








Exhibit 6B
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Environmental Documentation for Long Term Projects (not pictured)
Access Road from ATCT to End
North Public Ramp - Phase 3
Mill & Overlay Perimeter Road
Relocate Superfund Cleanup Wells (not pictured)
Rehabilitate Portions of Aircraft Apron Area
Pavement Maintenance (not pictured)
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LONG TERM PROGRAM (11-20 yrs.)

Environmental Documentation for Intermediate Term Projects
 (not pictured)
West Side On-Airport Access Road and Utility Extension - Phase 2
ATCT Site Selection Study (not pictured)
Replacement ATCT Construction
West Public Ramp - Phase 2
West Terminal Building
Large Aircraft Run-up Area and Blast Fence
Parallel Runway and Taxiway Construction
Southside Taxiway Access - Phase 1
South Public Ramp - Phase 1
South Run-Up Areas
Relocate Superfund Cleanup Wells (not pictured)
Pavement Maintenance (not pictured)
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INTERMEDIATE TERM PROGRAM (6-10 yrs.)
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Environmental Documentation for Short Term Projects (not pictured)
Rehabilitate Portions of the North Aircraft Apron
Runway 3-21 RSA Mitigation. Add 300 Feet of Pavement to Southwest End
and Remove 300 Feet of Pavement from Northeast End. Re-mark
Thresholds at New Ends.
Replace FAA Weather Equipment With AWOS-3
Master Utility Plan Study (not pictured)
Pave Employee Parking Lot
Relocate Superfund Cleanup Wells (not pictured)
Rehabilitate Asphalt Portion of Runway 3-21
Emergency Generator For ATCT (not pictured)
Widen and Strengthen Taxiways A-4, A-5, A-6, A-7 to 75 feet
Strengthen Taxiway A
East High Speed Exits
West Side On-Airport Accesss Road and Utility Extension - Phase 1 
Runway 21 RPZ Land Acquisition - Fee-Simple (11 Acres)
Runway 3 RPZ Land Acquisition - Fee-Simple (17 Acres)
Runway 21 RPZ Land Acquisition - Easement (1 Acre)
Runway 3 RPZ Land Acquisition - Easement (34 Acres)
West Public Ramp - Phase 1
West Parallel Taxiway and Exits
MALSR Serving Approaches to Runway 3
Reconstruct Public Access Road

21
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The Western Pacific Region of the FAA 
desires to see all reliever airports outfit-
ted with an on-airfield weather report-
ing system.  The capital needs program 
includes an automated weather obser-
vation system (AWOS).  This system 
will provide minute by minute updates 
of climate data such as temperature, 
wind speed and direction, visibility, 
precipitation, and cloud height.  In ad-
dition, the airport traffic control tower 
(ATCT) is in need of a back-up genera-
tor in order to insure continued com-
munication with aircraft in the region 
in case of a power outage. 
 
There are several projects identified 
that relate to preserving and improving 
the runway and taxiway system.  The 
City of Phoenix Aviation Department’s 
CIP identified $4.48 million for reha-
bilitation of the asphalt portion of Run-
way 3-21.  This project should be under-
taken in conjunction with the runway 
shift project as specified in this master 
plan to solve the nonstandard RSA con-
dition.  By shifting the runway 300 feet 
to the southwest, the full RSA can be 
provided on both runway ends.  Access 
taxiways to the new runway ends are 
also provided.  This project is of the 
highest priority as the RSA behind 
Runway 21 is 300 feet short of meeting 
FAA standards. 
 
The airport has included a master util-
ity plan study in the short term plan-
ning period.  This study would provide 
airport management with a better un-
derstanding of the adequacy of the ex-
isting utility infrastructure to support 
the forecast growth at the airport.  This 
study would also indicate the utility 
needs and costs to support this growth. 
 

The airport is planning to pave the em-
ployee parking lot to the west of the 
terminal building.  This parking lot is 
currently unpaved.  The ATCT is in 
need of a replacement back-up genera-
tor.  The airport is planning to acquire 
this equipment in the short term plan-
ning period. 
 
The airport administration is planning 
to begin the development of the north-
west side of the airport in the short 
term planning period.  To accomplish 
this, it is forecast that some of the 
superfund cleanup wells will need to be 
relocated.  Approximately $350,000 is 
reserved for the first phase of well relo-
cations. 
 
The next project is the strengthening of 
Taxiway A to a strength rating of 
270,000 pounds dual tandem wheel 
(DTL).  Taxiway A from the southwest 
hold apron to Taxiway A-3, a distance of 
approximately 6,000 feet, is only capa-
ble of handling a Boeing-727 or smaller. 
As a result, larger aircraft landing on 
Runway 21 have to make a 180 degree 
turn on the runway and back taxiway to 
the terminal area.  This typically will 
close the runway for 5-10 minutes at a 
time.  In addition, aircraft being towed 
from the southeast maintenance hangar 
or from the temporary storage area on 
the north side of the runway to the 
southwest run-up area also have to taxi 
on the runway.  This can result in clos-
ing the runway for up to 30 minutes 
each time. 
 
Some of the taxiways leading from the 
runway are in need of both strengthen-
ing and widening. Taxiways A-4, A-5, 
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A-6, and A-7 are strength rated to 
12,500 pounds single wheel loading 
(SWL) and are no more than 35 feet 
wide.  The FAA design standard for 
taxiways leading to the runway at 
Goodyear is 75 feet. 
 
The addition of high speed taxiway ex-
its extending from the runway to Taxi-
way A are planned.  These exits will in-
crease capacity of the runway system by 
allowing aircraft to exit the runway sys-
tem in a more timely manner. 
 
Acquisition of the property encompass-
ing the runway protection zones (RPZs) 
is considered an essential short term 
project to insure the airport has com-
patible surrounding land uses.  The 
property acquisition is split between 
those areas recommended for fee simple 
purchase and those areas where an avi-
gation easement is more likely.  Basi-
cally, undeveloped land is recommended 
for fee simple acquisition, and fully de-
veloped property is recommended for 
avigation easements as the purchase 
and relocation of existing businesses 
can be very expensive and difficult. 
 
The RPZ serving Runway 21 has ap-
proximately 12 acres that extend be-
yond airport property.  Eleven acres of 
this area is currently undeveloped and 
should be acquired by the airport if pos-
sible.  A small one-acre portion of the 
RPZ traverses an office building.  This 
is recommended for an avigation ease-
ment to protect the airport. 
 
