PA; Boston, MA; and Baltimore, MD. These five O&D markets represent approximately 35% of all
passengers using AHN.
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Table 4

TOP 20 ORIGINATION - DESTINATION MARKETS (1991)

Athens/Ben Epps Airport

Total O & D Air Carrier

Rank Market Passengers Percent Cumulative %
1 New York, NY 2830 0.1118 0.1118
2 Washington, D.C. 2510 0.0991 0.2109
3 Philadelphia, PA 1220 0.0482 0.2591
4 Boston, MA 1160 0.0458 0.3049
5 Baltimore, MD 1110 0.0438 0.3487
6 Chicago, IL 930 0.0367 0.3855
7 Chatlotte, NC 700 0.0276 0.4131
8 Pittsburgh, PA 620 0.0245 0.4376
9 Raleigh, NC 520 0.0205 0.4581

10 Richmond, VA 520 0.0205 0.4787
11 Denver, CO 470 0.0186 0.4972
12 Notrfolk, VA 440 0.0174 0.5146
13 Hartford, CT 430 0.017 0.5316
14 Cleveland, OH 420 0.0166 0.5482
15 Indianapolis, IN 410 0.0162 0.5644
16 Detroit, MI 400 0.0158 0.5802
17 San Francisco, CA 400 0.0158 0.596
18 Syracuse, NY 360 0.0142 0.6102
19 Los Angeles, CA 350 0.0138 0.624
20 Nashville, TN 310 0.0122 0.6363

Total of Top 20 16,110

Other Markets 9,210 0.3637 1

TOTALO & D 25,320 1 1

Sourve: _Athens/ Ben Epps Airport Master Plan Update, January 1995, Howard Needles Tammen & Bergendof..

Table 5 presents the total number of commuter enplaned passengers since 1975. The total number of passengers has

increased an average of over 2.5% annually since 1980. During the 1988-1990 timeframe, the airport, like most other

airports throughout the United States enjoyed its best years for commercial enplanefnents. From 1991-1995 the aitline

industry experienced widespread losses of revenue, consequently resulting in major restructuring of most carriers.

Contributing factors to this decrease in enplanements are: proximity of Hartsfield Atlanta International Airport, type of

equipment flown by the carrier, and marketing of the available service to the community and neighboring areas. The

enplanement levels from 1995-1997 have appeated to flatten out in the 13-14,000 range. Discussions with CCAir

indicate that enplanements are stabilizing and they expect a continued effott to market their service. In addition, efforts

to enhance the quality of setvice to AHN patrons will soon be offered by a new fleet of Jetstream Super 31 aircraft

procured by CCAir. These aircraft are scheduled to be phased into the system in the next two years.
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Table 5
HISTORIC COMMU’?EGIR ENPLANEMENTS
Athens/Ben Epps Aitport
Year Enplanements Percent Change
1975 10,303 N/A
1976 8,257 -22.00%
1977 10,328 31.38%
1978 15,482 41.16%
1979 11,347 -27.70%
1980 8,473 -20.95%
1981 6,305 -27.46%
1982 3,834 -37.09%
1983 4,629 18.83%
1984 4,986 6.06%
1985 8,816 77.43%
1986 11,239 2521%
1987 12,267 9.92%
1988 17,739 40.55%
1989 19,439 14.20%
1990 18,756 -4.13%
1991 16,249 -14.40%
1992 15,383 -5.76%
1993 14,958 -2.76%
1994 15,964 6.73%
1995 13,552 -15.11%
1996 14,037 3.58%
1997 (Est.)! 13,300 -5.25%
Average Annual Growth

1975 - 1980 -3.84%

1980 - 1990 8.27%

1980 - 1997 2.69%

1 Estimate based on enplanement activity through September 1997.

Source: 1975-1992: Airline Service History, Athens/Ben Epps Airport, Georgia.
1993-1996: FAA DOT/TSC Enplanenent Data.

As time progresses the Jetstream 31s will experience a phased replacement by larger DeHavilland Dash 8 and Dornier
turbine airplanes, which provide mote seats (34), a roomier cabin, and an improved ride. Factors such as these are

anticipated to increase enplanements in coming years.

Table 6 presents the historic average passengers per commuter aircraft departure. This table is a useful precursor to the
forecasts which follow in the Section titled, Forecasts of Aviation Activity. Combining enplanement and departure data,
the table shows how the use of commuter setvice has grown. An average of 10.7 passengers now board each departing
commuter aircraft; that is a considerable increase from the 8.8 passengers per departure yielded in 1988. This reflects an

average load factor per departure in 1997 of approximately 56 percent.




Master Plan Update

Tal
HISTORIC AVERAGE PASSENG]I-DEII(;S PER AIRCRAFT DEPARTURES
Athens/Ben Epps Airport
Commuter Commuter Catrier Average Passengers

Year Enplanements Departures per Departure
1988 17,739 2,026 8.8
1989 19,439 2,297 85
1990 18,756 1,873 10.0
1991 16,249 1,831 8.9
1992 15,383 1,372 11.2
1993 14,958 1404 07
1994 15,964 ' L.
1995 13,552
1996 14,037

1997 (Est.) 13,300

Average Annual Growth
1988 - 1997 -3.1% -5.2% . 2.2%

- denotes estimated departures and average passengers/departure

Source: Airline Service History, Athens/ Ben Epps Airport, Georgia.
Georgia Statenide Aviation System Plan: Air Carréer Adtivity Forecasts, Working Papers Numiber 4, WSA Project Team, Angust 1993,

The 1.PA Group Incorporated analysis, 1997.
Air Cargo Activity

Air cargo is defined as the volume of freight, express, and mail shipped by air. Historically, air freight activity at AHN
has been minimal and has consisted of cargo either carried by air taxi operators or carried in the cargo bay carrier
(referred to as “belly cargo™) of the commuter. Based on user surveys the volume of cargo is not believed to have
exceeded 55-60 annually enplaned tons over the past five years. With the presence of Hartsfield Atlanta International

Airport the future levels of air cargo shipments are not expected to change significantly over the next 20 yeats.

