


INTRODUCTION
The Federal Avia on Administra on (FAA) classifies the Arlington Municipal Airport as a public-use 
“reliever” airport in the Na onal Plan of Integrated Airport Systems (NPIAS).  Reliever airports are large 
general avia on airports located in metropolitan areas.  The Airport provides a significant economic 
impact to the City of Arlington and the North Texas region, serving the avia on needs of area businesses 
and bringing thousands of visitors to the City each year.

The Airport Development Plan frames a 10-year period and serves as a strategic tool to establish airport 
improvement priori es.  It includes an evalua on of an airport’s avia on demand and offers the ra onale 
for recommenda ons on airfield configura on, land use, facility development, and support facili es.  
This Development Plan is being created in consulta on with a Planning Advisory Commi ee (PAC), which 
consists of a diverse group of airport tenants, airport commercial operators, various City departments, 
City Council members, and area neighborhood representa ves.  Public Informa on Workshops will also 
be held at the Airport so that anyone interested can provide feedback throughout the study process.  The 
general public is also invited to view the Development Plan documents and comment online.   

OVERVIEW

On a na onal level, the events of September 11, 2001, and the repercussion to the na onal avia on 
system are s ll affec ng the industry today.  One of the most significant outcomes has been the shi  of 
tradi onal airline passengers to the general avia on corporate aircra  fleet.  General avia on airports 
in large demand centers, such as the Dallas/Fort Worth Metroplex, need to serve the growing demand 
of business avia on. While high oil prices and the economic recession have caused general 
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The City of Arlington initiated this 
Development Plan to reevaluate 
and adjust, as necessary, the fu‐
ture development for Arlington 
Municipal Airport. 

aviation activity to decline in recent years, demand is anticipated to rebound and grow as the economy 
continues to recover.     
 
On a regional level, the Dallas/Fort Worth Metroplex is home to an extensive airport network meeting 
the needs of an array of aviation activities.  The role of Arlington Municipal Airport in the local and re‐
gional, state, and national, networks is considered throughout this study. 
 
On a  local  level, the area surrounding Arlington Municipal Airport supports a diverse and strong eco‐
nomic base.  The community provides for a very dynamic environment with abundant business, recrea‐
tional, and educational opportunities.    It  is  imperative  that  the Airport match  the opportunities and 
facilities offered by the surrounding community.  This Development Plan considers not only the facility 
needs  to meet demand, but also methods  to ensure  that  the Airport projects a  first‐class  image  for 
both the City of Arlington and the surrounding area. 
 
Arlington Municipal Airport is a general aviation reliever airport, as defined by the FAA, which serves to 
help reduce congestion at Dallas/Fort Worth International Airport and Dallas Love Field by offering an 
attractive option for general aviation users.  The Airport encompasses approximately 500 acres of land 
and has a single 6,080‐foot by 100‐foot concrete runway served by two parallel taxiways.  The Airport 
is  included  in  the  FAA’s  NPIAS  and  the  Texas  Department  of  Transportation  –  Aviation  Division’s 
(TxDOT) Texas Airport System Plan: Update 2010 (TASP), making it eligible for federal and state devel‐
opment grants.   It  is home to approximately 250 based aircraft and 22 businesses, with an estimated 
employment base of 700 people.  It offers many facilities and a wide variety of aviation services includ‐
ing  aircraft  charter,  flight  training,  aircraft  sales,  flight  testing,  aircraft  storage,  tiedowns,  fuel,  and 
maintenance.   
 
 

STUDY COORDINATION 
 
The City of Arlington initiated this Development Plan to reevaluate and adjust, as necessary, the future 
development  for Arlington Municipal Airport.   An Airport Master Plan was previously  completed  in 
2008.  Since that time, the City has invested considerable funds into the continued growth and devel‐
opment of the Airport.   
 

The Airport Development Plan  is prepared  in  accord‐
ance with FAA requirements  including Advisory Circu‐
lar  (AC)  150/5300‐13A,  Airport  Design  (as  amended) 
and AC 150/5070‐6B, Airport Master Plans.  The scope 
of  services, budget, and  schedule has been approved 
by the City of Arlington following review and approval 
by TxDOT. 
 

A cross‐section of community members and aviation groups with a vested interest in Arlington Munici‐
pal Airport were asked to serve  in an advisory role during the Development Plan process through the 
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TABLE A
Development Plan ‐ Planning Advisory Committee 
Arlington Municipal Airport  

Arlington Municipal Airport Manager

Arlington Municipal Airport Assistant Manager 

TxDOT – Aviation Division Planning Manager 

Arlington City Council Members (3)

City of Arlington Economic Development Department 

City of Arlington Public Works Department 

City of Arlington Community Development & Planning Department

North Central Texas Council of Governments 

Neighborhood Representatives (4)

Airport Businesses: 
Harrison Aviation
Fisher Aviation Services
Bell Helicopter
Aviation Performance Solutions 
SkyMates, Inc.
Airline Transport Professionals 
Van Bortel Aircraft, Inc.
AgustaWestland
Brian Reynolds Company
FMF Corporation
Trinity River Authority

Airport T‐Hangar Tenants (3) 

Aircraft Owners and Pilots Association  

National Business Aviation Association  

 

formation of a PAC.  Members of this PAC review draft reports and provide comments throughout the 
study to help ensure that a realistic, viable plan is developed.  Table A provides a list of the PAC mem‐
bers for the Arlington Municipal Airport Development Plan.   The study schedule provides four points 
during the process where the PAC convenes to discuss issues related to the Development Plan. 
 
The approximate 14‐month study also  includes Public  Information Workshops to present preliminary 
findings and solicit comments  from the general public about the Development Plan.   Draft phase re‐
ports  and  other  information  related  to 
the  Development  Plan  are  available  to 
the  public  on  the  Airport’s  website 
(http://www.arlington‐tx.gov/airport/) 
and  on  the  consultant’s  website 
(http://arlington.airportstudy.com).      
 
 

DEVELOPMENT PLAN 
ELEMENTS AND PROCESS 
 
The  Development  Plan  is  prepared  pur‐
suant  to  the  scope  of  services  that  has 
been coordinated with the City of Arling‐
ton and TxDOT.   The  study has eight el‐
ements that are intended to assist in the 
identification of future facility needs and 
which  provide  the  supporting  rationale 
for their implementation.   
 
Element  1  – Analysis of  Existing  Condi‐
tions  (Inventory)  includes  the  formula‐
tion  of  the  PAC  and  establishes  general 
background  that  includes  outlining  the 
goals and objectives  to be accomplished 
during the Development Plan.  An evaluation of airport facilities and operational data, weather condi‐
tions, population and economic data, and vicinity land uses will be conducted.  New aerial photography 
and planimetric mapping of the airport will also be obtained to aid in the study process. 
 
Element 2 – Aviation Demand Forecasts examines  the potential aviation demand  for based aircraft, 
general aviation activity, military activity, air taxi activity, and peak period characteristics at the airport 
over a 10‐year period.  Trends in the economy, demographics, and aviation activity both nationally and 
regionally will be used in this analysis.  The airport’s service area will also be delineated to help deter‐
mine existing and future demand. 
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Element 3 – Facility Requirements establishes the critical aircraft and physical planning criteria based 
on AC 150/5300‐13A, Airport Design, in preparation of a needs assessment for airside and landside fa‐
cilities.   A detailed study of  the airfield’s capacity will also be undertaken based upon  the projected 
demand forecasts. 
 
Element 4 – Development Alternatives considers a variety of solutions  to accommodate airside and 
landside facility needs during the 10‐year planning period.  Airside alternatives will focus on the ability 
of the airfield to provide for safe and efficient aircraft operations and to accommodate expected gen‐
eral aviation demand.   The focus of  landside alternatives will center on maximizing the use of vacant 
land to spur additional aviation growth while also analyzing the redevelopment of certain areas on air‐
port property to best meet future demands. 
 
Element 5 – Environmental Overview analyzes potential environmental impacts generated by the rec‐
ommended development program for the airport.   
 
Element 6 – Airport Plans provides a graphic and narrative description of the recommended plan for 
the use, development, and operation of the airport following input from the PAC, TxDOT, FAA, City of 
Arlington officials, and the general public.   A set of Airport Layout Plan  (ALP) drawings will be devel‐
oped to depict existing and proposed facilities, approaches, and  land use.   The drawing set will meet 
FAA and TxDOT requirements used in determining grant funding eligibility. 
 
Element 7 – Financial Program develops a detailed Capital Improvement Program (CIP) for the airport 
that  includes  schedules,  costs,  and  funding  sources  for  the  recommended  development  projects.  
Strategies for the management and economic enhancement of the airport are also included.   
 
Element 8 – Deliverables include printing and delivering final documents which depict all the findings 
of the study effort.  This task also includes efforts to present the study and its recommendations to ap‐
propriate  local governmental bodies.   The  final document  shall  incorporate  the elements previously 
detailed into a usable document.  The approval process will include a presentation of the Development 
Plan  document  to  the  City  of  Arlington  Economic  Development  Committee  and  the  Arlington  City 
Council for ultimate approval/adoption.   
 
Exhibit A provides a graphical depiction of the elements and process involved with the study.   
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• Airport Facilities
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• Local Planning and Land Use

Aviation Demand Forecasts
• Based Aircraft and Fleet Mix
• Annual Operations
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• Computerized Airport Plans

• Airside Needs
• Landside Needs
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Development Alternatives

• Evaluate current conditions
 and identify development that
 may require further study

Environmental Overview

• Airport Development Schedule
 & Cost Estimates
• Financial Analysis of
 Recommended Development
• Management Evaluations

Financial Management
& Development Program

Planning
Advisory

Committee

Planning
Advisory

Committee

Planning
Advisory

Committee

Public
Information

Workship

Planning
Advisory

Committee

Public
Information

Workship

PHASE I

PHASE II

PHASE III

DRAFT FINAL

FINAL

Exhibit A 
PROJECT WORK FLOW

AIRPORT DEVELOPMENT PLAN

May 28, 2014

October 1, 2014

January 14, 2015

June 30, 2015
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ANALYSIS OF EXISTING CONDITIONS
The Development Plan process requires a comprehensive collec on and evalua on of data.  An analysis 
of exis ng condi ons is the ini al step in the prepara on of the Arlington Municipal Airport Development 
Plan.  This chapter includes the following informa on:

• Overview of the Airport’s role in the na onal, state, regional, and local avia on systems. 
• Exis ng condi ons at the Airport, including descrip ons of facili es, regional airspace, air traffic 

ac vity, and other regional airports. 
• Background informa on regarding the Airport and surrounding area, including regional climate, 

adjacent land uses, and socioeconomic profile.  

The informa on outlined in this chapter was obtained through on-site inventory of the Airport, including 
interviews with airport management and various airport tenants.  Addi onal informa on and documents 
were provided by the Federal Avia on Administra on (FAA), Texas Department of Transporta on – 
Avia on Division (TxDOT), and North Central Texas Council of Governments (NCTCOG).  

AIRPORT ROLE

Airport planning exists on many levels, including na onal, state, regional, and local.  Each level has a 
different emphasis and purpose.  On the na onal level, Arlington Municipal Airport is included in the 
Na onal Plan of Integrated Airport Systems (NPIAS) and within an FAA report published in 2012 en tled 
General Avia on Airports: A Na onal Asset.  On the state level, the Airport is included in the Texas Airport 
System Plan: Update 2010 (TASP).  At the regional level, Arlington Municipal Airport is included 
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On the national level, Arlington
Municipal Airport is included in the 
NPIAS as a “Reliever” airport. 

in  the North Central Texas Council of Governments’  (NCTCOG) North Central Texas General Aviation 
and Heliport System Plan: Horizon 2035.   An Airport Master Plan or Development Plan  is the primary 
local airport planning document.  The last Master Plan was completed in 2008.   
 