The RPZ serving Runway 3 includes 
approximately 51 acres which extend 
beyond airport property. Approximately 
17 acres of this total is recommended 
for fee simple acquisition.  This area 

crosses County Road 85 onto undevel-
oped agricultural land.  The remaining 
34 acres traverse the Bullard Wash, the 
County Road 85 easement, and an in-
dustrial operation.  Unless the land use 
changes significantly, avigation ease-
ments should be sufficient. 
 
Although the purchase of land adjacent 
to the airport is officially eligible for 
FAA funding, the funding process 
should be noted.  Typically, the FAA 
will require the airport sponsor to make 
the initial land purchase.  The FAA 
would then reimburse the airport spon-
sor over several years in restitution as 
the local match for future airport pro-
jects. 
 
Once necessary safety and maintenance 
projects have been completed, short 
term projects associated with new land-
side development is considered.  As de-
picted on Exhibit 6B, a new airport ac-
cess point from Bullard Avenue would 
open development possibilities on the 
north side.  The capital needs program 
considers the airport developing the 
portion of this access road from the air-
port property line to the location of the 
proposed north side terminal building. 
This would also include the extension of 
utilities to this area. Most of this project 
is FAA eligible, with the exception of 
sanitary sewer.  As a result, approxi-
mately 80 percent of the project is eligi-
ble for FAA funding.  The CNP consid-
ers the remaining 20 percent to be split 
between the state and local sponsor. 
 
The first phase of a north side public 
apron would encompass approximately 
40,000 square yards of pavement.  This 
ramp would provide aircraft tie-down 
positions, circulation, and frontage for 
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fixed base operator (FBO) type services 
operating from large conventional han-
gars facing the apron. 
 
The short term CNP also considers the 
development of a new north side paral-
lel taxiway.  This taxiway will open the 
north side to aviation development and 
improve overall airport capacity and ef-
ficiency.  This parallel taxiway would be 
necessary when north side landside de-
velopment extends beyond the initial 
apron development already considered.  
It should be noted that forecast growth 
for the airport in the short term would 
indicate a need for hangar development. 
 
One additional project considered in the 
short term is the construction of addi-
tional terminal building vehicle parking 
space.  Currently, overflow and em-
ployee parking needs are met with the 
use of an unpaved parking lot to the 
south of the terminal building.  Ap-
proximately $47,000 is necessary for 
this project. 
 
Near the end of the short term planning 
horizon is the planned installation of a 
medium intensity approach lighting 
system with runway alignment indica-
tor lights (MALSR) leading to Runway 
3.  This sophisticated lighting system is 
currently a required component for the 
airport to support a Category (CAT) I 
approach. In the future, with advance-
ments in global positioning system 
(GPS) technology, other required navi-
gational aids, such as a localizer and 
glide slope antennae, may not be neces-
sary for a CAT I approach.  Thus, this 
additional equipment is not included in 
cost estimates. 
 

The last project considered in the short 
term planning period is reconstruction 
of the existing public access road.  This 
road extends from Litchfield Road to the 
terminal building complex.  It should be 
noted that a portion of this road is in 
the City of Goodyear and not on airport 
property.  Coordination should be un-
dertaken to coordinate this road im-
provement with the City of Goodyear. 
 
The total investment necessary for 
the short term capital needs pro-
gram is approximately $44.16 mil-
lion.  Of this total, $41.82 million is 
eligible for FAA grant funding, and 
$1.14 million is likely eligible for 
ADOT funding.  The remaining 
$1.20 million would be the respon-
sibility of the City of Phoenix Avia-
tion Department. 
 
 
INTERMEDIATE TERM 
IMPROVEMENTS 
 
Analyzing the impact to the environ-
ment is necessary for any airport im-
provement projects at federally obli-
gated airports.  Therefore, the first pro-
ject in the intermediate term is the 
commission of appropriate environ-
mental documentation.  As previously 
discussed, a placeholder of $500,000 has 
been established for necessary envi-
ronmental documentation for interme-
diate term projects. 
 
The first few projects of the intermedi-
ate term CNP are related to the reloca-
tion of the airport traffic control tower 
(ATCT) to the north side of the airfield. 
A formal airport traffic control tower 
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site selection study will need to be un-
dertaken.  This study should follow cri-
teria set forth in FAA Order 7031.2C, 
Airway Planning Standard Number 
One - Terminal Air Navigation Facilities 
and Air Traffic Control Services.  This 
study will develop justification for a re-
placement ATCT and present a benefit-
cost analysis. 
 
Once justification for a replacement 
ATCT is established, operational and 
spatial requirements are planned for 
following FAA Order 6480.4, Airport 
Traffic Control Tower Siting Criteria.  
Factors such as visibility, size, height, 
signal strength, and FAR Part 77 com-
pliance will be considered. 
 
The next project identified is the con-
struction of the replacement ATCT.  
The cost associated with tower con-
struction can vary widely.  For planning 
purposes, a tower cost of $4.2 million is 
considered.  This is a mid-range cost 
that might typically be associated with 
a busy general aviation airport.  The 
capital needs program assumes that the 
tower will be eligible for a 95 percent 
federal grant, and the remaining five 
percent would be divided evenly be-
tween state and local resources. 
 
The next project is the extension of 
utilities from the north side terminal 
building to the east.  Once again, 80 
percent of the total project cost is con-
sidered eligible for FAA funding as 
some elements, such as sanitary sewer, 
would not be eligible. 
 
Expansion of the public apron to the 
east of the replacement ATCT is consid-
ered next.  This apron would encompass 
approximately 60,000 square yards of 

pavement.  This apron expansion makes 
more property available for landside 
development.  The proposed north side 
terminal building would also front this 
apron.  Terminal buildings are typically 
non-eligible for FAA grant funding. This 
CNP considers the construction of the 
terminal building to be a jointly funded 
project with ADOT and the airport 
sponsor. 
 
The aircraft run-up area and blast fence 
currently located at the western end of 
Taxiway A has to be relocated prior to 
the parallel runway being constructed.  
A midfield location for a replacement 
run-up area and blast deflection fence 
has been identified.  This location is 
immediately west of the existing ATCT. 
Because constant noise activity is not 
recommended adjacent to an ATCT, this 
site will only be acceptable if the tower 
is relocated. 
 
Once the tower and run-up area are re-
located, the plan calls for the design and 
construction of the parallel runway 700 
feet to the south of the existing runway. 
This runway would measure 4,300 feet 
by 75 feet wide.  The primary purpose of 
the parallel runway is to accommodate 
forecast growth in local operations 
driven by more based aircraft.  This 
runway would be designed to ARC B-II 
standards and have the ability to ac-
commodate all small aircraft under 
12,500 pounds.  To further enhance ca-
pacity, the parallel runway is outfitted 
with several high-speed exits. 
 