General Aviation Activity

General aviation activity at AHN consists of aircraft basings and operations conducted for both business and personal
reasons. Four aspects of such demand are identified as part of this master planning effort. These factors are: based
aircraft, based aircraft fleet mix, annual operations, and peak period operations. Table 7 presents the estimated number
of itinerant and local operations (takeoffs and landings) for the Athens/Ben Epps Airport. During 1997, the total
itinerant opetations accounted for an estimated 57% of the total estimated 49,700 operations. The ratio of itinerant
operations to total operations has fluctuated between 55% and 80% over the past 13 years. Since local operations occur
within approximately 20 miles of an airport, local operations are often equated with student pilot training activities,
including "touch and go's". It should once again be noted that the validity of the annual operational counts prior to the

ATCT opening in 1994 are questionable. Since 1994 itinerant operations have averaged approximately 58%.
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A tabulation of historic based aircraft by type is depicted in Table 8. The total number of based aircraft has grown from
70 aircraft in 1983 to 97 based general aviation aircraft in 1997. This growth in general aviation based aircraft at AHN
has averaged 2.4% per year during the petiod, principally due to the increase in single engine piston and turbojet based
aircraft. In the case of multi engine based aircraft, AHN has lost tenants within the last year due to recently constructed
enclosed hangar space provided at other aitpotts in the local vicinity. On a positive note, the dramatic increase in based
turbojet equipment is due principally to the available runway length and ILS equipment at AHN, which exceeds the

facilities available at other airports in the general aviation service area.

Table 7
HISTORIC GENERAL AVIATION OPERATIONS
Athens/Ben Epps Airport
Fiscal Itinerant Local Ratio of Total
Year Operations Operations Itinerant/Total Operations
1985 48,000 32,800 0.59 80,800
1986 31,200 20,800 0.60 52,000
1987 48,000 25,000 0.66 73,000
1988 55,000 25,000 0.69 80,000
1989 60,000 15,000 0.80 75,000
1990 36,300 15,000 0.71 51,300
1991 36,300 15,000 0.71 51,300
1992 36,300 15,000 0.71 51,300
1993 36,300 15,000 0.71 51,300
19941 24,967 20,280 0.55 45,247
1995 28,906 20,747 0.58 49,653
1996 28,383 17,194 0.62 45,577
19971 28,112 21,589 0.57 49,700
Average Annual Growth
1985 - 1992 -3.9% -10.6% N/A -6.3%
1994 - 1997 4.0% 2.1% N/A 3.2%

! Represents total operations projected from 10 months of ATCT data.
NOTE: Years 1994-1997 ate actual tower counts inflated (by 3%) to account for nighttime traffic occurring
duting hours the tower was closed.

Source: FEAA Form 5010 Airport Master Record.
Alir Traffic Control Tower records.
The LPA Group Incorporated, 1997.
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Table 8
HISTORIC BASED GENERAL AVIATION AIRCRAFT
Athens/Ben Epps Airport
Single Multi
Year Engine Engine Turbo Jet Rotor Total
1983 44 25 1 0 70
1988 73 14 5 0 92
1992 71 23 1 1 96
1993 76 37 4 1 118
1994 69 37 3 0 109
1995 69 37 3 0 109
1996 69 37 3 0 109
1997 (est.) 75 13 8 1 97
Average Annual Growth
1983 - 1997 3.9% -4.6% 16.0% N/A 2.4%

Source: FAA Form 5010 Airport Master Record.
Military Activity

Military activity at AFIN has historically consisted of itinerant traffic enroute to/from military bases located in southern
Geotgia and Alabama to/from military bases located in North Carolina and Kentucky. AHN is a convenient stopping
point for fueling and is occasionally used for flight training (touch-and-go's). Operations are conducted typically by
single and multi engine piston aircraft, tutboprop, tutbojet and rotorcraft equipment. As shown in Table 9, prior to the
opening of the ATCT approximately 600 operations were estimated annually. Based on year-to-date ATCT records, the
estimated annual military operations for 1997 are 1,760, resulting in an average annual growth of 9.4%. This activity is
anticipated to increase in the future as military pilots become awate of the ILS equipped Runway 27 and utilize it for

additional flight training,

1
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‘ Table 9
HISTORICAL TOTAL OPERATIONS
Athens/Ben Epps Airport
General Air Total
Fiscal Year Commuter Aviation Military Taxi Operations

1985 3,300 54,500 600 100 58,500
1986 4,000 52,000 600 100 56,700
1987 4,000 73,000 600 100 77,700
1988 4,052 80,000 600 100 84,752
1989 4,594 75,000 600 100 80,294
1990 3,746 51,300 600 100 55,746
1991 3,662 51,300 600 100 55,662
1992 2,744 51,300 200 100 54,344
1993 7,225 51,300 600 100 54,748
1994 2,748 45,247 600 100 48,695
1995 2,740 49,653 952 100 53,445
1996 3,744 45,577 1,099 100 50,520
1997 (est.) 3,920 49,700 1,760 100 55,480

Average Annual Growth
1985 - 1997 1.4% -0.8% 9.4% 0.0% -0.4%

Source: FAA Form 5010 Estimates, Airport Authority Records (1988-1992). ATCT pariial records (1994-1997).
The LPA Group Incorporated analysis, 1997.