 
NATIONAL PLANNING ROLE 
 
The role of the federal government in the development of airports cannot be overstated.  Many of the 
nation’s existing airports were either  initially constructed by  the  federal government, or  their devel‐
opment and maintenance was partially funded through various federal grant‐in‐aid programs to  local 
communities.  In large measure, the system of airports existing today is due, in part, to the existence of 
federal policy that promotes the development of civil aviation.  As part of a continuing effort to devel‐
op a national airport system to meet the needs of civil aviation and promote air commerce, the United 
States Congress has continually maintained a national plan for the development and maintenance of 
airports. 
 
On the national level, Arlington Municipal Airport is included in the NPIAS as a “Reliever” airport.  This 
designation includes 268 airports nationwide.  Reliever airports are located in major metropolitan are‐
as and serve to provide general aviation pilots with an 
attractive  alternative  to  using  busy  commercial  ser‐
vice airports.  Overall, the NPIAS identifies 3,330 exist‐
ing  airports  which  are  considered  significant  to  the 
national air transportation system.  The NPIAS is pub‐
lished and used by  the FAA  in administering  the Air‐
port  Improvement Program  (AIP), which  is  the source of  federal  funds  for airport  improvement pro‐
jects across the country.  An airport must be included in the NPIAS to be eligible for federal funding as‐
sistance through the AIP.   The AIP program  is funded exclusively by user fees and user taxes, such as 
those on fuel and airline tickets.   The 2013‐2017 NPIAS estimates that $42.5 billion of needed airport 
improvements are eligible for AIP funding across the country over the next five years.   
 
The NPIAS supports the FAA’s strategic goals for safety, system efficiency, and environmental compati‐
bility by  identifying specific airport  improvements.   The current  issue of the NPIAS  identifies approxi‐
mately $11.83 million  in development needs over the next five years for Arlington Municipal Airport.  
This figure is not a guarantee of federal funding; instead, this figure represents development needs as 
presented to the FAA by the airport administration in the annual airport capital improvement program.   
Of  the $42.5 billion  in airport development needs  identified by  the NPIAS nationally, approximately 
seven percent, or approximately $3 billion, is listed for the 268 reliever airports, which includes Arling‐
ton Municipal Airport. 
 
Airports that apply  for and accept AIP grants must adhere to various grant assurances.   These assur‐
ances  include maintaining  the airport  facility safely and efficiently  in accordance with specific condi‐
tions.  The duration of the assurances depends on the type of airport, the useful life of the facility be‐
ing developed, and other factors.  Typically, the useful life for an airport development project is a min‐
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imum of 20 years.  Thus, when an airport accepts AIP grants, they are obligated to maintain that facility 
in accordance with FAA standards for at least that long.   
 
In 2012, the FAA published a document titled General Aviation Airports: A National Asset (Asset 1).  An 
outcome of the report was  further classification of general aviation airports  into  four categories: na‐
tional, regional, local, and basic airports.  This report, which has also been integrated into the NPIAS, is 
used by the FAA to promote the  important contribution that general aviation airports provide to the 
national aviation system and economy.  General aviation contributed $38.8 billion in economic output 
in 2009.  When factoring in manufacturing and visitor expenditures, general aviation accounted for an 
economic contribution of $76.5 billion. 
 
The new categories for general aviation airports are intended to help guide policy makers when making 
decisions  regarding airports.   The study  recognized  that categorizing all general aviation airports  the 
same did not properly identify the important role of each airport within a community and the benefits 
of a large and diverse aviation system.   
 
While Arlington Municipal Airport is classified in the NPIAS as a reliever airport, it has been identified in 
the General Aviation National Asset Study as a “Regional” Airport.   As defined by the study, 467 air‐
ports were classified within  the regional grouping.   The FAA describes the regional group as airports 
that  support  regional  economies  by  connecting  communities  to  statewide  and  interstate  markets.  
These airports have high levels of activity, including jet and multi‐engine aircraft operations, as well as 
single engine aircraft, and average 90 based aircraft.   Exhibit 1A summarizes  the key  findings of  the 
NPIAS and General Aviation Asset Study. 
 
 
STATE PLANNING ROLE 
 
At the state level, the Airport is included in the TASP, which includes 292 existing airports, 211 of which 
are NPIAS‐classified.  The TASP classifies airports in the state by service level and role.  The six classifi‐
cations are: 
 

 Commercial Service 

 Reliever 

 Business/Corporate 

 Community Service 

 Basic Service 

 Heliport 
 
Arlington Municipal Airport  is classified as a reliever airport within this system.   Within the TASP, re‐
liever airports are designed to accommodate various classes of aircraft ranging from large business jets 
to smaller piston aircraft, with the purpose of diverting general aviation aircraft from commercial ser‐
vice airports.  These airports are typically within a major metropolitan area serving a population center 
of 250,000 or more people.   A reliever airport has, or must be forecast to have, 100 based aircraft or 
25,000 annual itinerant operations.  
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In addition to the defined roles for Texas airports, the TASP further subdivides airports into functional 
categories specifically related to the type of use that the airport  is expected to accommodate.   These 
functional categories include: 
 

 Commercial 

 Reliever 

 Regional 

 Multi‐Purpose 

 Industrial 

 Special Use 

 Agricultural 

 Remote 

 Access 

 
Table 1A presents the definitions of the airport functional categories,  including the reliever classifica‐
tion for Arlington Municipal Airport (highlighted in bold text). 
 
TABLE 1A 
Texas Airports Functional Category 

Category  Typical ARC  Function

Access  A‐I, B‐I  Small airports with minimal service.

Remote  A‐I, B‐I  Very remote facilities supporting oil production, ranching, and medical 
access. 

Agricultural  A‐I, B‐I  Located in areas of intense agricultural activity.   

Special Use  A‐I, B‐I, B‐II, C‐II  Seasonal airports typically related to tourism or recreation.

Industrial  B‐II through D‐IV  Airports supporting aviation‐related businesses and/or adjacent  indus‐
trial activity. 

Multi‐Purpose  A‐I, B‐I, B‐II, C‐II  Diversified airport activity.

Regional  B‐II, C‐II, C‐III  Support higher performance aircraft.   Support air taxi, commuter, and 
charter activity.   

Reliever  B‐II, C‐II, C‐III, D‐II  Designated by the FAA to relieve congestion at commercial airports.

Commercial  C‐II through D‐VI  Scheduled  passenger  service  with  more  than  2,500  annual  enplane‐
ments. 

ARC – Airport Reference Code 

Source: TxDOT‐Aviation Division, Policies and Standards

 
 
REGIONAL PLANNING ROLE 
 
At the regional level, Arlington Municipal Airport is included in the NCTCOG’s North Central Texas Gen‐
eral Aviation and Heliport System Plan: Horizon 2035.   The study analyzes existing and  future  facility 
needs for airport and heliport development in the 16‐county region surrounding the Dallas/Fort Worth 
Metroplex.  The system plan, adopted in 2012, focuses on implementations related to preventing facili‐
ty encroachment and encouraging  long‐term sustainability, as well as  increasing capacity for the net‐
work of airports and heliports in the region.   
 
Arlington Municipal Airport is identified as one of 11 reliever airports in the system plan.  The system 
plan further assigns airports to one of four categories based on their anticipated roles and sizes.   Ar‐
lington Municipal Airport is included as a Category 4 airport, meaning it should be capable of handling 
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There are more than 19,800 aviation facilities in the United States. 5,171 of those are public use facilities. The 
National Plan of Integrated Airport Systems (NPIAS) includes 3,355 public use landing facilities, of which 3,330 
are existing and 25 are proposed.

The FAA has further categorized general aviation airports to help guide policy makers when 
making decisions regarding airport development. 

General aviation airports provide important services for 
both local communities and the national aviation system.

Airports in the general aviation categories account for $13.4 billion of the $42.5 
billion in identified development need over the next five years.

The 499 commercial service (primary and nonprimary) airports account for 69% of the total development in 
the NPIAS. The 2,563 general aviation and 268 reliever airports account for 30% of development.

The FAA estimates that 
over the next five years, 

(2013-2017), there will be 
$42.5 billion of airport 
infrastructure projects 

eligible for Airport 
Improvement Program 

(AIP) funding. 
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Exhibit 1A
NATIONAL AVIATION SYSTEM COMPOSITION AND DEVELOPMENT NEEDS

AIRPORT DEVELOPMENT PLAN

Source: National Plan of Integrated Airport Systems 2013-2017 Source: General Aviation Airports: A National Asset (May 2012)
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the full range of general aviation aircraft, including large business jets.  Table 1B defines the functions 
associated with each category. 
 
TABLE 1B  
North Central Texas General Aviation and Heliport System Plan Airport Categories 

Category  Function 

1  Small turf or paved airports having a maximum runway length of 3,499 feet. 

2  Smaller general aviation facilities having 3,500 ‐ 4,999 feet of runway length. 

3  Airports with 5,000 ‐ 5,999 feet of runway and accommodating most propeller and small busi‐
ness jet aircraft. 

4  Large business and corporate airports with jet‐capable runway systems, having a minimum 
runway length of 6,000 feet. 

Source: North Central Texas Council of Governments 

 
 
LOCAL PLANNING ROLE 
 
The Airport Master/Development Plan is the primary local planning document.  The Master Plan is in‐
tended to provide a 20‐year vision for airport development based on aviation demand forecasts, while 
a Development Plan provides many of the same elements, but focuses on a 10‐year planning period.  
The most recent update to the Master Plan was done in 2008.  Over time, the forecast element of the 
Master Plan typically becomes outdated due to changes in aviation activity and/or the socioeconomic 
conditions.  As a result, the FAA generally recommends that airports update their master/development 
planning  documents  every  seven  to  ten  years,  or  as  necessary,  to  address  any  significant  changes.  
Therefore, this  is an appropriate time to update the Airport’s planning documents and revisit the de‐
velopment assumptions from the previous planning study.   
 
An important result of an Airport Master Plan or Development Plan is a set of Airport Layout Plan (ALP) 
drawings.   The ALP drawings are used to depict existing and future development on the airfield.   The 
Arlington Municipal Airport ALP drawings were updated as part of the previous Master Plan process in 
2008. 
 
 

AIRPORT AND REGIONAL CHARACTERISTICS 
 
Any comprehensive planning effort must factor all influences on an airport.  Many of these factors are 
not directly related to aviation, but do play a key role in the overall growth potential of the facility.  The 
purpose of this section is to summarize various studies and data collected to provide an understanding 
of the characteristics of the Airport and the regional area.  This information serves as a baseline when 
evaluating  future airport development  to  support demand over  the planning period of  the Develop‐
ment Plan. 
   

Chapter One - 7



 

 

Arlington Municipal Airport is situated on 
approximately 500 acres of property in the 
southeast quadrant of Tarrant County, four 
miles south of the City of Arlington’s central 
business district. 

AIRPORT SETTING 
 
Arlington Municipal Airport is situated on approximately 500 acres of property in the southeast quad‐
rant of Tarrant County, four miles south of the City of Arlington’s central business district.  As depicted 

on  Exhibit  1B,  the  Airport  is  generally 
bounded on the north by U.S. Interstate 20, 
to  the  east  by  South  Collins  Street,  to  the 
south  by  Southeast Green Oaks  Boulevard, 
and  to  the west by wooded areas and  resi‐
dential development. 
 
The  Airport  is  provided  ideal  access  with 

proximate highway  infrastructure  linking  it to the regional area.   South Collins Street  is  located adja‐
cent to the east side of the Airport and provides direct access to U.S. Interstate 20 less than one mile 
north of the Airport.  This major highway system links the surrounding area to the greater Dallas/Fort 
Worth Metroplex and points beyond.   
 