Several other intermediate projects are 
considered in conjunction with the par-
allel runway construction.  These in-
clude the relocation of any monitoring 
or extraction wells associated with the 
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Superfund clean up project.  A large air-
craft run-up apron and hold aprons are 
considered for both ends of the parallel 
taxiway to serve the new parallel run-
way. 
 
Finally, the intermediate term planning 
horizon includes a place holder for ma-
jor pavement maintenance that may 
need to be undertaken during this time-
frame.  It is the airport’s responsibility 
to preserve the useful life of airport 
pavements.  To this end, some surfaces 
may need significant repair or replace-
ment during the intermediate planning 
horizon. 
 
The total investment for the inter-
mediate term capital needs pro-
gram is approximately $33.02 mil-
lion.  Of this total, $29.06 million is 
eligible for FAA grant funding, and 
$1.98 million is likely eligible for 
ADOT funding.  The remaining 
$1.98 million would be the respon-
sibility of the City of Phoenix Avia-
tion Department. 
 
 
LONG TERM IMPROVEMENTS 
 
Long term capital needs are difficult to 
predict due to the fluid nature of avia-
tion.  Several long term projects would 
likely require environmental documen-
tation, and a placeholder of $500,000 is 
reserved for this purpose. 
 
An extension of the north side road and 
utilities is planned in the long term. 
The third phase of the north side public 
apron construction is also considered.  
This apron would mirror that proposed 
for east of the ATCT. 
 

Other long term improvements, also 
presented on Exhibit 6B, further con-
sider the need for relocation of the 
Superfund cleanup wells as necessary to 
accommodate landside development.  By 
this time frame, it is anticipated that 
the perimeter service road will be in 
need of milling and overlay.  A place-
holder for major pavement maintenance 
projects has also been included. 
 
The last project considered for the long 
term planning period is further recon-
struction of the aircraft apron and taxi-
lanes in the vicinity of the existing ter-
minal area.  In the short term, $1.0 mil-
lion was established for rehabilitation of 
portions of this area.  By the long term, 
it is anticipated that much more of this 
area will be in need of reconstruction at 
a cost of approximately $3.5 million. 
 
The total investment for the long 
term capital needs program is ap-
proximately $21.02 million.  Of this 
total, $19.31 million is eligible for 
FAA grant funding, and $855,000 is 
likely eligible for ADOT funding.  
The remaining $855,000 would be 
the responsibility of the City of 
Phoenix Aviation Department. 
 
 
CAPITAL NEEDS 
PROGRAM SUMMARY 
 
The 20-year capital needs program for 
Phoenix Goodyear Airport focuses heav-
ily on meeting FAA design standards 
for safety, improving overall airfield ca-
pacity, and providing developable space 
for landside facilities to accommodate 
forecasted growth in based aircraft. 
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The most significant airside project in 
the first five years is the shifting of 
Runway 3-21 approximately 300 feet to 
the southwest.  The runway shift in-
volves removing 300 feet of pavement 
from the Runway 21 end and adding 
300 feet to the Runway 3 end.  The 
runway shift will allow the airport to 
meet FAA requirements for the runway 
safety area behind Runway 21.  Also in-
cluded in the short term airside capital 
needs program is the strengthening and 
widening of the taxiways in order to 
prevent lengthy delay caused by large 
aircraft needing to taxi on the runway. 
 
In the intermediate term of the master 
plan, the ATCT is relocated to the north 
side.  The tower then becomes the focus 
of potential significant landside devel-
opment on this side of the airfield.  A 
parallel runway is proposed on the 
south side.  This runway would provide 
anticipated capacity relief. 
 
The 20-year investment total is ap-
proximately $98.20 million.  Pro-
jects eligible for FAA grant assis-
tance total $90.20 million.  ADOT – 
Aeronautics Department eligible 
capital improvement projects total 
$3.97 million.  The local responsibil-
ity totals $4.03 million. 
 
 
CAPITAL IMPROVEMENT 
FUNDING SOURCES 
 
Financing capital improvements at the 
airport will not rely solely on the finan-
cial resources of the airport.  Capital 
improvement funding is available 
through various grant-in-aid programs 
on both the state and federal levels. 

The following discussion outlines key 
sources of funding potentially available 
for capital improvements at Phoenix 
Goodyear Airport. 
 
 
FEDERAL GRANTS 
 
Through federal legislation over the 
years, various grant-in-aid programs 
have been established to develop and 
maintain a system of public airports 
across the United States.  The purpose 
of this system and its federally based 
funding is to maintain national defense 
and to promote interstate commerce.  
The most recent legislation affecting 
federal funding was enacted in late 
2003 and is titled Century of Aviation 
Re-authorization Act, or Vision 100. 
 
The four-year bill covers FAA fiscal 
years 2004, 2005, 2006, and 2007.  This 
bill presented similar funding levels to 
the previous bill - Air 21.  Airport Im-
provement Program (AIP) funding was 
authorized at $3.4 billion in 2004, $3.5 
billion in 2005, $3.6 billion in 2006, and 
$3.7 billion in 2007. This new bill pro-
vides the FAA the opportunity to plan 
for longer term projects versus one-year 
re-authorizations. 
 
The source for Vision 100 funds is the 
Aviation Trust Fund.  The Aviation 
Trust Fund was established in 1970 to 
provide funding for aviation capital in-
vestment programs (aviation develop-
ment, facilities and equipment, and re-
search and development).  The Aviation 
Trust Fund also finances the operation 
of the FAA.  It is funded by user fees, 
including taxes on airline tickets, avia-
tion fuel, and various aircraft parts. 
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Funds are distributed each year by the 
FAA from appropriations by Congress. 
A portion of the annual distribution is 
to primary commercial service airports 
based upon enplanement (passenger 
boarding) levels.  If Congress appropri-
ates the full amounts authorized by Vi-
sion 100, eligible general aviation air-
ports could receive up to $150,000 of 
funding each year in Non-Primary Enti-
tlement (NPE) funds (National Plan of 
Integrated Airport Systems [NPIAS] in-
clusion is required for general aviation 
entitlement funding).  Phoenix Good-
year Airport qualifies for full NPE fund-
ing as the NPIAS includes over 
$150,000 in yearly capital projects. 
 
The remaining AIP funds are distrib-
uted by the FAA based upon the priority 
of the project for which they have re-
quested federal assistance through dis-
cretionary apportionments. A national 
priority ranking system is used to 
evaluate and rank each airport project. 
Those projects with the highest priority 
are given preference in funding. 
 