FORECASTS OF AVIATION ACTIVITY

Forecasting aviation demand is accomplished by developing projections of historical trends in aviation activity
and related factors that affect aviation into the future by employing a number of varying statistical techniques.
Linear regression, which considers an independent variable in developing projections, is one of the most common
methodologies utilized for aviation forecasting. Typically, population, personal income and employment are
considered when attempting to identify variables with a high correlation value. The other common methodology
employed is that of time series or trend analysis, which best fits a growth curve through historical data and

extends this growth curve into the future.

Due to the propensity for change typical in the aviation industry, the level of confidence in forecasts tends to
lessen as the planning period extends beyond the 5 to 10 year timeframe. For this reason, it is prudent to
periodically update these forecasts with new historical data and reevaluate all projections and the facility

demands which result.
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Commuter Activity Forecasts

Projections of commuter activity demand is performed for enplaned passengets, commuter aircraft departures, and
peaking characteristics. Forecasting of these demand elements provides the basis for identifying passenger terminal

facility needs through the year 2017.

A history of AHIN commuter passenger enplanements, was reported in the previous subsection. During the petiod from
1985 to 1989, significant growth was witnessed; however, since that timeframe (1990-present) the airport has
expetienced relatively stagnant growth, and in some instances declining growth. Further, an analysis of the 1980-1997
time period reveals an average annual growth rate of approximately 2.69%. However, during the same period,

commuter passenger traffic on a national level has experienced growth approximately three times that of AHN.

In 1993, an outside consultant petformed an air service market analysis study for the Airport Authority to specifically
address the market potential of the area and recommend methods of captuting a higher percentage of the originations
through the enhancement of air service. Consistent with this study, CCAir is currently making efforts to increase its
marketing efforts with hopes of retaining existing patrons and attracting new passengers to AHN. Despite the efforts by
CCAir and local travel agencies, the proximity of Hartsfield Atlanta International Airport will continue to impact the
potential originations at AHN. The anticipated long-term growth scenario for commercial enplanements at AHN will
continue to reflect a lag behind the U.S. as a whole. The commuter activity forecasts are presented in the following

paragraphs and tables.

Forecasts prepated through the year 2008, as a minimum, were obtained for AHN from several sources: the Georgia
Statewide Aviation System Plan (GSASP), the FAA's Terminal Area Forecast (TAF), and a forecast that applies the

FAA's national commuter growth rate to AHN base year enplanements. Table 10 presents these forecasts through the

year 2017. In the case of FAA data, the 2017 estimated enplanement levels were extrapolated from the 2008 level. In a
similar manner, the 2017 GSASP level was extrapolated from 2012 data. The resulting 2017 commuter forecasts range
from a low of approximately 14,200 enplanements to a high or neatly 37,400 enplanements. As an additional note, the
previous master plan projected an average annual growth rate of 3.8% per year over the 20 years (1992-2012). For
comparison, although this forecast was considered somewhat conservative in comparison to the FAA forecasts (both the
National and the TAF), the enplanement level projected for 1997 was roughly 19,300 passengers. This compares with
the actual estimated level of 13,300 for 1997.

The GSASP forecast passenger enplanements presented in Table 10 reflect a market-share analysis which assumed that
AHN would capture a predetermined amount of statewide otiginations. These originations would come from
approximately 10 different counties in the northeast Georgia area. The state study utilized 1992 activity data as a base
year and by comparison estimated that the 1997 passenger enplanements would approximate 18,800. Although the near-
term projections did not materialize, the methodology associated with the projections is considered valid. Therefore, for
the purposes of this study, the GSASP passenger enplanements forecast will be referred to as the “optimistic” forecast.

These projections will serve as a prudent tool by which future facilities will be evaluated.
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Table 10
COMPARISON OF COMMUTER ENPLANEMENT PROJECTIONS
Athens/Ben Epps Airport
FAA TAF System Plan FAA National Rate Master Plan
Year (Low) (Optimistic) (High) Recommended
1997 (Est.) 13,300 13,300 13,300 13,300

2002 14,192 21,877 17,218 15,190

2007 14,192 25453 22,291 17,340

2017 14,1922 34,4531 37,3612 22,620
Average Annual Growth
1997 - 2017 0.3% 4.9% 5.3% 2.7%

1 Extrapolation from 2012.
2 Extrapolation from 2008.

Source:  Georgia Statenide Aviation System Plan; Air Carvier Activity Forecasis, Working Paper Number 4. WSA Project Team, Angust 1993.
Terminal Area Forecasts, FY 1996-2010, US Dept. of Transportation, FAA.
FAA Aviation Forecasts, FY 1997-2008.
The LPA Group Incorporated analysis, 1997.

Based on the historic trend analysis since 1980, this master plan update recommends an enplanement forecast which
assumes an average annual growth rate of approximately 2.7%. This forecast exceeds the TAF forecast, but is more

conservative than both the GSASP and the National forecasts.