 
REGIONAL CLIMATE 
 
Weather conditions must be considered in the planning and development of an airport.  Temperature 
is a significant factor in determining runway length needs, while local wind patterns can affect the op‐
eration and capabilities of the runway.  The need for navigational aids and lighting can be determined 
by the visibility and cloud ceiling conditions.   
 
Arlington Municipal Airport experiences a humid, subtropical climate with hot summers and mild win‐
ters.  Table 1C summarizes climatic data for Arlington Municipal Airport.  The findings entail a 10‐year 
average based upon information obtained from the weather reporting station located on the airfield. 
 
TABLE 1C  
Climate Summary (10‐Year Average)  
Arlington Municipal Airport  

  
Average High 

Temperature (F) 
Average Low 

Temperature (F) 
Average Precipitation (in.) 

Average Wind Speed 
(mph) 

January  59.3  38.3  2.70  8.9 

February  61.6  41.0  1.35  10.0 

March  71.2  50.2  3.51  11.1 

April  77.8  56.6  2.77  11.3 

May  84.1  64.7  2.79  10.3 

June  92.3  72.6  3.57  9.4 

July  95.1  74.8  2.10  7.8 

August  96.6  75.3  1.30  7.3 

September  89.5  68.4  3.91  7.1 

October  79.1  57.2  2.79  8.2 

November  69.2  48.0  1.90  8.8 

December  59.5  38.2  1.72  9.2 

Annual  77.9  57.1  30.41  9.1 

Source: Arlington Municipal Airport Automated Surface Observation System (2004‐2013) 
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The average annual daily high temperature is 77.9 degrees Fahrenheit (F), ranging from 59.3 degrees F 
in January to 96.6 degrees F  in August.   Average  low temperatures range between 38.2 degrees F  in 
December to 75.3 degrees F in August, leading to an average daily low temperature of 57.1 degrees F.  
Average annual precipitation  in  the area  is 30.41  inches.   Winds  in  the area are generally  from  the 
south, averaging 9.1 miles per hour.   
 
 
AIRPORT ACTIVITY 
 
At general aviation reliever airports such as Arlington Municipal Airport, total annual operations (take‐
offs and landings) and based aircraft are the primary indicators of aeronautical activity.  These indica‐
tors will be used  in subsequent analyses  in this Development Plan to project future aviation demand 
and to determine future facility needs. 
 
 
Annual Operations 
 
Aircraft operations are classified as local or itinerant.  Local operations consist mostly of aircraft train‐
ing operations conducted within an airport  traffic pattern and  touch‐and‐go and  stop‐and‐go opera‐
tions.  Itinerant operations are arriving and departing aircraft which have an origin or destination away 
from an airport. 
 
Aircraft operations are further classified into four general categories: air carrier, air taxi, general avia‐
tion, and military.  Air carrier operations are defined as those conducted by commercial aircraft having 
a seating capacity of 60 or more and/or a maximum payload capacity of 18,000 pounds.  Air carrier op‐
erations do not regularly occur at Arlington Municipal Airport; however, large air cargo operators (des‐
ignated as air carrier activity) have utilized the Airport more frequently in the recent past.  Air taxi op‐
erations can include small commercial service aircraft operations, as well as general aviation type air‐
craft for the “on‐demand” commercial transport of persons and property  in accordance with Title 14 
Code of Federal Regulations (CFR) Part 135 and Subchapter K of Title 14 CFR Part 91.  The Airport has 
averaged over 500 annual air taxi operations in the past. 
 
Military activity has constituted a very small percentage of annual aircraft operations during the past 
several years.  This activity can include fixed‐wing aircraft, as well as helicopter activity associated with 
military operations.   The  largest percentage of aircraft activity experienced at the Airport falls within 
the general aviation category and can range from small aircraft conducting recreational flights, up to 
large corporate jets transporting passengers for business purposes.  
 
Exhibit 1C presents historical aircraft operations for Arlington Municipal Airport since September 2006, 
which was when the airport traffic control tower (ATCT) became operational.   During this timeframe, 
annual aircraft operations have averaged approximately 92,000.   The Airport noticed a significant de‐
crease in operations beginning in 2008 and continuing again in 2009, most likely due to ailing economic 
conditions at the time, as well as the departure of an active flight school.  Annual operations have re‐
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Exhibit 1C
HISTORICAL AIRCRAFT OPERATIONS AND BASED AIRCRAFT

AIRPORT DEVELOPMENT PLAN

Calendar
Year

TOTAL
OPERATIONS

BASED
AIRCRAFT

ITINERANT

General AviationAir TaxiAir Carrier Military Total TotalMilitaryGeneral Aviation

LOCAL

 2006 0 332 16,055 261 16,648 17,682 448 18,130 34,778 301

 2007 6 861 79,018 281 80,166 78,007 252 78,259 158,425 303

 2008 13 472 72,107 375 72,967 44,220 136 44,356 117,323 250

 2009 0 618 47,128 522 48,268 31,004 352 31,356 79,624 250

 2010 2 598 42,447 51 43,098 28,746 52 28,798 71,896 250

 2011 18 556 42,541 50 43,165 31,980 52 32,032 75,197 250

 2012 0 589 42,849 34 43,472 30,528 18 30,546 74,018 248

 2013 103 820 37,265 96 38,284 28,417 28 28,445 66,729 270

 2014 200 668 19,193 38 20,099 17,258 74 17,272 37,371 254*

Operations Source: FAA Air Traffic Activity Data System (ATADS) as reported by the GKY ATCT

Based Aircraft Source: 2006, 2012-2014 - Airport Records; 2007-2011 - FAA TAF

* Operations and Based Aircraft recorded through June 2014
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There are currently 
254 aircraft based at 
the Airport. 

… approximately $24.4 million in capital im‐
provement projects undertaken at the Air‐
port since the last Master Plan was compet‐
ed in 2008. 

mained relatively steady since then.  Chapter Two will provide more details regarding specific types of 
aircraft operations conducted at the Airport.    
 
 
Based Aircraft 
 
Identifying the current number of based aircraft is important to airport planning analysis, yet it can be 
challenging because of the transient nature of aircraft storage.  Airport management maintains a rec‐
ord of aircraft based on the Airport.   There are currently 254 aircraft 
based at the Airport.  Single engine piston aircraft dominate the fleet 
mix, comprising approximately 80 percent of total based aircraft.  His‐
torical based aircraft information is also presented on Exhibit 1C.   
 
 
CAPITAL IMPROVEMENT HISTORY 
 
To assist in funding capital improvements, the FAA and TxDOT have provided funding assistance to Ar‐
lington Municipal Airport through the AIP.   The AIP  is funded through the Aviation Trust Fund, estab‐
lished  in 1970 to provide funding for aviation capital  investments such as facilities and equipment, as 
well as research and development.   The State of Texas participates  in  the FAA Block Grant Program, 
which empowers TxDOT with oversight  responsibilities,  including  the distribution of FAA  funding,  to 
general aviation airports  in Texas.    In addition, TxDOT provides grant  funding assistance  through  the 
Highway Trust Fund as  the Texas Aviation Facilities Development Program and  through  the Routine 

Airport Maintenance Program (RAMP).      
 
Table 1D summarizes approximately $24.4 
million  in  capital  improvement  projects 
undertaken  at  the  Airport  since  the  last 
Master  Plan  was  competed  in  2008.    Of 
this total, the Airport has received over $14 

million  in federal and state grants.   The grants have funded engineering and construction work, envi‐
ronmental studies, airfield enhancements, and terminal area and hangar development.   
 
 
UTILITIES 
 
Utilities are a critical element when considering future expansion capabilities for an airport.  The avail‐
ability  and  capacity of utilities  serving  an  airport  are  factors  in determining development potential.  
Table 1E presents the utilities and providers serving Arlington Municipal Airport. 
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TABLE 1D  
Capital Improvement History  
Arlington Municipal Airport  

Project Description 
Total Project 
Amount 

Federal/State 
Funding 

Local 
Funding 

Construct New T‐Hangar Complex / Remove Damaged T‐Hangar Complex; 
Improve Infrastructure and Utilities for Southeast Development Area 

$2,200,643  $0  $2,200,643 

Environmental Assessment and Installation of Medium Intensity Approach 
Lighting System with Runway Alignment Indicator Lights 

$5,000,000*  $5,000,000*  $0  

New Terminal Building Design and Construction; Airport Perimeter Land‐
scaping Improvements 

$5,331,173  $700,000  $4,631,173 

Construct Terminal Aircraft Parking Apron  $1,608,009  $1,552,208  $55,801 

Construct West Side Parallel Taxiway; Relocate Automated Surface Obser‐
vation System 

$8,297,824  $6,750,981  $1,546,843 

Miscellaneous Routine Airport Maintenance Program Projects (Includes 
Partial Completion of Aircraft Overflow Parking on West Side Development 
Area) 

$1,935,601  $357,479  $1,578,122 

Total Cost  $24,373,250  $14,360,668  $10,012,582 

*Estimated cost – actual cost will be provided by the FAA at completion of project.   

Source: Airport records  

 
 
TABLE 1E 
Utility Services  
Arlington Municipal Airport  

Utility    Service Provider 

Water  City of Arlington 

Sanitary Sewer  City of Arlington 

Storm Water  City of Arlington 

Electricity  Gexa Energy 

Telecommunications  AT&T and Time Warner 

Source: Airport records 

 
 
VICINITY AIRSPACE 
 
The FAA has established an airspace  structure  that  regulates and establishes procedures  for aircraft 
using  the  national  airspace  system.    The  airspace  structure  provides  for  two  basic  categories,  con‐
trolled and uncontrolled.  There are six classifications identified as Classes A, B, C, D, E, and G.   
 
As depicted on Exhibit 1D, Arlington Municipal Airport operates in Class D airspace, which typically sur‐
rounds reliever airports with an ATCT.   The Class D airspace consists of controlled airspace extending 
upward from the surface to and  including 2,000 feet mean sea  level (MSL).   Class D airspace typically 
constitutes a horizontal radius of five miles around an airport; however, due to the presence of Grand 
Prairie Municipal Airport three miles to the northeast, Class D airspace associated with Arlington Mu‐
nicipal Airport only extends approximately 1.5 miles to the east, where it transitions to Class D airspace 
which envelopes Grand Prairie Municipal Airport.  
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The ATCT currently operates from 
7:00 a.m. through 9:00 p.m., seven 
days a week. 

Class B airspace is situated above the Airport’s Class D airspace starting at 3,000 feet MSL and extend‐
ing up to 11,000 feet MSL.  Approximately three miles north of Arlington Municipal Airport, the floor of 
Class B airspace lowers to 2,000 feet MSL.  Class B airspace is designated around the country’s busiest 
commercial service airports, such as Dallas/Fort Worth International Airport and Dallas Love Field.     
 
 
AIRSPACE CONTROL 
 
Arlington Municipal  Airport’s  ATCT  is  privately  staffed 
under FAA‐contract by Robinson Aviation, Inc., an avia‐
tion services company  that specializes  in air  traffic control operations.   The ATCT currently operates 
from 7:00 a.m. through 9:00 p.m., seven days a week.   Hours of operation are occasionally extended 
when special events  in the area result  in an  increased use of the Airport, especially by corporate air‐
craft.  Current ATCT services include ground control and clearance delivery (121.875 MHz).  Outside of 
its operational hours, there are no formal air traffic control services available at the Airport.  When the 
ATCT  is  closed,  air  traffic  advisories  are made using  the  common  traffic  advisory  frequency  (CTAF), 
which is the same frequency as the tower (128.625 MHz).   
 