Under the AIP program, examples of 
eligible development projects include 
the airfield, public aprons, and access 
roads.  Additional buildings and struc-
tures may be eligible if the function of 
the structure is to serve airport opera-
tions in a non-revenue generating ca-
pacity, such as maintenance facilities. 
 
Whereas entitlement monies are guar-
anteed on an annual basis, discretion-
ary funds are not assured.  If the com-
bination of entitlement, discretionary, 
and airport sponsor match does not pro-
vide enough capital for planned devel-
opment, projects may be delayed.  Other 

supplemental funding sources are de-
scribed in the following subsections. 
 
 
STATE FUNDING PROGRAM 
 
In support of the state aviation system, 
the State of Arizona also participates in 
airport improvement projects.  The 
source for state airport improvement 
funds is the Arizona Aviation Fund.  
Taxes levied by the state on aviation 
fuel, flight property, aircraft registra-
tion tax, and registration fees (as well 
as interest on these funds) are deposited 
in the Arizona Aviation Fund. 
 
Under the State of Arizona’s grant pro-
gram, an airport can receive funding for 
one-half (currently 2.5 percent) of the 
local share of projects receiving federal 
AIP funding.  The state also provides 90 
percent funding for projects which are 
typically not eligible for federal AIP 
funding or have not received federal 
funding. 
 
 
State Airport Loan Program 
 
The Arizona Department of Transporta-
tion (ADOT) -Aeronautics Division’s 
Airport Loan Program was established 
to enhance the utilization of state funds 
and provide a flexible funding mecha-
nism to assist airports in funding im-
provement projects. Eligible projects in-
clude runway, taxiway, and apron im-
provements; land acquisition; planning 
studies; and the preparation of plans 
and specifications for airport construc-
tion projects.  Unlike the Federal AIP 
funding mechanism, revenue-gener-
ating improvements, such as hangars 
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and fuel storage facilities, are eligible 
under the State Airport Loan Program. 
Projects which are not currently eligible 
for the State Airport Loan Program are 
considered if the project would enhance 
the airport’s ability to be financially 
self-sufficient. 
 
There are three ways in which the loan 
funds can be used: Grant Advance, 
Matching Funds, or Revenue-
Generating Projects.  The Grant Ad-
vance loan funds are provided when the 
airport can demonstrate the ability to 
accelerate the development and con-
struction of a multi-phase project.  The 
project(s) must be compatible with the 
airport master plan and be included in 
the ADOT Five-Year Airport Develop-
ment Program.  The Matching Funds 
are provided to meet the local matching 
fund requirement for securing federal 
airport improvement grants or other 
federal or state grants. The Revenue-
Generating funds are provided for air-
port-related construction projects that 
are not eligible for funding under an-
other program. 
 
 
Pavement Maintenance Program 
 
The airport system in Arizona is a 
multi-million dollar investment of pub-
lic and private funds that must be pro-
tected and preserved.  State aviation 
fund dollars are limited, and the State 
Transportation Board recognizes the 
need to protect and extend the maxi-
mum useful life of the airport system's 
pavement.  The Arizona Pavement 
Preservation Program (APPP) has been 
established to assist in the preservation 
of the Arizona airport system infra-

structure.  Phoenix Deer Valley Airport 
participates in this program. 
 
Public Law 103-305 requires that air-
ports requesting Federal AIP funding 
for pavement rehabilitation or recon-
struction have an effective pavement 
maintenance management system.  To 
this end, ADOT-Aeronautics maintains 
an Airport Pavement Management Sys-
tem (APMS).  This system requires 
monthly airport inspections, which are 
conducted by airport management and 
supplied to ADOT. 
 
The Arizona Airport Pavement Man-
agement System uses the Army Corps 
of Engineers’ “Micropaver” program as a 
basis for generating a Five-Year Airport 
Pavement Preservation Program 
(APPP).  The APMS consists of visual 
inspections of all airport pavements.  
Evaluations are made of the types and 
severities observed and entered into a 
computer program database.  Pavement 
Condition Index (PCI) values are de-
termined through the visual assessment 
of pavement conditions in accordance 
with the most recent FAA Advisory Cir-
cular 150/5380-7, Pavement Manage-
ment System, and range from 0 (failed) 
to 100 (excellent).  Every three years, a 
complete database update with new 
visual observations is conducted.  Indi-
vidual airport reports from the update 
are shared with all participating system 
airports.  The Aeronautics Division en-
sures that the APMS database is kept 
current, in compliance with FAA re-
quirements. 
 
Every year, the Aeronautics Division, 
utilizing the APMS, will identify airport 
pavement maintenance projects eligible 
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for funding for the upcoming five years. 
These projects will appear in the State's 
Five-Year Airport Development Pro-
gram.  Once a project has been identi-
fied and approved for funding by the 
State Transportation Board, the airport 
sponsor may elect to accept a state 
grant for the project and not participate 
in the Airport Pavement Preservation 
Program (APPP), or the airport sponsor 
may sign an Inter-Government Agree-
ment (IGA) with the Aeronautics Divi-
sion to participate in the APPP. 
 
 
LOCAL FUNDING 
 
The balance of project costs, after con-
sideration has been given to grants, 
must be funded through local resources. 
The Phoenix Goodyear Airport is oper-
ated by the City of Phoenix through the 
Phoenix Aviation Department.  The 
goal for the operation of the airport is to 
generate ample revenues to cover all 
operating and maintenance costs, as 
well as the local matching share of capi-
tal expenditures. 
 
There are several alternatives for local 
financing options for future develop-
ment at the airport, including airport 
revenues, direct funding from the City, 
issuing bonds, and leasehold financing.  
These strategies could be used to fund 
the local matching share or complete 
the project if grant funding cannot be 
arranged. 
 
Local funding options may also include 
the solicitation of private developers to 
construct and manage hangar facilities. 
The capital needs and improvement 
programs have not made any assump-
tion as to who would finance the con-

struction of hangar facilities.  Private 
hangar development should only be al-
lowed within the definition of the air-
port master plan and within the rules 
and regulations of the airport in order 
to maintain an efficient airport facility 
layout. 
 
 
CAPITAL IMPROVEMENT 
PROGRAM 
 
The previously presented capital needs 
program considers all those projects 
necessary to make the 20-year master 
plan vision for the airport a reality.  In 
today’s economic environment, the FAA 
is unable to fund all eligible projects 
needed at all airports.  As a result, it is 
reasonable to develop a short term (0-5 
years) list of recommended projects that 
Phoenix Goodyear Airport should con-
sider priorities.  With this list or capital 
improvement program (CIP), the airport 
can better direct funding requests to the 
FAA and ADOT for priority projects.  
The CIP presented on Exhibit 6C com-
bines master plan recommendations 
and other five-year priority projects 
identified by the City of Phoenix Avia-
tion Department. 
 