During 1997 all commuter flights were conducted using aircraft which were configured to seat 19 passengers. As
mentioned previously, these aircraft are anticipated to be phased out over the next 10 years, and replaced with larger
DeHavilland Dash 8 aircraft configured to seat 34 passengets. By the end of the 20-year horizon the Dornier 328, a
regional jet aircraft, is projected to account for three-fourths of the available flights. Table 11 describes these changes in

the commuter operating fleet mix at AHN over the next 20 years.

The anticipated impact that this change in fleet mix will have on the future level of commuter departures in shown in
Table 12. This table presents the forecast of commuter aircraft departures as derived from enplanements, average
aircraft seat-size, and anticipated aircraft load factors for both the recommended and optimistic forecast. The table
depicts the use of larger aircraft, and 2 slightly declining load factor over the planning period. Therefore, while
commuter departures are expected to experience somewhat slower growth rates, 0.3% and 2.4% annually, respectively
for the recommended and the optimistic forecasts, the number of seats available to/from the Athens market is projected

to grow at a higher rate of approximately 3.0% annually.
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Table 11
FORECAST COMMUTER FLEET MIX
Athens/Ben Epps Airport
Seats per
Aircraft Aircraft 1997 (Est.) 2002 2007 2017
BAe Jetstream 31 19 100% 60% 10% 0%
DeHavilland Dash 8 34 0% 40% 60% 25%
Dotnier 328 Jet 34 0% 0% 30% 75%
TOTAL 100.0% 100.0% 100.0% 100.0%
AVERAGE SEATS PER 19 25 325 34
AIRCRAFT
Source: The LPA Group Incorporated analysis, 1997.
Table 12
FORECAST COMMUTER DEPARTURES
Athens/Ben Epps Airport
Aircraft Aircraft Aircraft
Year Enplanements Seat Size Load Factor Departures

1997 (Est.) 13,300 19 0.56 1,248
2002 15,190 25 0.54 1,125
2007 17,340 325 0.52 1,026
2017 22,620 34 0.50 1,331

Optimistic Forecast !

1997 (Est.) 13,300 19 0.56 1,248
2002 15,190 25 0.54 1,621
2007 17,340 325 0.52 1,506
2017 22,620 34 0.50 2,027

! Optimistic forecasts reflect GSASP passenger enplanement forecast activity.

Sonrce: Table 11.
Abrline Service History, Athens/ Ben Epps Airport. Table 5, 6, 10.
The LPA Group Incorporated analysis, 1997.

Table 13 and 14 present the key commuter forecasts used for developing terminal area facility requirements. Table 13
denotes the peaking characteristics associated with the recommended commuter forecasts, while Table 14 reflects similar
data associated with the optimistic commuter forecasts generated from the GSASP total enplanement projections.
Because terminal facilities are driven by peak period demand, the key forecasts formulated are: peak hour operations
(split into departures and artivals), and peak hout passenger (split into enplanements and deplanements). Unlike large
hub airports, activity expected at AHN will focus on providing adequate service spread throughout the day. Therefore,
passenger and operational peaking will not experience drastic changes over the course of the study under either forecast
scenario. The key component at AHN which will have the single largest impact on peak movements will be the size of
the aircraft and the available seats. For the purposes of this study, assumptions were kept constant between the

scenarios when determining peaking characteristics.
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4.2 Air Cargo Activity Forecasts

As previously noted, historic enplaned cargo at AHN has been minimal. Consequently, the existence of historic data
from which to base forecasts upon is not available. In the absence of enplaned tonnage data, a correlation was
developed between the existing population of the Northeast Georgia Region and the estimated annual enplaned tonnage
(60 tons or 120,000 pounds) for 1997. In addition, development of the GA 316 corridor, the desire of technology-based
companies to locate in the area, and the anticipated Athens’ area strong economic grd\vth is believed to increase air cargo

shipments in the years to come.

Utilizing population projections for the Northeast Georgia Region found in Table 1, it was determined that a ratio of
approximately 0.33 pounds per each Northeast Georgia resident are shipped annually. Based on the anticipated increase
in shipments during future years, this ratio is forecast to more than double by 2017 to a level of 0.75 pounds per each
Nottheast Geotgia resident. Fotecasts of annual air cargo in both pounds and tonnage were prepared for 2002, 2007,

and 2017, and are presented in Table 15. The increase in shipments is forecast to grow at a rate of 5.9% annually.
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Table 13
COMMUTER PEAKING CHARACTERISTICS
RECOMMENDED FORECAST

Athens/Ben Epps Airport

1997 (Est.) 2002 2007 2017
AIRCRAFT OPERATIONS
Aircraft Departures
Annual 1,248 1,125 1,026 1,331
Peak Month 130 117 107 138
Average Day of Peak Month 4 4 4 4
Peak Hour 1 1 1 1
Aircraft Arrivals
Annual 1,248 1,125 1,026 1,331
Peak Month 130 117 107 138
Average Day of Peak Month 4 4 4 4
Peak Hour 1 1 1 1
Aircraft Operations
Annual 2,496 2,250 2,052 2,662
Peak Month 260 234 214 276
Average Day of Peak Month 8 8 8 8
Peak Hour 2 2 2 2
PASSENGER ACTIVITY
Enplanements
Annual ' 13,300 15,190 17,340 22,620
Peak Month 1,386 1,580 1,803 2,352
Average Day of Peak Month 45 51 58 76
Peak Hour 11 15 18 25
Deplanements
Annual 13,300 15,190 17,340 22,620
Peak Month 1,386 1,580 1,803 2,352
Average Day of Peak Month 45 51 58 76
Peak Hour 11 15 18 25
Total Passengers
Annual 26,600 30,380 34,680 45,240
Peak Month 2,772 3,160 3,606 4,704
Average Day of Peak Month 90 102 116 152
Peak Hour 21 23 28 38