The ATCT  located on the airfield controls air traffic within the designated Arlington Municipal Airport 
Class D airspace.  Approach and departure control services for arriving and departing aircraft on an in‐
strument flight plan are provided by regional approach/departure control on radio frequency 135.975 
MHz.     
 
 
INSTRUMENT APPROACH PROCEDURES 
 
Instrument approach procedures are a series of predetermined maneuvers established by the FAA and 
using electronic navigational aids that assist pilots in locating and landing at an airport, especially dur‐
ing instrument flight conditions.  The Airport is currently supported by three published instrument ap‐
proach procedures, including a precision instrument landing system (ILS) approach to Runway 34.  Pre‐
cision  instrument approaches provide both vertical descent and  course guidance  information  to  the 
pilot.   Non‐precision approaches only provide course guidance  information to the pilot; however, the 
relatively  new  global  positioning  system  (GPS)  localizer  performance  with  vertical  guidance  (LPV), 
which does provide vertical guidance, is currently categorized by the FAA as a non‐precision approach.   
 
The capability of an instrument approach is defined by the visibility and cloud ceiling minimums associ‐
ated with the approach.   Visibility minimums define the horizontal distance the pilot must be able to 
see in order to complete the approach.  Cloud ceilings define the lowest level a cloud layer (defined in 
feet above the ground) can be situated for the pilot to complete the approach.  If the observed visibil‐
ity or cloud ceilings are below the minimums prescribed for the approach, the pilot cannot complete 
the  instrument approach.   Exhibit 1E summarizes FAA‐approved and published  instrument approach 
procedures, including associated weather minimums for Arlington Municipal Airport. 
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Exhibit 1E
INSTRUMENT APPROACH DATA

AIRPORT DEVELOPMENT PLAN

WEATHER MINIMUMS BY AIRCRAFT TYPE

Category A
Cloud Hight

(feet AGL)
Visibility

(miles)
Cloud Hight

(feet AGL)
Visibility

(miles)

Category B

ILS or LOC/DME Runway 34
Straight ILS 200 0.5 200 0.5
Straight LOC 440 0.5 440 0.5
Circling 472 1 472 1
RNAV (GPS) Runway 34
LPV DA 200 0.5 200 0.5
LNAV/VNAV DA 401 0.75 401 0.75
LNAV MDA 440 0.5 440 0.75
Circling 472 1 472 1

VOR/DME Runway 34
Straight 460 1 460 1
Circling 472 1 472 1

Category C
Cloud Hight

(feet AGL)
Visibility

(miles)
Cloud Hight

(feet AGL)
Visibility

(miles)

Category D

ILS or LOC/DME Runway 34
Straight ILS 200 0.5 N/A N/A
Straight LOC 440 0.75 N/A N/A
Circling 472 1.5 N/A N/A
RNAV (GPS) Runway 34
LPV DA 200 0.5 N/A N/A
LNAV/VNAV DA 401 0.75 N/A N/A
LNAV MDA 440 0.75 N/A N/A
Circling 472 1.5 N/A N/A
VOR/DME Runway 34
Straight 460 1.25 N/A N/A
Circling 472 1.5 N/A N/A

Aircraft categories:
Category A: 0-90 knots
Category B: 91-120 knots
Category C: 121-140 knots
Category D: 141-166 knots

Abbreviations: 
AGL - Above Ground Level
ILS - Instrument Landing System
LOC - Localizer
GPS - Global Positioning System
LPV - Localizer Performance with Vertical Guidance 
          (GPS approach providing vertical guidance)
LNAV - Lateral Navigation
VNAV - Vertical Navigation
RNAV - Area Navigation
DA - Decision Altitude (Used for vertically-guided approaches)
MDA - Minimum Descent Altitude (Used for non-precision approaches)
VOR - Very High Frequency Omnidirectional Range
DME - Distance Measuring Equipment
N/A - Not Authorized
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The ILS Runway 34 approach provides 
visibility minimums as low as ¾‐mile 
and cloud ceilings down to not lower 
than 200 feet. 

The most sophisticated  instrument approach at the 
Airport  is  the  ILS approach  to Runway 34.   The  ILS 
Runway 34 approach provides visibility minimums as 
low as ½‐mile and cloud ceilings down to not  lower 
than 200  feet.    It  should be noted  that  the Airport 
has enhanced this by replacing the medium intensity 
approach  lighting  system  with  sequenced  flashing 
lights  (MALSF)  with  a  medium  intensity  approach  lighting  system  with  runway  alignment  indicator 
lights (MALSR).  The MALSR is a more sophisticated system, and can allow for visibility minimums down 
to ½‐mile. 
 
Instrument approaches based on GPS have become very common across the country.  GPS is inexpen‐
sive, as it does not require a significant investment in ground‐based systems by an airport or the FAA.  
Arlington Municipal Airport is served by a GPS approach to Runway 34.   
 
GPS  LPV  approaches provide both horizontal  and  vertical  guidance  information  to pilots.   Advance‐
ments  in  GPS  technology  have  allowed  for  instrument  approach  procedures  to  provide  minimums 
nearly as low as more traditional ILS systems.  Currently, the GPS approach to Runway 34 includes an 
LPV component.  The LPV approach to Runway 34 provides the same cloud height (200 feet) and visibil‐
ity minimum (½‐mile) as the ILS approach.   
 
The very high  frequency omnidirectional  range  (VOR) with distance measuring equipment  (DME) ap‐
proach utilizes the Maverick VOR‐DME,  located approximately 13 nautical miles north of the Airport.  
This ground‐based facility emits frequencies that properly equipped aircraft can utilize to track to the 
Airport.   
 
It should be noted that the  instrument approach procedures at Arlington Municipal Airport allow for 
aircraft with approach speeds up to and including 140 knots.  Aircraft with approach speeds between 
141‐166 knots (Category D), which includes some of the larger business jets that utilize the Airport, are 
not authorized to utilize the published straight‐in or circling instrument approach procedures.  This can 
be attributed to a myriad of potential reasons, including obstruction penetrations to the runway envi‐
ronment as well as the congested airspace  in the vicinity of the Airport.   The FAA’s Flight Procedure 
Standards Division  is  responsible  for  analyzing  and determining  instrument  approach procedures  at 
airports across the country.  
 
 
LOCAL OPERATING PROCEDURES 
 
Arlington Municipal Airport is located at 628 feet MSL.  ATCT personnel prefer to keep the aircraft traf‐
fic pattern on the east side of the Airport  in order to provide the safest and most efficient use of the 
airspace surrounding the Airport.   According to ATCT personnel, runway use  is determined to be ap‐
proximately 80 percent for Runway 16 and 20 percent for Runway 34.     
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VICINITY AIRPORTS 
 
There are several other airports of various sizes, capacities, and functions within the vicinity of Arling‐
ton Municipal Airport.    It  is  important  to  consider  the  capabilities  and  limitations  of  these  airports 
when planning for future changes and improvements at Arlington Municipal Airport.  In an urban set‐
ting, airports within 20 miles of each other typically can have some influence on the activity of the oth‐
er airport.  Airports more than 20 miles away can also play a limited role in affecting activity levels at 
other airports depending on the services and facilities that are offered, but usually their distant  loca‐
tions limit the ability to attract significant activity away from an airport that is competitive in the ser‐
vices and facilities that it provides, which is the case at Arlington Municipal Airport.  The following pub‐
lic use airports are within 20 miles of Arlington Municipal Airport with at least one paved runway. 
 
 Grand Prairie Municipal Airport 
 Dallas Executive Airport 
 Fort Worth Spinks Airport 
 Sycamore Strip Airport 
 Dallas/Fort Worth International Airport 

 Mid‐Way Regional Airport 
 Fort Worth Meacham International Airport 
 Dallas Love Field Airport 
 Lancaster Regional Airport 

 
Exhibit 1F provides  information on the roles,  facilities, services, and operational  levels these airports 
experience.  Information pertaining to each airport was obtained from FAA Form 5010‐1, Airport Mas‐
ter Record.   
 
It is evident that there are several facilities serving the needs of all types of aviation activity in the re‐
gion.  Dallas/Fort Worth International Airport and Dallas Love Field Airport primarily cater to scheduled 
commercial airline activity.   Dallas Love Field Airport also provides  facilities and services that accom‐
modate corporate general aviation aircraft.  Except for Sycamore Strip Airport, the other airports pro‐
vide an array of services that meet general aviation needs, including most business jets.  The relatively 
short runway length at Grand Prairie Municipal Airport limits large aircraft from being able to fully op‐
erate at this facility. 
 
 

ON‐AIRPORT INVENTORY 
 
This section provides a description of the existing facilities at Arlington Municipal Airport.  These facili‐
ties can be divided into two distinct categories: airside and landside.  Airside facilities include those di‐
rectly associated with aircraft operations,  such as  runways,  taxiways,  lighting and  signage, weather, 
and instrument approach aids.  Landside facilities include those necessary to provide a safe transition 
from surface to air transportation and support aircraft servicing, storage, maintenance, and operation‐
al safety on the ground. 
 
 
AIRSIDE FACILITIES 
 
Airside facilities are depicted on an aerial photograph for visual reference on Exhibit 1G.  Airside facility 
data is discussed in detail in the following sections.   
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Runway 16‐34 is 6,080 feet 
long by 100 feet wide and is 
orientated northwest to 
southeast. 

Runway 16‐34 
 
Arlington Municipal Airport  is  served by one  runway.   Run‐
way 16‐34  is 6,080  feet  long by 100  feet wide and  is orien‐
tated northwest to southeast.  Table 1F presents data specif‐
ic to the runway.   Other than the  lengths and widths of the 
runway  surface,  the  following  items  are  included,  as  de‐
tailed: 
 
TABLE 1F 
Runway Data  
Arlington Municipal Airport  
   Runway 16‐34 
Length  6,080 feet 
Width  100 feet
Pavement Type  Concrete
Pavement Condition  Good
Pavement Strength  60,000 pounds SWL 
Markings   Non‐Precision (Runway 16); Precision (Runway 34)
Lighting  MIRL

Elevation  
628.2 feet MSL (Runway 16)  
596.9 feet MSL (Runway 34) 

Runway Gradient  0.7%

Traffic Pattern 
Left* (Runway 16) 
Left* (Runway 34) 

SWL ‐ Single Wheel Loading 
MIRL ‐ Medium Intensity Runway Lighting 
MSL ‐ Mean Sea Level 
*As published in Airport Facility Directory.  ATCT personnel will transition aircraft accordingly when in operation.
Source: Airport Facility Directory (May 2014); FAA Form 5010‐1, Airport Master Record; Airport Layout Drawing 
(June 2009) 

 
 

 Pavement type – Indicates the surface material type. 

 Pavement condition – FAA’s current rating of runway pavement material. 

 Pavement strength – Based on the construction of the pavement, a runway can provide differing 
load bearing capacities.   Single wheel gear  loading  (SWL)  refers  to having one wheel per  landing 
gear strut.  Dual wheel loading (DWL) and dual tandem wheel loading (DTWL) include the design of 
aircraft  landing gear with additional wheels on each  landing gear strut, which distributes  the air‐
craft weight across more of the pavement surface; thus, the surface itself can support a greater to‐
tal aircraft weight. 