From year-to-year, it is difficult to know 
what level of grant funding will be 
available from the FAA and ADOT.  
This is even more difficult as the entire 
funding mechanism for the FAA and 
airport improvements, the Airport Im-
provement Program, is up for re-
authorization by the U.S. Congress in 
2007.  In order to facilitate this CIP dis-
cussion, it is necessary to estimate what 
Phoenix Goodyear Airport could rea-
sonably expect in grant funding from 
the FAA and ADOT.  For purposes of 



Exhibit 6C
FIVE YEAR CAPITAL IMPROVEMENT PROGRAM
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 Project Description  Category  Project Cost  FAA/ADOT Funding Local Funding

2008

Environmental Documentation For Short Term Projects  Environmental  $500,000  $468,500  $31,500

 Rehabilitation of Portions of North Aircraft Apron Safety $3,000,000 $2,811,000 $189,000

Runway 3-21 RSA Mitigation. Add 300 Feet of 
 Pavement to Southwest End and Remove 300 Feet of 
 Pavement from Northeast End. Re-mark Thresholds 
 at New Ends.  Safety  $1,600,000  $1,499,200  $100,800

 Subtotal   $5,100,000  $4,778,700  $321,300

2009

 Replace FAA Weather Equipment With AWOS-3  Safety  $100,000  $93,700  $6,300

Master Utility Plan Study Landside Demand  $500,000  $468,500  $31,500

 Pave Employee Parking Lot  Maintenance  $47,000  $44,039  $2,961

 Relocate Superfund Wells Landside Demand $350,000 $327,950 $22,050

 Subtotal   $997,000  $606,239  $40,761

2010

 Rehabilitate Asphalt Portion of Runway 3-21  Safety  $4,480,000  $4,197,760  $282,240

 Emergency Generator for ATCT Safety $100,000 $93,700 $6,300

 Subtotal   $4,580,000  $4,291,460  $288,540

2011

 Widen Taxiways A-4, A-5, A-6, and A-7 to 75 feet  Safety  $2,000,000  $1,874,000  $126,000

 Strengthen Taxiways A, A-4, A-5, A-6 Safety, Capacity $2,500,000 $2,342,500 $157,500

 East High-Speed Exits  Capacity  $885,000  $829,245  $55,755

 West Public Ramp - Phase 1 Landside Demand $3,866,000 $3,622,442 $243,558

 Subtotal   $9,251,000  $8,668,187  $582,813

2012

 Install MALSR for Precision Approach Capability 
 to Runway 3  Capacity  $1,400,000  $1,311,800  $88,200

 West Side On-Airport Access Road and  
 Utility Extension - Phase 1 Landside Demand  $551,000  $440,800  $110,200

RPZ Easement Acquisition (Combined 35 Acres) Safety $1,750,000 $1,639,750 $110,250

 RPZ Fee Simple Acquisition (Combined 28 Acres) Safety $11,200,000 $10,494,400 $705,600

 Subtotal   $14,901,000  $13,886,750  $1,014,250

 Five Year Total   $34,829,000  $32,231,336  $2,247,664

Note: Costs associated with hangar development are not included
PHOENIX GOODYEAR AIRPORT
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this discussion, a federal funding level 
of $25 million and a state funding level 
of $7.5 million over the next five years 
are assumed.  This makes available a 
total of $32.5 million for priority pro-
jects in the first five years.  In addition, 
it is understood that ADOT policies al-
low them to provide a maximum of $1.2 
million for a single project in a given 
year, and up to $2.5 million annually. 
 
The first year CIP considers those pro-
jects identified for completion in 2008.  
The first project is any necessary envi-
ronmental documentation.  This may be 
in the form of a Categorical Exclusion or 
an Environmental Assessment. 
 
The next CIP item considers the recon-
struction of large portions of the exist-
ing terminal area ramp and hangar tax-
ilanes.  According to the 2004 Pavement 
Management Program, most of this 
ramp is failing.  It is imperative that 
the airport continue to maintain active 
pavement surfaces through mainte-
nance or reconstruction when neces-
sary.  It is estimated that approxi-
mately 80,000 square yards of ramp and 
taxilane area would need to be recon-
structed.  As this area is the focus of ex-
isting general aviation and transient 
activity, this would be a high priority. 
 
The total cost to reconstruct the entire 
terminal area ramp and taxilanes is es-
timated at $4.77 million. Approximately 
$3.0 million has been identified for re-
pair of those pavement areas in critical 
need. 
 
The runway shift and RSA mitigation 
project is considered in the first year 
CIP.  This project shifts the runway ap-

proximately 300 feet to the southwest 
and brings the current nonstandard 
RSA into compliance.  Currently, the 
runway safety area (RSA) behind Run-
way 21 only extends 700 feet when de-
sign standards call for a 1,000-foot RSA. 
This project would remove 300 feet of 
pavement on the Runway 21 end and 
add 300 feet to the Runway 3 end.  This 
action will bring the entire RSA onto 
airport property.  In addition, this run-
way shift will pull the RPZ, located to 
the east of the Runway 21 end, off most 
of the office building to the east of the 
airport. 
 
The second year of the CIP plans for the 
acquisition of an automated weather 
observation system.  This system will 
allow pilots to receive airport specific 
metrological conditions.  It is a priority 
established by the FAA Western Pacific 
Region that all reliever airports should 
have this capability. 
 
The airport has identified the need for a 
master utility plan study to determine 
the adequacy of the existing infrastruc-
ture to accommodate planned growth.  
Paving of the employee parking lot is 
also planned in the second year CIP.  
Prior to future development of the 
northwest side of the airport, some of 
the superfund wells will likely need to 
be relocated. 
 
The third year of the CIP considers re-
habilitation of Runway 3-21.  As previ-
ously discussed, this project should be 
considered in conjunction with the run-
way shift project if financially feasible.  
Also in the third year is the acquisition 
of an emergency generator for the 
tower. 
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The fourth year of the CIP considers 
projects that provide capacity improve-
ment.  Taxiways A-4, A-5, A-6, and A-7 
are planned for widening to 75 feet in 
order to meet FAA design standards for 
the critical aircraft in D-IV.  Taxiways 
A-4, A-5, and A-6 are also planned for 
strengthening in order to accommodate 
frequent movement by the critical air-
craft. 
 