Source: Table 10, 12. Airline Service History, Athens/ Ben Epps Airport.
The I.PA Group Incorporated analysis, 1997.
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Table 14
COMMUTER PEAKING CHARACTERISTICS
OPTIMISTIC! FORECAST

Athens/Ben Epps Airport

1997 (Est.) 2002 2007 2017
AIRCRAFT OPERATIONS
Aircraft Departures
Annual 1,248 1,621 1,506 2,027
Peak Month 130 169 157 211
Average Day of Peak Month 4 5 5 7
Peak Hour 1 1 1 2
Aircraft Arrivals ,
Annual 1,248 1,621 1,506 2,027
Peak Month 130 169 157 211
Average Day of Peak Month 4 5 5 7
Peak Hour 1 1 1 2
Aircraft Operations
Annual 2,496 3,242 3,012 4,054
Peak Month 260 338 314 422
Average Day of Peak Month 8 10 10 14
Peak Hour 2 2 2 3
PASSENGER ACTIVITY
Enplanements
Annual 13,300 21,877 25453 34,453
Peak Month 1,386 2,275 2,647 3,583
Average Day of Peak Month 45 73 85 116
Peak Hour 11 20 26 38
Deplanements
Annual 13,300 21,877 25,453 34,453
Peak Month 1,386 2,275 2,647 3,583
Average Day of Peak Month 45 73 , 85 116
Peak Hour 11 20 26 38
Total Passengers ,
Annual 26,600 43,754 50,906 68,906
Peak Month 2,772 4,550 5,294 7,166
Average Day of Peak Month 90 146 170 232
Peak Hour 21 31 40 58

1 Optimistic forecasts reflect GSASP passenger enplanement forecast activity.

Sonrce: Table 10, 12. Airline Service History, Athens/Ben Epps Airport.
The LPA Group Incorporated analysis, 1997.
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Table 15
FORECAST ENPLANED AIR CARGO
Athens/Ben Epps Airport
NEGA

Year Population Enplaned Pounds Enplaned Tonnage
1997 (Est.) 359,828 120,000 60.0

2002 391,354 156,540 783

2007 425427 212,710 106.4

2017 499,356 374,520 187.3

Source: Table 1.
The LPA Group Incorporated analysis, 1997.

General Aviation Activity Forecasts

One of the most vital activities at AHN is general aviation. As part of this master plan four aspects of general aviation
demand were identified and evaluated. These include: based aircraft, aircraft fleet mix, general aviation operations, and

peak petiod characteristics.

The number of aircraft owners projected to use AHN as their primary basing location is an important consideration in
the planning of future aitside and landside facilities. The importance of these based aircraft numbers should reflect the
overall strategy of the airport sponsor to develop AHN into a premiere business and pleasute aviation hub. The number
of based aircraft forecast will have a direct bearing on the type and number of private aircraft storage facilities and

tiedown apromn.

Table 8, provides a history of based aircraft by type since 1988. As a whole the total number of based aircraft has
increased an average of over 2% annually. Using this historic trend and a base year level of 97 total aircraft, future based
aircraft at AHN may be determined. Table 16 depicts the forecast of based aircraft through the year 2017 utilizing an
average annual growth rate of approximately 2.4%. The resulting total number of aircraft is projected to grow to
approximately 155 by the end of the study petiod. Although this estimate far exceeds the forecast in the previous master
plan, it is somewhat conservative when compated with the GSASP based aircraft forecast (which in 1997 predicted 145
total based aircraft). Given the sponsor’s commitment to quality general aviation facilities and services in the future, 155

aircraft appears achievable.
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Table 16
FORECAST BASED AIRCRAFT
Athens/Ben Epps Airport

Yeat # of Based Aircraft
1997 (Est.) 97

2002 109

2007 122

2017 155

Sourve: Tabke 8.
The LPA Group Incorporated analysis, 1997.

Of the total based aircraft, history has shown that growth by type equipment may vary and is often contingent on other
related factors in the aviation industry. Until just recently, single engine aircraft had been declining throughout the U.S.
due principally to cost of initial ownership and liability insurance costs. As a result of recent legislative changes that
indirectly drove these costs, aircraft manufacturers are now reporting a turnaround in sales and production. Nationally,
single and multi-engine aircraft should experience growth better than previous years while jet aircraft sales are expected

to slow somewhat. The forecast fleet mix at AHN through 2017 is shown in Table 17.

Table 17
FORECAST BASED AIRCRAFT FLEET MIX
Athens/Ben Epps Airport
Single Engine Multi Engine
Year Piston Piston Turbo Jet Rotorcraft Total
1997 (Est.) 75 13 8 1 97
2002 84 15 9 1 109
2007 94 17 10 1 122
2017 118 22 13 2 155

Sonrce: Tables 8, 16.
The LPA Group Incorporated analysis, 1997.