 Pavement markings – Pavement markings aid  in  the movement of aircraft along airport surfaces 
and identify closed or hazardous areas on the airport. Runway markings provide pilots with desig‐
nation and centerline stripes in basic form, while non‐precision markings add threshold bars, edges, 
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Airport Sponsor: City of Fort Worth

Location from GKY: 16 nm Northwest

NPIAS Classification: Reliever

GA Asset Classification: National

Weather Reporting: ASOS

ATCT: Yes

Based Aircraft: 354

Annual Operations: 88,200

Primary Runway: 16-34

Length: 7,502'

Width: 150'

Pavement Surface: Concrete

Strength Rating: 80,000 lbs. SWL; 100,000 lbs. DWL; 

190,000 lbs. DTWL; 350,000 lbs. DDTWL

Marking: Precision

Runway Lighting: HIRL

Navaids: MALSR (Rwy 16); MALS (Rwy 34); PAPI-4

Instrument Approaches: ILS/LOC - Rwy 16; 

ILS/LOC - Rwy 34; RNAV (GPS) - Rwy 16; 

RNAV (GPS) - Rwy 34

Services Provided: Fuel (100LL & Jet A), Maintenance,

 Avionics, Hangars, Tiedowns, Charter, Flight Training

Airport Sponsor: City of Dallas

Location from GKY: 17 nm Northeast

NPIAS Classification: Primary Commercial Service

GA Asset Classification: None

Weather Reporting: ASOS 

ATCT: Yes

Based Aircraft: 226

Annual Operations: 177,400

Primary Runway: 13R-31L

Length: 8,800'

Width: 150'

Pavement Surface: Concrete

Strength Rating: 100,000 lbs. SWL; 

200,000 lbs. DWL; 350,000 lbs. DTWL

Marking: Precision

Runway Lighting: HIRL

Navaids: MALSR (Rwy 31L); PAPI-4

Instrument Approaches: ILS/LOC - Rwy 13R; 

ILS/LOC - Rwy 31L; RNAV (GPS) - Rwy 13R; 

RNAV (GPS) - Rwy 31L

Services Provided: Fuel (100LL & Jet A), 
Maintenance, Avionics, Hangars, Tiedowns, 
Charter, Flight Training

Airport Sponsor: City of Lancaster

Location from GKY: 20 nm Southeast

NPIAS Classification: Reliever

GA Asset Classification: Local

Weather Reporting: AWOS-III

ATCT: No

Based Aircraft: 143

Annual Operations: 67,100

Primary Runway: 13-31

Length: 6,502'

Width: 100'

Pavement Surface: Asphalt

Strength Rating: 20,000 lbs. SWL; 

60,000 lbs. DWL

Marking: Non-Precision

Runway Lighting: MIRL

Navaids: PAPI-4; REILs

Instrument Approaches: RNAV (GPS) - Rwy 31

Services Provided: Fuel (100LL & Jet A), 

Maintenance, Avionics, Hangars, Tiedowns, 

Flight Training

Airport Sponsor: Cities of Midlothian 

and Waxahachie

Location from GKY: 15 nm Southeast

NPIAS Classification: General Aviation

GA Asset Classification: Local

Weather Reporting: AWOS-III

ATCT: No

Based Aircraft: 82

Annual Operations: 37,400

Primary Runway: 18-36

Length: 6,500

Width: 100

Pavement Surface: Asphalt/Concrete

Strength Rating: 30,000 lbs. SWL; 

90,000 lbs. DWL

Marking: Precision (Rwy 18); Non-Precision (Rwy 36)

Runway Lighting: MIRL 

Navaids: PAPI-4

Instrument Approaches: RNAV (GPS) - Rwy 18; 

RNAV (GPS) - Rwy 36

Services Provided: Fuel (100LL & Jet A), Maintenance, 

Hangars, Tiedowns, Flight Training, Gliders 

Airport Sponsor: City of Dallas

Location from GKY: 12 nm East

NPIAS Classification: Reliever

GA Asset Classification: National

Weather Reporting: ASOS

ATCT: Yes

Based Aircraft: 148

Annual Operations: 56,300

Primary Runway: 13-31

Length: 6,451'

Width: 150'

Pavement Surface: Asphalt/Concrete

Strength Rating: 35,000 lbs. SWL; 60,000 lbs. DWL; 

110,000 lbs. DTWL

Marking: Non-Precision (Rwy 13); Precision (Rwy 31) 

Runway Lighting: MIRL

Navaids: LDIN (Rwy 31), VASI-4; REILs 

Instrument Approaches: ILS/LOC - Rwy 31; 

RNAV (GPS) - Rwy 31; VOR - Rwy 31 

Services Provided: Fuel (100LL & Jet A), 

Maintenance, Avionics, Hangars, Tiedowns, 

Charter, Flight Training

Airport Sponsor: City of Fort Worth

Location from GKY: 12 nm Southwest

NPIAS Classification: Reliever

GA Asset Classification: Regional

Weather Reporting: AWOS-III

ATCT: Yes

Based Aircraft: 198

Annual Operations: 55,500

Primary Runway: 17R-35L

Length: 6,002'

Width: 100'

Pavement Surface: Asphalt

Strength Rating: 60,000 lbs. SWL; 

70,000 lbs. DWL; 100,000 lbs. DTWL

Marking: Precision

Runway Lighting: MIRL

Navaids: MALSR (Rwy 35L); PAPI-4

Instrument Approaches: ILS/LOC - Rwy 35L; 

RNAV (GPS) - Rwy 17R; RNAV (GPS) - Rwy 35L

Services Provided: Fuel (100LL & Jet A), 

Maintenance, Hangar, Tiedowns, Flight Training

Airport Sponsor: Private

Location from GKY: 13 nm West

NPIAS Classification: None

GA Asset Classification: None

Weather Reporting: None

ATCT: No

Based Aircraft: 22

Annual Operations: 3,900

Primary Runway: 17-35

Length: 3,375'

Width: 30'

Pavement Surface: Concrete

Strength Rating: N/A

Marking: Basic

Runway Lighting: None

Navaids: None

Instrument Approaches: None

Services Provided: Fuel (100LL), Tiedowns, 

Flight Training

Exhibit 1F
VICINITY AIRPORTS

AIRPORT DEVELOPMENT PLAN

GRAND PRAIRIE MUNICIPAL AIRPORT (GPM) DALLAS EXECUTIVE AIRPORT (RBD) FORT WORTH SPINKS AIRPORT (FWS) SYCAMORE STRIP AIRPORT (9F9)

MID-WAY REGIONAL AIRPORT (JWY) FORT WORTH MEACHAM INT’L AIRPORT (FTW) DALLAS LOVE FIELD AIRPORT (DAL) LANCASTER REGIONAL AIRPORT (LNC)

DALLAS/FORT WORTH INT’L AIRPORT (DFW)

Airport Sponsor: City of Grand Prairie

Location from GKY: 3 nm Northeast

NPIAS Classification: Reliever

GA Asset Classification: Regional

Weather Reporting: AWOS-III

ATCT: Yes

Based Aircraft: 204

Annual Operations: 71,700

Primary Runway: 17-35

Length: 4,001'

Width: 75'

Pavement Surface: Concrete

Strength Rating: 30,000 lbs. SWL

Marking: Non-Precision

Runway Lighting: MIRL

Navaids: VASI-4, REILs

Instrument Approaches: RNAV (GPS) - Rwy 35; 

VOR/DME - Rwy 35

Services Provided: Fuel (100LL & Jet A), 

Maintenance, Hangars, Tiedowns, Flight Training

Airport Sponsor: Cities of Dallas and Fort Worth

Location from GKY: 14 nm Northeast

NPIAS Classification: Primary Commercial Service

GA Asset Classification: None

Weather Reporting: ASOS

ATCT: Yes

Based Aircraft: 0

Annual Operations: 

678,100

Primary Runway: 

Multiple Runways

Length: 13,400'

Width: 200'

Pavement Surface: Concrete

Strength Rating: 120,000 lbs. SWL; 

200,000 lbs. DWL; 600,000 lbs. DTWL; 

850,000 lbs. DDTWL

Marking: Precision

Runway Lighting: HIRL

Navaids: ALSF; MALSR

Instrument Approaches: Multiple ILS

Services Provided: Fuel (100LL & Jet A), 

Commercial Passenger Service, Cargo

nm  - Nautical Miles
NPIAS  - National Plan of Integrated Airport Systems
AWOS  - Automated Weather Observation System
ASOS  - Automated Surface Observation System
ATCT  - Airport Traffic Control Tower
SWL  - Single Wheel Loading
DWL  - Dual Wheel Loading
DTWL  - Dual Tandem Wheel Loading
DDTWL  - Double Dual Tandem Wheel Loading
MIRL  - Medium Intensity Runway Lighting
HIRL  - High Intensity Runway Lighting
VASI  - Visual Approach Slope Indicator
PAPI  - Precision Approach Path Indicator
REIL  - Runway End Identification Light
LDIN  - Lead-In Lights
MALSR  - Medium Intensity Approach Lighting System 
    with Runway Alignment Indicator Lights
ALSF  - Approach Lighting System with Sequenced 
    Flashing Lights
MALS - Medium Intensity Approach Lighting System 
ILS - Instrument Landing System
LOC - Localizer
RNAV - Area Navigation
GPS - Global Positioning System
VOR - Very High Frequency Omnidirectional Range

KEY

Source: FAA Form 5010-1, 
 Airport Master Record
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The airfield taxiway system at Arlington Munic‐
ipal Airport includes parallel taxiways as well 
as entrance/exit and access taxiways. 

and  touchdown zones.   Precision markings  further delineate  the  runway  through  the addition of 
aiming points. 

 Lighting  – Runway  lighting  is placed near  the pavement  edge  to define  the  lateral  limits of  the 
pavement surface.  Medium intensity runway lighting (MIRL) is typical of general aviation airports.  
Runway end lights also demark the end of pavements.    

 Elevation – Each runway end is situated at a specific point above MSL.  Those listed on the exhibit 
identify the MSL location of each runway end. 

 Gradient – Runway gradient describes the effective slope of a runway surface.  Runway pavement 
should be moderately sloped to allow for effective drainage, but not so as to reduce visibility from 
end to end. 

 Traffic Pattern – Runway traffic patterns are established to control movements  in the  immediate 
vicinity of the airport area.  Left‐hand patterns are standard and allow the pilot to make left‐hand 
turns throughout the traffic pattern. 

 
 
Taxiways 
 
The  airfield  taxiway  system  at Arlington Municipal Airport  includes  parallel  taxiways  as well  as  en‐
trance/exit and access taxiways.  Runway 16‐34 is supported by parallel Taxiway A, which extends be‐
tween the runway ends on the east side 
of the runway.  The parallel taxiway has 
a  separation of 400  feet  from  the  run‐
way  (centerline  to  centerline).    There 
are seven entrance/exit taxiways linking 
Runway 16‐34 with parallel  Taxiway A.  
The taxiways are designated as A, B, C, D, E, F, and A (moving from south to north). 
 
Taxiway G serves as the partial parallel taxiway serving the west side of Runway 16‐34.  It connects at 
the north end of the runway extending 4,900 feet to the south and has a separation of 400 feet from 
the runway (centerline to centerline).  There are four entrance/exit taxiways linking Runway 16‐34 with 
parallel Taxiway G.  The taxiways are designated G, J, H, and G (moving from south to north). 
 
Taxiway A1 extends east of parallel Taxiway A, providing access to landside facilities on the east side of 
the Airport.   Taxiway H extends to the Bell Helicopter  leasehold on the west side of the runway.   All 
active taxiways and their associated dimensions are  listed  in Table 1G.   There are other taxiways and 
taxilanes that serve more remote areas on the airfield, such as hangar complexes and aircraft parking 
aprons. 
 