Also included in the fourth year CIP is 
the construction of high speed exits 
leading from the primary runway to 
Taxiway A for capacity relief.  Also in-
cluded in this timeframe is the begin-
ning of construction of the northwest 
side apron. 
 
The fifth year CIP includes the installa-
tion of a medium intensity approach 
lighting system with runway alignment 
indicator lights (MALSR) on the ap-
proach to Runway 3. Currently, the 
MALSR is a required component for an 
Instrument Landing System (ILS).  In 
conjunction with advancements in 
Global Positioning System (GPS), the 
airport may be able to add a CAT I ap-
proach to the airport without the need 
to acquire a localizer or glideslope an-
tenna. 
 
The next project in the fifth year CIP is 
the construction of a new north side ac-
cess road, extending from the proposed 
north side entrance to the location of 
the north side terminal services build-
ing.  This road would include extension 
of utilities.  This project is eligible for 
FAA grant-in-aid funding except for the 
wastewater utilities; thus, the entire 
project is considered 80 percent eligible 
for grant funding. 

Acquisition of property that falls within 
the future RPZs at the airport is also 
planned for the short term CIP.  Ap-
proximately 35 acres are planned for fee 
simple acquisition and 28 acres are 
planned for avigation easements.  While 
it is optimal for the airport to own all 
RPZs outright, it is more realistic to 
consider land that is already developed 
for avigation easements only. 
 
The following section will discuss the 
various funding sources typically avail-
able for airport improvements.  Some 
combination of these funding mecha-
nisms will likely be necessary to under-
take the recommended airport im-
provements. 
 
 
HANGAR DEVELOPMENT 
NEEDS 
 
Construction of hangars on airport 
property may be undertaken by the City 
of Phoenix, private enterprise, or a 
combination of both.  Table 6B pre-
sents an estimate of the cost to build 
the hangars as depicted on Exhibit 5A.  
All hangars to be constructed on Corpo-
rate Aviation Parcels are assumed to be 
undertaken by the leasing entity and 
are not included in this summary. 
 
The estimated cost to build hangars in-
cludes site preparation.  Site prepara-
tion costs include an estimate of earth-
works, utility extension, road construc-
tion, and parking lot construction.  Tax-
ilane construction includes estimates of 
earthworks, pavement, marking, and 
signage.  Although revenue producing 
facilities, such as hangars, are generally 
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not eligible for FAA grant funding, the 
public taxilanes are eligible but are a 
low priority.  Since the FAA will only 
issue grants to the airport sponsor, if a 

private developer were to undertake the 
taxilane construction they would be re-
sponsible for the full cost. 
 
 

TABLE 6B       
Estimated Hangar Development Costs     

    
Project 

Cost 
FAA/ADOT 

Eligible 

Local 
Invest-
ment 

SHORT TERM       
1 Corporate Aviation Parcels NE (10) $3,067,000 $463,815 $2,603,185 
2 Airport Services Area NE (4 200x200 Hangars) $13,487,000 $0 $13,487,000 
3 T-Hangars - Phase 1 (130 Units) $14,023,000 $2,186,021 $11,836,979 
4 Box Hangars – Phase 1 (10 Units) $3,273,000 $306,399 $2,966,601 
5 Airport Services Area S (4 150x150 Hangars) $7,996,000 $0 $7,996,000 
SHORT TERM TOTAL $41,846,000 $2,956,235 $38,889,765 
INTERMEDIATE TERM       
1 T-Hangars - Phase 2 (169 Units) $16,958,000 $2,558,010 $14,399,990 
2 Box Hangars – Phase 2 (10 Units) $2,932,000 $306,399 $2,625,601 
3 Airport Services Area NW (4 200x200 Hangars) $13,487,000 $0 $13,487,000 
4 Site Prep and Expansion Parking Lot $723,000 $677,451 $45,549 
5 Corporate Aviation Parcels NNW (6) $1,931,000 $232,376 $1,698,624 
INTERMEDIATE TERM TOTAL $36,031,000 $3,774,236 $32,256,764 
LONG TERM       
1 T-Hangars - Phase 3 (142 Units) $14,193,000 $1,519,814 $12,673,186 
2 Box Hangars – Phase 3 (20 Units) $3,635,000 $611,861 $3,023,139 
3 Corporate Aviation Parcels NW (8) $2,245,000 $398,225 $1,846,775 
LONG TERM TOTAL $20,073,000 $2,529,900 $17,543,100 
TOTAL $97,950,000 $9,260,371 $88,689,629 

 
 
The short term hangar estimates would 
provide 130 T-hangar spaces and 10 in-
dividual box hangar spaces.  Construc-
tion of the conventional hangars are 
also included but could be shifted to the 
intermediate or long term planning ho-
rizons as demand dictates. The inter-
mediate planning horizon provides for 
169 T-hangar spaces and ten more indi-
vidual box hangars.  The long term 
planning horizon adds 142 T-hangar po-
sitions and 20 individual box hangar 
positions.  The overall cost of the han-
gar construction is estimated at nearly 
$98 million in 2006 dollars. 

AIRPORT FINANCING 
 
The City of Phoenix Aviation Depart-
ment is responsible for the operation 
and maintenance of three airports in its 
system.  The largest airport in the sys-
tem is Phoenix Sky Harbor Interna-
tional Airport, which is one of the busi-
est primary commercial service airports 
in the country.  The other two airports 
are general aviation reliever airports.  
The Phoenix Goodyear Airport is ex-
periencing increasing aviation activity, 
and the area surrounding the airport is 
rapidly developing.  The other general 
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aviation airport in the system, Phoenix 
Deer Valley Airport, was the busiest 
general aviation airport in the country 
in 2006 and has a long history of sup-
porting industrial/commercial develop-
ment in the area. 
 
One of the goals of the City of Phoenix 
Aviation Department is for each of the 
three airports in its system to be self-
sufficient.  This goal is also advanced by 
the FAA.  General aviation airports 
across the country typically do not meet 
this goal and require direct financial 
support from the airport sponsor. 
 
All revenue generated on airport prop-
erty is pledged exclusively to on-airport 
operations and improvements.  It is il-
legal to take any revenue generated on 
airport property and transfer it to any 
other governmental department; how-
ever, it is acceptable to transfer airport-

generated revenue between the airports 
as necessary. 
 
 
OPERATING REVENUE 
AND EXPENSES 
 
Operating revenue sources for the 
Phoenix Goodyear Airport include han-
gar rental, fuel sales, building and facil-
ity leases, and tie-down and outside 
storage fees.  Operating expenses fall 
into several categories, including per-
sonnel services, contractual services, 
commodities, and other internal ex-
penses.  As shown in Table 6C, the op-
erating revenues generated by the air-
port have exceeded the operating ex-
penses over each of the previous four 
years, although total positive income 
has decreased by 37 percent over the 
same period. 