The forecast of total based aircraft is further used to estimate the total number of general aviation operations annually
throughout the study period. This is petformed by reviewing the historic utilization rate of the general aviation aircraft
fleet (the ratio‘of annual operations to based aircraft) and relating this rate to the forecast of based aircraft. An analysis
of the previous five years reveals that the ratio - opetations per based aircraft (OPBA) at AHN has been approximately
461. Comparing this ratio to national averages indicates that the utilization rate at AHN slightly lower than the U.S. Itis
estimated that over the course of the next 20 years this rate will expetience a nominal increase as owners log more flight
hours and as the number of itinerant operations at the airport increases. By the year 2017, the OPBA is forecast to reach
a level of 525, which is more consistent with the curtent national average. Applying the OPBA and its expected growth
to the general aviation based aircraft forecast yields an increase in general aviation operations from the 1997 level of

approximately 49,700 to the 2017 level of over 81,300 annually.
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Table 18
FORECAST GENERAL AVIATION TOTAL OPERATIONS
Athens/Ben Epps Airport
Fiscal Year Based Operations per
Aircraft Based Aircraft Total Operations
1997 (est.) 97 461.71 49,700
2002 109 475 51,780
2007 122 500 61,000
2017 155 525 81,380
Average Annual Growth
1997-2007 2.3% 0.8% 2.1%
1997-2017 2.4% 0.6% 2.5%

1 Represents the average Operations per Based Aircraft over the previous 5 years.

Source:  Tables 4, 5, 10.
The LPA Group Incorporated analysis, 1997.

As a manner of comparison, a number of general aviation operations projections have been assembled for AHN. The
FAA's Terminal Area Forecast (TAF), a forecast reflecting the FAA’s forecast national rate, and final forecasts prepared

as part of the 1993 Georgia Statewide Aviation System Plan are presented in Table 19.

Table 19
GENERAL AVIATION TOTAL OPERATIONS COMPARISON
Athens/Ben Epps Airport
FAA Georgia Master Plan
Year FAA TAF National Rate System Plan Recommended
1997 (est.) 49,700 49,700 49,700 49,700
2002 49,729 51,464 62,394 51,780
2007 51,041 53,291 65,590 61,000
2017 55,5061 57,1411 72,1762 81,380
Average Annual Growth
1997-2017 0.6% 0.7% 2.3% 2.5%
1 Extrapolated from 2008.
2 Extrapolated from 2012.

Source: Georgia  Statewide Aviation System Plan; Air Carvier  Activity Forecasts, Working Paper Number 4, WSA Project Team, August 1993,
Terminal Area Forecasts, FY 19922005, US Department of Transportation, FAA July 1992.
Table 18.
The LPA Group Incorporated analysis, 1997.

The total general aviation operations forecast are further broken down between operations which are considered to be
local (normally associated with pilot training) and itinerant operations. The section titled, General Aviation Activity
indicated that during the period that the ATCT has been in operation, itinerant operations have been historically

representing approximately 58% of the total general aviation operations at AHN.

The forecast presented in Table 20 depicts an anticipation that a greater proportion of itinerant operations will occur

over time. The level of increased cotporate activity and other related business flying at AHN over the ensuing 20 years is
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the critical element impacting this projection. Over the planning horizon itinerant operations ate forecast to increase to
70% of total general aviation operations. Both itinerant and local operations are anticipated to increase, but with local
operations growing at a slower rate. This breakdown will later be used in assessing the demand by general aviation users

on airside facilities such as airfield capacity and apron tiedown space requirements.

Table 20
FORCAST GENERAL AVIATION ITINERANT AND LOCAL OPERATIONS
Athens/Ben Epps Airport

Fiscal Itinerant Local Total
Year Operations Operations Opetrations

1997 (est.) 28,112 21,589 49,700

2002 31,070 20,710 51,780

2007 39,650 21,350 61,000

2017 56,970 24,410 81,380

Average Annual Growth
1997 - 2007 3.5% 0.1% 2.1%
1997 - 2017 3.6% 0.6% 2.5%

Source: Table 7, 18.
The LPA Gronp Incorporated analysis, 1997.

In a similar manner as presented in the section titled, Commuter Activity Forecasts peaking characteristics associated
with general aviation annual activity have been forecast and are presented in Table 21. These projections are critical as
most general aviation related facility requitements are based on demand occurring during short intervals throughout the
day. Environments designed to accommodate cotporate activities, should focus on these peak periods rather than sizing
facilities for the average ot normal petiods to alleviate dissatisfied customers. The table depicts both general aviation

operational data together with estimated passenger activity.

Operational estimates wete based predominantly on histotic ATCT data from early 1994 through the Fall of 1997. The
anticipated peak month operations represent roughly 10.9% of the annual total. Peak hour operations currently total
approximately 20% of the daily total; however, as activity increases at the airport and operations spread out more
uniformly throughout the day, the houtly split is projected to dectease to approximately 16% of the total day’s operations
as well as peak period forecasts of general aviation passenger volumes. Passenger activity is estimated based on an
average number of passengers aboard each general aviation flight. Presently this ratio is estimated to be approximately
2.25. Once again as AHN expands and the level of business/corporate activity increases, this average number of
passengers is anticipated to grow to approximately 2.75 per opetation, which more closely typifies airports around the

U.S. serving a higher percentage of itinerant flights.
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FORECAST GENERAL AVIATI;?}))}ST?EAKING CHARACTERISTICS
Athens/Ben Epps Airport
1997 (Est.) 2002 2007 2017

AIRCRAFT OPERATIONS

Annual 49,700 51,780 61,000 81,380

Peak Month 5,437 5,660 6,670 8,900

Average Day of Peak Month 181 188 222 297

Peak Hour 36 38 40 48
PASSENGER ACTIVITY

Annual 111,800 124,300 155,600 223,800

Peak Month 12,230 13,580 17,010 24,480

Average Day of Peak Month 410 450 570 820

Peak Hour 80 90 100 130

Sonrce: The LPA Group Incorporated analysis, 1997.