Four hold aprons are available serving each end of Taxiways A and G.  The hold aprons allow pilots to 
perform flight checks,  including engine run‐ups, and a  location where ATCT personnel can  instruct pi‐
lots to wait for clearance to enter the runway.   An enhanced run‐up area  is also  located on the west 
side of the Airport, adjacent to the intersection of Taxiways G and J.   
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TABLE 1G 
Taxiway Data  
Arlington Municipal Airport  

Designated Taxiways  Length  (feet) Width  (feet)

A  6,880 45

A1  550 35

B  400 50

C  400 35

D  400 75

E  400 35

F  400 35

G   5,700 50‐75

H  500 105

J  400  50 

Source: Airport records 

 
 
Taxiway and taxilane centerline markings are provided to assist pilots in maintaining proper clearance 
from pavement edges and objects near  the  taxiways/taxilanes.   Taxiway markings  include hold  lines 
located on the entrance/exit taxiways serving Runway 16‐34.  The hold lines are situated 250 feet from 
the runway centerline.  The hold line positions function to keep aircraft from entering the runway envi‐
ronment without clearance. 
 
 
Airfield Lighting and Signage 
 
Airfield  lighting and  signage  systems extend an airport’s usefulness  into periods of darkness and/or 
poor visibility.  A variety of lighting systems are installed on the airfield for this purpose.  These lighting 
systems at the Airport, categorized by function, are summarized as follows. 
 
 
Identification Lighting 
 
The  location of an airport at night  is universally  indicated by a rotating beacon.   The rotating beacon 
projects two beams of light, one white and one green, 180 degrees apart.  The rotating beacon at Ar‐
lington Municipal Airport  is  located atop the ATCT.   The ATCT  is situated on the west side of the Air‐
port, in a midfield location approximately 1,300 feet from the runway. 
 
 
Runway and Taxiway Lighting 
 
Runway and taxiway edge  lighting utilizes  light fixtures placed near the pavement edge to define the 
lateral limits of the pavement.  This lighting is essential for maintaining safe operations at night and/or 
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during times of poor visibility  in order to maintain safe and efficient access from the runway and air‐
craft parking areas.   
 
Runway 16‐34 is equipped with MIRL.  Each runway end is equipped with threshold lighting to identify 
the  landing  threshold.   Threshold  lighting consists of specially designed  light  fixtures  that are red on 
one half of the lens and green on the other half of the lens.  The green portion of the lights are turned 
towards the approach surface and are intended to be seen from landing aircraft, while the red portion 
is visible to aircraft on the runway surface. 
 
Medium intensity taxiway lighting (MITL) has been installed on parallel Taxiway A, partial parallel Taxi‐
way G, and all entrance/exit taxiways associated with Runway 16‐34.   Taxiway A1  is served by green 
centerline reflectors, as are portions of Taxiways A and G and the entrance/exit taxiways.  
 
 
Airfield Signage 
 
Airfield identification signs assist pilots in identifying their location on the airfield and directing them to 
their desired location.  The presence of runway/taxiway signage is an essential component of a surface 
movement guidance control system necessary for the safe and efficient operation of an airport.   The 
lighted signage system installed on the airfield includes runway and taxiway designations, holding posi‐
tions, routing/directional, and runway exits. 
 
 
Visual Approach Lighting 
 
Visual approach aids consist of a series of lights that, when interpreted by pilots, give an indication of 
being above, below, or on the designated descent path to the runway.   Visual approach slope  indica‐
tors (VASIs) or precision approach path indicators (PAPIs) are the common visual approach aid systems 
found on airports.   
 
A four‐box PAPI system  is  installed on both ends of Runway 16‐34.   The PAPI‐4  is  located on the  left 
side of each approach end and consists of four light boxes that alert approaching pilots of their position 
relative to a three‐degree glide slope.   
 
 
Approach Lighting System 
 
Runway 34 has historically been equipped with a MALSF.   As previously discussed, the MALSF has re‐
cently been upgraded to a MALSR.  The MALSR extends approximately 2,400 feet beyond the runway 
threshold.     This system enhances the safety of operations at the Airport, especially during  inclement 
weather or nighttime activity, as  it provides  visual guidance  to  landing aircraft by offering  radiating 
beams (MALS) and rapidly sequenced strobe lights (RAIL) which allow the pilot to align the aircraft with 
the extended centerline of the runway.   
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Runway End Identification Lights 
 
Runway end identification lights (REILs) provide rapid and positive identification of the approach end of 
a runway.  The system consists of two synchronized flashing lights, located laterally on each side of the 
runway  threshold,  facing  the approaching aircraft.   These  systems are  commonly  installed on visual 
runways or runways not served by a more sophisticated approach lighting system.  A REIL system has 
been installed at the threshold serving Runway 16. 
 
 
Pilot‐Controlled Lighting 
 
The Airport’s lighting system is connected to a pilot‐controlled lighting (PCL) system.  When the ATCT is 
closed, the PCL system allows pilots to  increase the  intensity of the runway  lighting and activate the 
MALSR from the aircraft with the use of the aircraft’s radio transmitter.   The PCL can be accessed on 
the CTAF 128.625 MHz.    
 
 
Weather Aids 
 

Arlington Municipal Airport is equipped with a lighted windcone and segmented circle, which provides 
pilots with  information about wind conditions and  traffic pattern usage.   These  facilities are  located 
approximately 300 feet west of Runway 16‐34 adjacent to Taxiway G.  Additional supplemental wind‐
cones are  spread out on  the airfield, allowing wind  conditions  to be  interpreted by pilots along  the 
runway system. 
 

An Automated Surface Observing System (ASOS) is located at the Airport.  The ASOS automatically rec‐
ords the following weather conditions: 
 

 Wind speed 
 Wind gusts 
 Wind direction 
 Temperature 
 Dew point 
 Altimeter setting 

 Density altitude 
 Visibility 
 Precipitation 
 Sky condition 
 Cloud height 

 

This information is transmitted at regular intervals on radio frequency 127.375 MHz.  The ASOS system 
is located approximately 1,300 feet northwest of the Runway 34 threshold.  
 
 

Instrument Approach Aids 
 

A  localizer and glideslope antenna are  located on the Airport and provide the necessary components 
for the  ILS serving Runway 34.   The  localizer antenna emits signals that provide the pilot with course 
deviation  left or right of the runway centerline and the degree of deviation.   The glideslope antenna 
provides a signal indicating whether the aircraft is above or below the desired glide path.  At Arlington 
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The terminal building was constructed in 
2010 and contains approximately 15,200 
square feet of space.

Municipal Airport, the localizer is currently situated 1,000 feet north of the Runway 16 threshold.  The 
glideslope antenna is located approximately 1,000 feet northwest of the approach end of Runway 34.   
 

Airfield lighting and signage, weather, and instrument approach aids are summarized in Table 1H. 
 
TABLE 1H 
Airside Support Facilities  
Arlington Municipal Airport  

   Runway 16‐34 

Runway Lighting  MIRL 

Taxiway Lighting  MITL and Centerline Reflectors 

Visual Approach Aids  PAPI‐4 

Approach Lighting System  MALSR (Runway 34) 

Runway End Identification Lights  Yes (Runway 16) 

Weather / Navigational / Communication Aids  ASOS, CTAF, PCL, Localizer, Glideslope Antenna 

Visual Aids  Rotating Beacon, Lighted Windcones, Segmented Circle 
MIRL ‐ Medium Intensity Runway Lighting     PAPI – Precision Approach Path Indicator 
MITL ‐ Medium Intensity Taxiway Lighting     CTAF ‐ Common Traffic Advisory Frequency 
ASOS ‐ Automated Surface Observing System   PCL – Pilot‐Controlled Lighting 
MALSR – Medium Intensity Approach Lighting System with Runway Alignment Indicator Lights     

Source: Airport Facility Directory ‐ South Central U.S.; FAA Form 5010‐1, Airport Master Record; Airport Records 

 
 
LANDSIDE FACILITIES 
 
At a general aviation  reliever airport, such as Arlington Municipal Airport,  landside  facilities  typically 
include a terminal building, fixed base operators (FBOs), specialized aviation service operators (SASOs), 
aircraft storage hangars, aircraft parking aprons, and support facilities, such as fuel storage, automo‐
bile parking, and fencing/gates.  The landside facilities at the Airport are identified on Exhibit 1H. 
 
 
Airport Terminal Building 
 
The  terminal  building  was  constructed  in  2010  and  contains  approximately  15,200  square  feet  of 
space.  The two‐story facility houses airport administration and operations, a public lobby, restrooms, a 
conference  room,  and  abundant  space  for 
commercial business leaseholds.  The terminal 
building is centrally located on the east side of 
the Airport adjacent to abundant aircraft park‐
ing apron space. 
 
The terminal building is directly accessible from South Collins Street.  A one‐way circulation pattern has 
been established in the vicinity of the terminal building to allow for efficient automobile access to and 
from the facility. 
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… there are 25 separate hangar facilities at Ar‐
lington Municipal Airport providing approximate‐
ly 595,600 square feet of hangar, maintenance, 
and office space. 

Aircraft Hangar Facilities 
 
Hangar  facilities  at  Arlington  Municipal  Airport  are  comprised  of  conventional  hangars,  executive 
hangars, T‐hangars, and  linear box hangars.   Conventional hangars provide a  large open  space,  free 
from roof support structures, and have the capability to store several aircraft simultaneously.  Conven‐
tional hangars are often utilized by airport businesses, such as FBOs and  large SASOs.   Conventional 
hangars are typically 10,000 square feet or larger.   
 
Executive hangars provide the same type of aircraft storage as conventional hangars, but are typically 
smaller than 10,000 square feet.  These hangars are normally utilized by individual owners to store air‐
craft or by smaller airport businesses.  
 
T‐hangars and linear box hangars provide for separate aircraft storage facilities within a larger hangar 
complex.  These hangars typically provide space for only one aircraft and are used for private storage 
only.   

 
As  shown  on  Exhibit  1H,  there  are 
25  separate  hangar  facilities  at  Ar‐
lington  Municipal  Airport  providing 
approximately  595,600  square  feet 
of  hangar, maintenance,  and  office 
space.    Conventional  hangar  space 

at the Airport totals approximately 330,000 square feet  in 11 separate hangars.   There are two sepa‐
rate executive hangar  facilities  totaling approximately 18,400  square  feet.   Finally, eight  separate T‐
hangar facilities totaling approximately 168,300 square feet and four  linear box hangars that provide 
approximately 78,900 square feet of space are located on the Airport.  There are 170 separate storage 
units within these T‐hangars and linear box hangars. 
 
 
Aircraft Parking Aprons 
 
There are several designated aircraft parking apron areas at Arlington Municipal Airport.  The parking 
apron adjacent to the airport terminal building contains 12 marked tiedowns for smaller general avia‐
tion aircraft and encompasses approximately 4,200 square yards of space.  Farther west and adjacent 
to Taxiway A, a 9,700‐square‐yard apron offers 41 marked tiedown spaces available only for small gen‐
eral aviation aircraft.   
 
There are other designated aircraft parking apron areas for general aviation activities at Arlington Mu‐
nicipal Airport.   Approximately 11,000  square yards of apron are provided adjacent  to  the Airport’s 
FBO located south of the terminal area.  Within this area, there are 16 designated parking positions for 
large and small aircraft.  Farther south in an area adjacent to T‐hangar facilities, there are approximate‐
ly 20 marked aircraft positions encompassing 2,300 square yards.   
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No. Hangar Type # of Units Building Size (sq. ft.) Leaseholder

 Linear Box 8 56,400 Arlington Air Associates
 Executive 1 8,800 Airport Properties USA
 Conventional 1 13,000 Airline Transport Professional
 Conventional 1 26,400 AgustaWestland
 Conventional 1 15,500 Van Bortel Aircraft
 Conventional 1 10,000 Van Bortel Aircraft
 Conventional 2 21,300 Cothron Aviation/Bell Helicopter
 Conventional 1 10,800 Van Bortel Aircraft
 Conventional 1 34,000 Harrison Aviation
 Conventional 1 12,000 Harrison Aviation 20

19
18
17
16
15
14
13
12
11
No. Hangar Type # of Units Building Size (sq. ft.) Leaseholder

 Conventional 1 31,000 Skymates
 T-Hangars 20 21,600 City of Arlington
 T-Hangars 20 21,600 City of Arlington
 T-Hangars 18 19,600 City of Arlington
 T-Hangars 18 19,600 City of Arlington
 T-Hangars 20 21,800 FMF Corporation
 T-Hangars 20 28,100 FMF Corporation
 Linear Box 6 10,200 Airport Properties, Inc.
 T-Hangars 13 14,000 Airport Properties, Inc.
 Linear Box 4 7,600 Airport Properties, Inc.