 
TABLE 6C 
Historical and Current Operating Revenues and Expenses 
Phoenix Goodyear Airport 
  2003 2004 2005 2006 
Revenue Center OPERATING REVENUE 
Hangars $793,500 $860,000 $886,500 $896,700 
Tie-Downs & Outside Storage $130,500 $177,700 $237,300 $128,600 
Net Fuel Sales $543,800 $377,700 $328,300 $340,600 
Land Leases $24,700 $15,100 $24,800 $25,100 
Building & Facility Rental $299,200 $299,200 $299,200 $299,200 
Fuel Flowage Fees $10,300 $26,100 $29,700 $28,100 
Miscellaneous Receipts $11,200 $17,500 $14,000 $7,000 
TOTAL REVENUE $1,813,200 $1,773,300 $1,819,800 $1,725,300 
Expense Center OPERATING EXPENSES 
Personnel Services $532,200 $652,100 $729,800 $704,000 
Contractual Services $173,300 $195,800 $204,200 $274,300 
Commodities $26,700 $27,600 $59,300 $32,300 
Internal $109,400 $55,600 $90,400 $102,200 
Other Expenses $0 $0 $0 $0 
Capital Equipment Outlay $0 -$100 $0 $7,100 
TOTAL EXPENSES $841,600 $931,000 $1,083,700 $1,119,900 
OPERATING INCOME/(LOSS) $971,600 $842,300 $736,100 $605,400 
Source:  Airport records 
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The largest revenue source for the air-
port is the income generated from han-
gar leases, which represents nearly 50 
percent of total revenue.  Other aircraft 
storage fees, such as tie-downs, outside 
aircraft storage space, and building and 
facility leases represent another 26 per-
cent of revenue.  Net fuel sales repre-
sent 22 percent of airport revenues. 
 
The largest expense category for the 
airport is personnel services in the form 
of salaries and benefits.  Employee costs 
represent 66 percent of total expenses.  
Contractual services, which include on-
going services such as trash collection 
and cleaning services, is the next larg-
est expenses category, representing 21 
percent. 
 
On an infrequent basis, the airport may 
need to make capital equipment pur-
chases such as maintenance vehicles.  
This expense is reflected in the capital 
equipment outlay category.  This cate-
gory is not to be confused with capital 
improvement projects such as airfield 
maintenance or improvements or mon-
ies used in federal grant matching pro-
grams.  Airfield improvement capital 
projects or matching of federal grants 
would be funded primarily through 
positive operating balances, if available. 
 
Based on budget accounting, the airport 
is self-sufficient from an operating 
standpoint, as annual operating reve-
nues exceed annual operating expenses. 
That is, if the airport did not take on 
significant additional contractual debt 
or other large expenses, it would con-
tinue to show a positive operating bal-
ance.  Of course, any positive operating

balance generated by the airport can 
only be spent on airport improvements 
as defined by federal grant assurances.  
Typically, at Phoenix Goodyear Airport, 
any positive operating balance is util-
ized to offset capital expenditures and 
ongoing maintenance of airport facili-
ties. 
 
Table 6D presents the total capital im-
provement outlay provided by the City 
of Phoenix Aviation Department for 
capital improvements for each of the 
previous four years.  These capital im-
provement outlays were for projects 
such as infrastructure improvements, 
taxiway reconstruction, and other asso-
ciated planning projects.  In 2003, due 
to capital needs, timing, and funding 
availability, the Phoenix Goodyear Air-
port had a net positive balance of 
$316,400 after capital expenditures.  
Therefore, in 2003 GYR was able to 
cover the cost of capital improvements 
from the operating revenue fund bal-
ance and not require any funding sup-
plements or assistance from Phoenix 
Sky Harbor.  From 2004 through 2006, 
however, GYR had net negative bal-
ances of $4,715,600, $1,538,300, and 
$2,620,400, respectively; therefore, the 
positive revenue balance was not suffi-
cient to cover the cost of the needed 
capital improvement projects.  Since 
2004, GYR has a combined net 
negative balance of $8,557,900.  Be-
cause of the imbalance between the 
operating revenues and cost of 
capital improvements for the last 
three years, GYR has needed to ob-
tain an infusion of funds from 
Phoenix Sky Harbor. 
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TABLE 6D 
Capital Improvement Outlay 
Phoenix Goodyear Airport 
 2003 2004 2005 2006 
Capital Improvement Outlay $655,200 $5,557,900 $2,274,400 $3,225,800 
Operating Income/(Loss) $971,600 $842,300 $736,100 $605,400 
NET INCOME/(LOSS) $316,400  ($4,715,600) ($1,538,300) ($2,620,400) 
Source:  Airport records 

 
 
On-going financial support for capital 
expenditures at Phoenix Goodyear Air-
port cannot be guaranteed.  Various fac-
tors, such as the capital needs at the 
other two airports in the system, may 
limit the capital funds available to 
GYR.  As a result, strategies such as 
those presented in this master plan 
should be pursued in order to increase 
overall revenue generated by the air-
port in order to cover the costs associ-
ated with capital expenditures in addi-
tion to operating costs. 
 
 
ECONOMIC BENEFIT 
OF AVIATION 
 
Phoenix Goodyear Airport is a vital con-
tributor to the dynamic economy of the 
City of Phoenix, the City of Goodyear, 
and the surrounding communities.  The 
airport serves as a gateway that wel-
comes a wide variety of aviation activity 
from smaller general aviation operators 
to larger corporate operators, to the 
largest commercial airplanes in the na-
tional fleet.  In addition to providing 
transportation services to people and 
businesses, the airport itself is a center 
of employment for more than 1,000 
workers who spend their payroll checks 
within the local economy. 

The airport service area includes a 
population base of over one million peo-
ple, encompassing the southwestern 
Phoenix Metropolitan area.  Without 
question, Phoenix Goodyear Airport has 
been a catalyst, both spurring and 
maintaining economic growth in the re-
gion. 
 
In 2003, the Arizona Department of 
Transportation – Aeronautics Division, 
in cooperation with Arizona State Uni-
versity, completed a study entitled The 
Economic Impacts of Aviation in Ari-
zona.  This study indicated that in 2002, 
aviation activity in the State of Arizona 
generated $38.5 billion in total eco-
nomic activity.  More than 470,000 Ari-
zona jobs are related directly or indi-
rectly to aviation. These jobs created 
almost $15 billion in wages and benefits 
for Arizona residents. 
 