Military Activity Forecasts

As described in the section titled, Military Activity, military activity has increased by approximately 9.4% since 1985.

Over the last three years military operations have averaged over 1,200 landings and takeoffs annually. Military traffic is

expected to increase at considerable rates during the initial 10 years as pilots become aware of the ILS equipment

available at AHIN. Military fueling and the attractiveness of the Athens area will continue to make AHN a desirable

stopping point for transient flights. Military operations ate projected to increase above the 1997 level to approximately

2,300 annual operations in 2002, 2,900 annual operations in 2007 and 3,700 operations by 2017. Table 22 presents a

summary table of all non-scheduled aviation activity (general aviation, military, and air taxi) projected for AHN through

the 20-year planning horizon. Historic indications that air taxi operations will experience growth at AHN were not

available during the major tenant survey period. Nevertheless, as other related general aviation activity and services

increase, air taxi operations will inevitably expetience some increases also. Table 22 provides for one additional air taxi

flight per week duting 2002-2007 and two additional air taxi flights per week by 2017.

Table 22
FORECAST TOTAL AIRCRAFT OPERATIONS
Athens/Ben Epps Airport

Category 1997 (Est.) 2002 2007 2017
General Aviation 49,700 51,780 61,000 81,380
Air Taxi 100 200 200 300
Military 1,670 2,300 2,900 3,700

TOTAL 51,470 54,280 64,100 85,380

Sourve: Table 18.
The LPA Group Incorporated analysis, 1997.
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SUMMARY OF FORECAST AVIATION ACTIVITY

The major elements associated with the forecasting effort for the AHIN Master Plan Update are presented in Table 23
for simple reference. Those elements shown include the commuter enplanements and operations, the enplaned air cargo
tonnage, the general aviation passengers and operations, and the military and air taxi operations. In summary, by the year
2017 an estimated 22,260 annual enplanements and The forecasts result in a total of 32,268 enplaned passengers and

nearly 78,000 total aircraft operations by planning year 2012.

Chapter 4 applies these forecasts and assesses the need for, and the extent of additional aviation-related facilities at

Athens/Ben Epps Airport.
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Table 23
SUMMARY OF ANNUAL FORECAST
Athens/Ben Epps Airport
1997 (Est.) 2002 2007 2017

COMMUTER:

Enplaned Passengers (Recommended) 13,300 15,190 17,340 22,620

Enplaned Passengers (Optimistic!) 13,300 21,877 25,453 34,453

Aircraft Operations (Recommended) 1,248 1,125 1,026 1,331

Aircraft Operations (Optimistic?) 1,248 1,621 1,506 2,027
AIR CARGO:

Enplaned Tons 60.0 783 106.4 187.3
GENERAL AVIATION:

Based Aircraft 97 109 122 155

Itinerant Operations 28,112 31,070 39,650 56,970

Local Operations 21,589 20,710 21,350 24,410

Total Aircraft Operations 49,700 51,780 61,000 81,380

Passengers 111,800 124,300 155,600 223,800
MILITARY:

Aircraft Operations 1,670 2,300 2,900 3,700
AIR TAXI:

Aircraft Operations 100 200 200 300
GRAND TOTAL

Aircraft Operations (Recommended) 52,718 55,405 65,126 86,711

Aircraft Operations (Optimistic!) 52,718 55,901 65,606 87,407

1Optimistic forecasts reflect GSASP passenger enplanement forecast activity.

Sonrce: Table 12, 15, 16, 20, 21, 22.
The LPA Group Incorporated analysis, 1997.
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Section 2
AVIATION ACTIVITY FORECASTS

As discussed in the Preface, an update of the Master Plan for Athens-Ben Epps Airport was
initiated in October of 1997. However, seven months into the process, work was delayed at
the direction of Airport representatives while other analyses related to but outside of the
master planning process were conducted. In June of 2001, work was resumed on the Master

Plan project at the request of the Airport Director.

A product of the seven-month effort initiated in 1997 was the “Master Plan Update Aviation
Activity Forecasts Technical Paper”. This document was intended to become a section of the
overall Master Plan Update report and is organized into four significant subsections: forecast
assumptions, socioeconomics, historic activity, and activity forecasts. As discussed in the
opening of the Technical Paper, several sources of data were reviewed during the formulation
of the Master Plan Update Aviation Activity Forecasts, including: FAA Terminal Area
Forecasts (TAFs) for Athens-Ben Epps Airport and the Nation, FAA National Aviation
Forecasts Fiscal Years 1997-2008; the Georgia Statewide System Plan; the 1995 Athens-Ben
Epps Airport Master Plan Update. The Technical Paper also considers past growth trends of
various aviation demand elements together with socioeconomic factors and utilizes a variety
of statistical techniques to extend forecasts by others and identified trends into the future. In
order to document this comprehensive 1997 work effort, yet minimize confusion between the
previously approved forecasts and the updated forecasts to be discussed below, the Master

Plan Update Aviation Activity Forecasts Technical Paper has been included as Appendix I.
Since the previous forecasts were prepared in December of 1997 and approved by the FAA,

the initial step in recommencing the Master Plan Update was to compare these forecasts with

both the actual activity levels experienced by the Airport over the past three years and with
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FAA projections for 2000 through 2015. This comparison of the previous Master Plan
Update forecasts with Airport statistics and projections as reported by the FAA TAF on June
21, 2001, is presented in Table 2-1. As indicated by this table, significant discrepancies were
identified for enplanements and operations. Beginning in 1999 and continuing through 2015,
the differential in enplanements grows increasingly more significant, as is presented in 2-1.
Although the differentials in operations decrease over time, the Percent Difference column in

this table reveals that these differentials are significant at times, notably so in the near-term.