25
24
23
22
21
No. Hangar Type # of Units Building Size (sq. ft.) Leaseholder

 Linear Box 3 4,700 Airport Properties, Inc.
 Executive 1 9,600 Trinity River Authority
 T-Hangars 20 22,000 City of Arlington
 Conventional 1 64,000 Bell Helicopter
 Conventional 1 92,000 Bell Helicopter

Covered Vehicle Parking

Terminal Building Fire Station #12 Fuel Farm Self-Service Fuel Facility

Aerial Date: 7/12/14
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The south aircraft parking apron consists of 48 marked tiedown positions within 23,300 square yards of 
space.  Other parking apron areas are located throughout the Airport in close proximity to convention‐
al, executive, and linear box hangars. 
 
On the west side of the Airport, the Bell Helicopter facility includes over 35,000 square yards of apron 
space and multiple parking positions.  This area is dedicated to private operations associated with Bell 
Helicopter. 
 
All totaled, there are approximately 50,500 square yards of aircraft parking apron offered on the east 
side of the Airport for general aviation activities.  Within these areas, approximately 135 parking posi‐
tions are offered for large and small aircraft.  Additional unmarked areas can be configured to meet the 
demands of specific aviation uses.      
 
 
Aviation Services 
 
The City of Arlington provides airport management and oversees the day‐to‐day operations at the Air‐
port.  An array of commercial aviation services is also available at Arlington Municipal Airport.  This in‐
cludes flight training, aircraft sales, flight testing, aircraft storage, tiedowns, fuel, maintenance, rental 
cars, and many other services.   
 
Harrison Aviation is currently the only FBO on the airfield and provides aviation fueling services.  There 
is a full range of specialty aviation businesses located throughout the Airport that provide aviation ser‐
vices  including those previously mentioned.   Table 1J outlines the Airport’s commercial operators  list 
(current at time of writing) and the services that are offered. 
 
TABLE 1J  
Commercial Operators List  
Arlington Municipal Airport  

Business Name  Activity/Services Provided 

Harrison Aviation  Fixed Base Operator ‐ Aircraft Fuel 

Bell Helicopter  Flight Testing 

Aviation Performance Solutions  Flight School 

Skymates, Inc.  Flight School 

Airline Transport Professionals  Flight School 

Van Bortel Aircraft, Inc.  Aircraft Sales 

AgustaWestland  Flight Testing 

FMF Corporation  Hangar Development 

Fisher Aviation Services  Aircraft Maintenance 

Airport Properties, Inc.  Hangar Development 

Brian Reynolds Company  Fueling Software 

Arlington Hangars, LLC  Hangar Development 

Cothron Aviation, LLC  Hangar Development 
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TABLE 1J  (Continued) 
Commercial Operators List  
Arlington Municipal Airport  

Business Name  Activity/Services Provided 

Plane Texans, Inc.  Aircraft Sales 

Phantom Helicopter  Helicopter Parts 

goCaptain, LLC  Aircraft Simulation 

Todd Company  Airshow Marketing, Advertising, Public Relations 

Trinity River Authority  Corporate Hangar 

Ray Bailey  Corporate Hangar 

Frank Holt & Associates  Aviation/General Insurance 

Enterprise Rent‐A‐Car  Rental Cars 

Source: Airport Records 

 
 
Vehicle Parking 
 
There are several parking  lots available  for vehicle use at Arlington Municipal Airport.   A designated 
parking area for vehicles adjacent to the east side of the terminal building is accessible from South Col‐
lins Street.  A total of 57 parking spaces are included in this area; five are marked as accessible parking, 
meeting  the  requirements outlined  in  the Americans with Disabilities Act  (ADA).   Additional  vehicle 
parking is offered immediately north and south of the terminal building, that when combined, allow for 
14 vehicle spaces.  In all, the terminal area offers 71 vehicle parking spots.   
 
Other parking areas are located adjacent to aviation‐related businesses on the east side of the Airport.  
South of  the  terminal area, Harrison Aviation provides approximately 105 marked  spaces next  to  its 
facility.  Farther south, approximately 40 parking spaces are provided adjacent to the Skymates facility.  
Of these, 15 are controlled‐access parking.  Additional vehicle parking is offered adjacent to hangar fa‐
cilities on the south side of the airfield and include approximately 15 spaces.   
 
North of the terminal building, there are additional dedicated parking  lots  for vehicle use associated 
with various aviation businesses.  Approximately 75 parking positions are controlled‐access and located 
adjacent  to  facilities operated by Van Bortel Aircraft, Cothron Aviation, and Bell Helicopter.   Airline 
Transport Professionals, AgustaWestland, and Enterprise Rent‐A‐Car also accommodate approximately 
185 vehicle parking spaces north of the terminal building.   
 
On the west side of the airport, Bell Helicopter maintains approximately 500 parking spaces for its cus‐
tomers and employees.  The ATCT and City of Arlington Fire Station #12 also provide parking spaces for 
their personnel.   The ATCT contains six controlled‐access parking spaces and the Fire Station accom‐
modates 16 marked parking spaces.  All totaled, there are approximately 1,000 marked vehicle parking 
spaces serving a variety of activities at Arlington Municipal Airport. 
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Fuel Facilities 
 
Harrison Aviation owns and operates  the only  fuel  farm  located at Arlington Municipal Airport.   The 
fuel farm consists of four aboveground storage tanks, providing 24,000 gallons of Jet A fuel storage and 
24,000 gallons of 100LL storage.  Two 12,000‐gallon tanks are dedicated for Jet A fuel and two 12,000‐
gallon tanks are dedicated for 100LL.  Access to the fuel farm is provided by a roadway extending west 
from South Collins Street.   A 1,000‐gallon capacity fuel storage tank  located on the south side of the 
Airport is also owned and operated by Harrison Aviation and is dedicated for 100LL self‐service. 
 
Full‐service fueling capabilities are also offered via fuel trucks.  Harrison Aviation operates five fuel de‐
livery trucks,  including three  Jet A  fuel trucks each having a capacity of 3,000 gallons and two 100LL 
fuel trucks each having a capacity of 1,000 gallons.     
 
 
Fire Station #12 
 
The City of Arlington Fire Station #12 is located approximately 250 feet south of the terminal building, 
immediately adjacent to South Collins Street.  At least three full‐time firefighters are present at the fa‐
cility 24 hours per day, seven days per week.  The facility is designed to provide emergency and rescue 
services to the surrounding community as well as for the Airport.   
 
For airport emergencies, the station’s primary response vehicle includes a 750‐gallon capacity fire en‐
gine and a 1,000‐gallon capacity brush truck.  Fire department personnel at the fire station have direct 
communication with airport operations and ATCT personnel, allowing  immediate emergency services 
to the airfield when needed.   
 
Arlington Municipal Airport is not a Title 14 Code of Federal Regulations (CFR) Part 139 certificated air‐
port; therefore, it is not required to adhere to aircraft rescue and firefighting (ARFF) standards set forth 
by the FAA.  While Fire Station #12 and its personnel are not ARFF certified, the station does maintain 
equipment and material to aid in aircraft emergencies.   
 
 
Fencing/Gates 
 
The majority of Arlington Municipal Airport’s operation  areas  are  enclosed with  chain‐link  fence  to 
prevent  inadvertent access onto the airfield by vehicles and pedestrians.   The fence does not always 
follow the legal airport property boundary due to the layout of physical features and infrastructure de‐
velopment.  In addition, the fuel farm and self‐service fuel facility are enclosed with chain‐link fence for 
enhanced security of these facilities.   
 
A project slated to begin  later this year at the Airport  includes enhancing safety and security through 
the implementation of additional perimeter fencing.  The project will include six‐foot fencing topped by 
three‐strand barbed wire around the entire airport perimeter.  In addition, a four‐foot fabric is planned 
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to be buried under the fencing at a 45‐degree angle for wildlife intrusion prevention.  A concrete mow 
strip is also programmed with this project.  
 
There are several  functioning controlled‐access gates serving different areas on the airfield.    In addi‐
tion, there are manual gates on airport property that are controlled by airport personnel as well as pri‐
vate tenants.   
 
 

AREA LAND USE AND ZONING 
 
The area land use surrounding Arlington Municipal Airport can have a significant impact on airport op‐
erations and growth.   The  following  identifies baseline  information related to  land use and zoning  in 
the vicinity of the Airport.  By understanding the land use issues surrounding the Airport, more appro‐
priate recommendations can be made for the future of the Airport.   
 
 
FEDERAL LEGISLATION AND REGULATIONS 
 
There are numerous  federal  laws and  regulations  related  to airport  land use compatibility.   Airports 
that accept federal development grants are required to make every reasonable effort to comply with 
the  laws and regulations.   The  following  is a summary of  the  federal  laws and regulations related  to 
land use compatibility and zoning surrounding airports. 
 
 
Airport and Airway Improvement Act of 1982 ‐ United States Code (USC), Title 49 
 
Upon acceptance of federal funds, this Act obligates the airport owners to operate and maintain the 
airport and  comply with  specific assurances,  including maintenance of  compatible  land uses around 
airports.   The  implementation of  this Act  is handled  through stipulations outlined  in  the grant docu‐
ments signed by airport owners when accepting federal funds. 
 
 
Objects Affecting Navigable Airspace – Title 14 CFR Part 77 
 
This federal regulation establishes standards for determining obstructions in navigable airspace. It sets 
forth requirements  for construction and alteration of structures  (i.e., buildings,  towers, etc.).    It also 
provides for studies of obstructions to determine their effect on the safe and efficient use of airspace, 
as well as providing for public hearings regarding these obstructions, along with provisions for the cre‐
ation of antenna farm areas.  It also establishes methods of identifying surfaces that must be free from 
penetration by obstructions,  including buildings, cranes, cell towers, etc.,  in the vicinity of an airport.  
This  regulation  is  predominately  concerned  with  airspace‐related  issues.    Implementation  and  en‐
forcement of the elements contained in this regulation are a cooperative effort between the FAA and 
the individual state aviation agencies or the airports themselves.   
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The imaginary surfaces defined in Title 14 CFR Part 77 include the primary surface, transitional surface, 
approach surface, horizontal surface, and the conical surface.   Exhibit 1J depicts a model example of 
the application of the Part 77 surfaces. 
 
 
Airport Noise Compatibility Planning – Title 14 CFR Part 150 
 
Noise, by definition, is sound that is loud, unpleasant, unexpected, or undesired.  The sound produced 
by aircraft becomes noise when  it disturbs people.   The best way to minimize the adverse  impact of 
noise is to separate people from that noise.  This set of federal regulations establishes the Yearly Day‐
Night Average Sound Level (DNL) as the metric for measuring noise impacts.  DNL represents the aver‐
age noise received at a given location during the time measured.   
 
Exhibit 1K lists land uses and the DNL level at which those uses are compatible.  Below the 65 DNL lev‐
el, all  land uses are normally compatible. Above the 65 DNL  level, residences and places of public as‐
sembly are not compatible unless sound level reduction techniques are applied. 
 