General aviation activity and support 
services in Arizona generated $842 mil-
lion in economic activity in 2002.  More 
than 9,800 Arizonians are employed di-
rectly in the general aviation industry 
and receive wages and benefits of $362 
million.  Over 60 percent of the eco-
nomic contribution of general aviation 
comes from aircraft sales and services.  
This includes the sale of private aircraft
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and aircraft parts, as well as aircraft 
rentals, fuel, maintenance, support ser-
vices and storage.  The spending of per-
sons directly employed by general avia-
tion supports an additional 15,000 jobs 
in other sectors of the Arizona economy. 
General aviation’s total contribution to 
the Arizona economy is $1.8 billion.  

Table 6E shows the economic impact of 
general aviation on the Arizona econ-
omy. 
 
By 2025, general aviation is forecast to 
account for a total of 40,501 jobs and 
nearly $3 billion in economic impact. 

 
TABLE 6E 
Economic Impacts of General Aviation 
State of Arizona (2002) 
  

Non-scheduled 
Carriers 

Aircraft 
Sales and 
Service 

 
Aerial 

Services 

 
Gov't 

Services 

 
Airport 
Admin. 

 
Airport 

Construction 

 
 

Total 
PRIMARY ECONOMIC IMPACT 
Economic Activity 
($ million) 

 
$64 

 
$528 

 
$195 

 
$13 

 
$18 

 
$24 

 
$842 

Payroll ($ million) $27 $223 $82 $11 $9 $11 $363 
Employment 635 5,920 2,456 260 297 53 9,621 
TOTAL ECONOMIC IMPACT 
Economic Activity 
($ million) 

 
$137 

 
$1,119 

 
$421 

 
$29 

 
$40 

 
$54 

 
$1,800 

Payroll ($ million) $57 $472 $174 $17 $20 $23 $763 
Employment 1,611 15,015 6,229 480 753 647 24,735 
Category Includes: Commuter,  

Unscheduled 
Carriers 

Sales, 
Rentals, 
Parts, FBO 
Services, 
Storage 

Agricultural, 
Photogra-
phy, Aerial 
Mapping, 
Air Sightsee-
ing, Air 
Ambulance 

Air Traffic 
Control, Other 
FAA, Customs, 
Postal Service, 
Weather Ser-
vices, Airport 
Security 

Manage-
ment,  
Custodial, 
Marketing 

Maintenance, 
Capital 
Improvements 

  

Source:  The Economic Impact of Aviation in Arizona (ADOT 2002) 

 
 
PHOENIX GOODYEAR AIRPORT 
ECONOMIC BENEFITS 
 
As part of the study, an analysis was 
conducted of the economic benefits of 
the Phoenix Goodyear Airport specifi-
cally.  The presence of the airport cre-

ates both tangible and intangible bene-
fits.  The intangible effects are repre-
sented by the trickle-down effect of 
spending on the local economy.  Table 
6F presents the primary (direct) and 
total (including multiplier) effect that 
the airport has of the local economy. 

 
TABLE 6F 
Economic Benefits 
Phoenix Goodyear Airport 

 On-Airport 
Direct 

Visitor 
Spending 

Total Primary 
Impacts 

Total Impacts including 
Multiplier Effects 

Employment 1,097 NA 1,097 2,493 
Payroll (mil) $52 NA $52 $108.50 
Sales (mil) $188.60 NA $188.60 $393.01 
Source:  The Economic Impact of Aviation in Arizona, (ADOT-2002) 
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As can be seen, the airport employed 
more than 1,000 people in 2002.  Much 
of this figure is represented by the pres-
ence of the large aircraft maintenance 
business on the airfield.  These on-
airport jobs generated $52 million in 
annual payroll and sales of $188 mil-
lion.  Including multiplier effects, the 
airport generated approximately $108 
million in payroll and $393 million in 
sales. 
 
The future looks very bright for the 
Phoenix Goodyear Airport.  The western 
Phoenix metropolitan area is growing 
faster than Maricopa County as a 
whole, and the county is one of the fast-
est growing counties in the county.  The 
airport is forecast to increase from a 
current operational level of 108,000 to 
nearly 400,000 by 2025.  Based aircraft 
are forecast to increase from 209 to 619 
by 2025.  Currently, there are three 
based jet aircraft.  By 2025, this figure 
is forecast to increase to 33.  Jet aircraft 
are more sophisticated than piston pow-
ered aircraft and are more expensive to 
maintain.  The economic benefit of the 
Phoenix Goodyear Airport is significant. 
 
 
SUMMARY 
 
The best means to begin implementa-
tion of the recommendations in this 
master plan is to first recognize that 
planning is a continuous process that 
does not end with completion and ap-
proval of this document.  Rather, the 
ability to continuously monitor the ex-
isting and forecast status of airport ac-
tivity must be provided and maintained. 
The issues upon which this master plan 
are based will remain valid for a num-
ber of years.  The primary goal is for the 

airport to best serve the air transporta-
tion needs of the region, while continu-
ing to be economically self-sufficient. 
 
The actual need for facilities is most 
appropriately established by airport ac-
tivity levels rather than a specified 
date.  For example, projections have 
been made as to when additional han-
gars may be needed at the airport.  In 
reality, however, the timeframe in 
which the development is needed may 
be substantially different.  Actual de-
mand may be slower to develop than 
expected.  On the other hand, high lev-
els of demand may establish the need to 
accelerate the development.  Although 
every effort has been made in this mas-
ter planning process to conservatively 
estimate when facility development 
may be needed, aviation demand will 
dictate when facility improvements 
need to be delayed or accelerated. 
 
The real value of a usable master plan 
is in keeping the issues and objectives 
in the minds of the managers and deci-
sion-makers so that they are better able 
to recognize change and its effect.  In 
addition to adjustments in aviation de-
mand, decisions made as to when to un-
dertake the improvements recom-
mended in this master plan will impact 
the period that the plan remains valid. 
The format used in this plan is intended 
to reduce the need for formal and costly 
updates by simply adjusting the timing. 
Updating can be done by the manager, 
thereby improving the plan=s effective-
ness. 
 
In summary, the planning process re-
quires that airport management consis-
tently monitor the progress of the air-
port in terms of aircraft operations and 
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based aircraft.  Analysis of aircraft de-
mand is critical to the timing and need 
for new airport facilities.  The informa-
tion obtained from continually monitor-

ing airport activity will provide the data 
necessary to determine if the develop-
ment schedule should be accelerated or 
decelerated. 