Due to the trends revealed in Table 2-1, an investigation was conducted to examine the
potential factors that could be contributing to the significant increase in operations (26
percent higher in 1999 than what was projected) and the coinciding decrease in
enplanements. Through discussions with the Airport Director, it was determined that the
regional economy, expansion of the Metropolitan Area of Atlanta and its proximity to
Athens, and the presence of two charter companies on the field, have all contributed to the
growth of general aviation operations. It is important to note, that the recent no
growth/declining trend in air carrier, air taxi/commuter, and military operations is being
offset by significant increases in general aviation activity. In addition, a drop in
enplanements was experienced at the Airport since the approval of the 1997 forecasts.
Although this drop was attributed to the loss of one air carrier flight, the number of overall

air carrier flights has restabilized, resulting in a rebound in enplanement levels.

Following a discussion of the discrepancies presented above in which both Airport and FAA
representatives were involved, it was concluded that at an update to the December 1997
forecasts would be required. However, in order to keep both the effort expended and the
review/approval periods to a minimum, it was agreed that the adjusted forecasts would fall
within 10 percent of the current TAF for the outer year, 2015. Table 2-2 presents these

updated forecasts.

2-2



AILVIOdYOINI dNOYUD VdTHHL HDINOS

‘ejep [enjoe ajedipul saquinu pazidifel] ‘HLON

‘100C JN Aun( JO Se }Sedal0, Baly [eUIUR ], VVH 1
11,98 0T9°CT L10T
€5SV8 T60°TT 910¢
%9 €89t LLOLS v6£C8 %8Y 90€°01 8ST 11 ¥95°1¢C ¢10T
%YoL 089°S S16°S8 9€T°08 %9y 8LL'6 8ST°11 9€0°IC y10T
%6 1699 89LV8 LLO'SL %Sy 0ST°6 8ST11 805°0C £10¢
%01 0ZL'L 8€9°¢8 616°SL %ty TeL's 8ST11 086°61 (41114
%C1 T9L8 TTsTs 09L‘EL %y v61°8 8ST11 434 110T
a4l TT8’6 €Tr18 T09°IL %1y 999°L 8STI1 vT6°81 010C
%91 128°01 ¥97°08 €PP°69 %6¢ 8€I°L 8STI1 96€°81 600¢
%L1 €9L°T1 E S8T°L9 %LE 0199 8ST11 898°L1 800¢
%61 059°C1 OLL'LL 9Z1‘S9 %S¢ 7809 8ST11 OveE‘Ll L00T
%I1T TLTEl vSYoL 781°€9 %¢E¢ T59°s 8ST11 01691 900T
%¢T 616°€1 LSTSL 8€T°19 %C¢ TTe's 8ST11 08¥°91 §00¢
%ST 68SV1 T88°EL £6T°6S %0¢ ToLY 8ST11 05091 ¥00¢
%LT 08ZS1 6T9°TL 6vE‘LS %8¢ 9¢y 8STI1 029°S1 €00T
%6T 8T6°S1 %% % V8 SO¥'SS %9¢ T€6°c 8STI1 061°G1 200¢
%8¢ vo1°S1 790°0L 898‘S %vC vSse 8ST11 TI8Yl1 100¢
%LT 5494 LL889 0€EYS %CC 9LI‘E 8ST11 veryl 000¢
%9T 8¥01 1$8°L9 €6L°ES %0¢ 86L°C 8STI1 950°v1 6661
%1 90t°L 19909 SSTES %38 601°1 L8LFI 8L9E1 8661
%S 68T L07°sS 8ILCS %0 el L8TEI 00€°€1 L661

RUIRIIA %| [enwapiq | AVLVVA | pasorddy [duaiapiq %| repudsdpiq | (AVL VVA | pasociddy AVIA
uejd uejd
IISEIAl L661 A9)SEIA L661
SNOILVYAdO TVILOL SINAWANVITINA
yrodary sddjy uag-suoypy
NOSRIVJdINOD SLSVOHIOA
1-291q¢&L

2-3



. ~ Table2-2
UPDATED FORECASTS

Athens-Ben Epps Airport .
CATEGORY . 12002 | 2007 | 2012 | 2022

ENPLANEMENTS 11,469 | 11,821 | 12,173 | 12,876
ITINERANT OPERATIONS ‘

Air Carrier 45 46 47 50

Air Taxi/Commuter 2,173 | 2,240 | 2,306 2,440

General Aviation 35,119 | 39,548 | 43,976 | 52,832

Military 775 799 823 870

Total 38,112 | 42,633 | 47,152 | 56,192
LOCAL OPERATIONS

General Aviation 34,515 | 38,713 |1 42,910 | 51,306

Military 452 466 480 508

Total 34,967 | 39,179 | 43,390 | 51,814
TOTAL OPERATIONS 73,072 | 81,789 | 90,507 | 107,942
INSTRUMENT OPERATIONS 14,302 | 15,840 | 17,378 | 20,453
BASED AIRCRAFT 124 136 148 174

SOURCE: THE LPA GROUP INCORPORATED
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