 
Airport Land Use Compatibility Planning – FAA Advisory Circular (AC) 150/5060‐6 
 
This document guides the development of a compatibility plan to ensure the environs surrounding an 
airport are not developed in a manner that could pose a risk to the airport’s operations. This document 
specifically applies to land use and noise issues. 
 
 
Airport Master Plans – FAA Advisory Circular (AC) 150/5070‐6A 
 
This document guides the development of Airport Master Plans.   The guiding principle of the airport 
planning process  is  to develop a  safe and efficient airport  through  the use of acceptable  standards.  
While there are many steps in the planning process, none of these steps should be treated in a piece‐
meal manner.  The airside and landside issues must be equally evaluated to create a plan that provides 
for compatible airport and community development where possible. 
 
 

A Model Zoning Ordinance to Limit Height of Objects Around Airports – FAA Advisory Circular (AC) 
150/5190‐4A 
 
This advisory  circular concerns  itself with developing  zoning ordinances  to  control  the height of ob‐
jects.    It  is based upon the surfaces described  in Subpart C of Title 14 CFR Part 77, Objects Affecting 
Navigable Airspace.   This document provides sample  language and model ordinances for use by  local 
airports. 
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The designations contained in this table do not constitute a federal determination that any use of land covered by the program is acceptable under 

federal, state, or local law. The responsibility for determining the acceptable and permissible land uses and the relationship between specific properties 

and specific noise contours rests 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 

compatible land uses.

See other side for notes and key to table.
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Where the community determines that residential or school uses must be allowed, measures to 

achieve outdoor-to-indoor Noise Level Reduction (NLR) of at least 25 dB and 30 dB, respectively, 

should be incorporated into building codes and be considered in individual approvals. Normal 

residential construction can be expected to provide an NLR of 20 dB; thus, the reduction 

requirements are often 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.

Measures to achieve NLR of 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.

Measures to achieve NLR of 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.

Measures to achieve NLR of 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.

Land use compatible provided special sound reinforcement systems are installed.

Residential buildings require an NLR of 25.

Residential buildings require an NLR of 30.

Residential buildings not permitted.

Source: 14 CFR Part 150, Appendix A, Table 1.

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 through incorporation   

 of noise attenuation into the design and construction of the structure.

25, 30, 35 Land Use and related structures generally compatible; measures to achieve NLR 

 of 25, 30, or 35 dB must be incorporated into design and construction of structure.
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Airport Design ‐ Advisory Circular (AC) 150/5300‐13A 
 
This document provides the basic standards and recommendations for airport design.   Topics  include 
various runway and taxiway safety areas, runway protection zones, threshold siting surfaces, runway 
length, and facility separation standards. 
 
 
Grant Assurances 
 
Pursuant to the provisions of Title 49, U.S.C., subtitle VII, as amended, assurances are required to be 
submitted as part of a project application by sponsors requesting funds.   Upon acceptance of the grant 
offer by the sponsor, these assurances are incorporated in, and become part of, the grant agreement.  
There are 39 grant assurances, several of which address airport planning.  The following are the prima‐
ry land use compatibility grant assurances: 
 
• Grant Assurance 21 requires, in part, that the sponsor: 
 

“…take appropriate action, to the extent reasonable,  including the adoption of zoning  laws, to re‐
strict the use of land adjacent to or in the immediate vicinity of the airport to activities and purpos‐
es compatible with normal airport operations, including landing and takeoff of aircraft.” 

 
• Grant Assurance 20 relates to an airport sponsor’s obligation for hazard removal and mitigation to 

address potential obstructions to the airspace around the airport.  Grant Assurance 20 states that 
the airport sponsor will:   

 
“…take appropriate action  to assure  that  such  terminal airspace as  is  required  to protect  instru‐
ment and visual operations to the airport  (including established minimum  flight altitudes) will be 
adequately cleared and protected by removing, lowering, relocating, marking, or lighting or other‐
wise mitigating existing airport hazards and by preventing the establishment or creation of future 
airport hazards.” 

 
 
EXISTING LAND USE AND ZONING 
 
The land surrounding Arlington Municipal Airport is under the jurisdiction of the City of Arlington.  Ex‐
hibit 1L shows the existing land uses superimposed on aerial photography of the Airport and surround‐
ing area.  The Airport is primarily surrounded by commercial and industrial land uses as well as vacant 
properties.  Sparse commercial and industrial development is located adjacent to the east side of South 
Collins Street on the east side of the Airport.  Areas of residential development are located farther east 
of  the Airport.   On  the west  side of  the Airport, an area of  residential development borders airport 
property but is provided separation from the immediate airfield by a wooded area that runs along the 
west airport property boundary.  Immediately south of the Airport is a wooded park area adjacent to 
Southeast Green Oaks Boulevard.   Residential, commercial, and  institutional (church) development  is 
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Unified Development Code Section 5.8.2: 
Airport Overlay (APO) District (amended 
July 10, 2014) establishes an overlay zon‐
ing district to protect the Airport.

located farther south.  On the north side of the Airport, land between airport property and U.S. Inter‐
state 20 is currently vacant.  Farther north, large areas of commercial development exist.  
 
Under ideal conditions, the development immediately surrounding an airport would be controlled and 
limited to compatible land uses.  Compatible land uses would include light and heavy industrial devel‐
opment and some commercial development.  Although the Airport is located near significant residen‐
tial developments,  industrial, commercial, and vacant  land uses serve to provide a buffer  to most of 
these residential areas.   
 
Land use zoning  is  the most common  land use control.   The City of Arlington has  in place a detailed 
zoning plan  for all areas adjacent  to Arlington Municipal Airport.   Most of  the property  immediately 
adjacent  to Airport property  is zoned commercial and  industrial, which  is preferred.   Exhibit 1M de‐
picts the City’s zoning map for areas  in the vicinity of the Airport, which has been updated since the 
previous Master Plan.        
 
Unified Development Code Section 5.8.2: Airport Overlay (APO) District (amended July 10, 2014) estab‐
lishes an overlay  zoning district  to protect  the Airport.   The purpose and  intent of  this district  is  to 
“regulate  the  development  of  noise‐sensitive 
land  uses  so  as  to  promote  compatibility  be‐
tween the Airport and the surrounding land us‐
es; to prevent the encroachment of  incompati‐
ble  uses  surrounding  the  Airport;  and  to  pro‐
mote  the public health,  safety, and welfare of 
property users.”  The ordinance further details development standards and permitted land uses within 
the Airport Overlay District and its designated zones.   
 
The City of Arlington has  also enacted height and hazard  zoning  guidelines  surrounding  the Airport 
based upon Unified Development Code Section 5.8.2.   The ordinance outlines height and obstruction 
considerations based upon Title 14 CFR Part 77, Objects Affecting Navigable Airspace.   The approach, 
transitional, horizontal, and conical zones, in addition to the primary surfaces associated with Runway 
16‐34, are defined in order to regulate the height of objects in the vicinity of the Airport and gives the 
City of Arlington authority to  limit natural and manmade objects from hindering the safety of opera‐
tions at the Airport.  
 
 

SOCIOECONOMIC CHARACTERISTICS 
 
For an airport planning study, socioeconomic characteristics are collected and examined to derive an 
understanding of the dynamics of growth within the study area.  Socioeconomic information related to 
the approximate airport service area is an important consideration in the master planning process.   
 
The historic trend in elements, such as population, employment, and income, provides insight into the 
long term socioeconomic condition of the region.  This information is essential in determining aviation 
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service  level  requirements,  as well  as  forecasting  aviation  demand  elements  for  airports.    Aviation 
forecasts are typically related to the population base, economic strength of the region, and the ability 
of the region to sustain a strong economic base over an extended period of time. 
 
For this study, historical socioeconomic data was gathered from various sources, including the United 
States Census Bureau, Texas Workforce Commission, and Woods & Poole Complete Economic and De‐
mographic Data.    It should be noted that only historical figures are presented  in this section.   Future 
socioeconomic projections will be outlined in Chapter Two. 
 
 
POPULATION 
 
Trends in population provide an indication of the potential of the region to sustain growth in aviation 
activity.  Historical population for the City of Arlington and other incorporated areas in proximity to Ar‐
lington Municipal Airport  is presented  in Table 1K.   Additional population data for Tarrant and Dallas 
Counties, the State of Texas, and the United States is also included.   
 
TABLE 1K  
Historical Population Statistics  

   2000  2005  2010  2013 
Average Annual 
Growth Rate 

City of Arlington  332,969  364,039 365,438 379,577  1.01%

City of Dallas  1,188,580  1,239,190 1,197,816 1,257,676  0.44%

City of Fort Worth  534,694  580,152 741,206 792,727  3.08%

Tarrant County  1,446,219  1,642,950 1,809,034 1,911,541  2.17%

Dallas County  2,218,899  2,305,450 2,368,139 2,480,331  0.86%

State of Texas  20,851,820  22,859,970 25,145,561 26,448,193  1.85%

United States  281,421,906  296,410,404 308,745,538 316,128,839  0.90%

Source: U.S. Census Bureau  

 
 
As shown in the table, all reported entities have experienced positive growth in population since 2000.  
During this time, the population of Arlington has increased at an average annual growth rate (AAGR) of 
1.01 percent.   This translates to the addition of approximately 46,600 new residents since 2000.   The 
City of Fort Worth experienced substantial population growth during the same time period, posting a 
3.08 percent AAGR.  The City of Dallas’ population grew at a much slower rate; however, Dallas contin‐
ues to boast the largest incorporated population in the region.   
 
Tarrant County experienced a very strong AAGR of more than two percent during this same time.  This 
corresponds with the strong growth for Fort Worth, which is located in Tarrant County.  As a point of 
comparison,  the  State of Texas experienced  significant population  growth  at 1.85 percent  annually.  
Dallas County and the United States exhibited similar annual population increases, at 0.86 percent and 
0.90 percent, respectively.   The positive growth trends in the Dallas/Fort Worth Metroplex can be at‐
tributed to availability of affordable quality homes, excellent educational institutions, employment op‐
portunities, and enjoyable recreational amenities.   
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EMPLOYMENT 
 
The availability of  jobs, variety of employment opportunities, and wages provided by  local employers 
are oftentimes a good indicator of the overall well‐being of the general area.  Table 1L provides histori‐
cal employment characteristics from 2005 to 2013 in five analysis categories, including the Dallas/Fort 
Worth/Arlington Metropolitan Statistical Area (MSA), Tarrant and Dallas Counties, the State of Texas, 
and the United States.  
 
TABLE 1L  
Historical Employment Statistics  

   2005  2010  2013 
Average Annual 
Growth Rate 

Dallas/Fort Worth/Arlington MSA  3,631,665 3,949,884 4,196,855  1.82%

Tarrant County  947,961 1,027,465 1,086,443  1.72%

Dallas County  1,809,315 1,877,644 1,980,944  1.14%

State of Texas  13,012,290 14,296,230 15,141,300  1.91%

United States  172,551,400 173,626,700 180,604,500  0.57%

Source: Texas Workforce Commission; Woods & Poole Complete Economic Demographic Data (2014) 

 
 
Total employment in the region has grown at well over one percent annually since 2005.    Prior to the 
economic  recession  that  the United States experienced back  in 2008,  it was not uncommon  for em‐
ployment growth in the Dallas/Fort Worth Metroplex to exceed three percent annually.  Although the 
recent downturn has affected  the employment base and growth,  the  region continues  to sustain an 
economy that provides a variety of employment options serving multiple industries.   
 
 
PER CAPITA PERSONAL INCOME 
 
Table 1M compares  the per capita personal  income  (PCPI)  for  the Dallas/Fort Worth/Arlington MSA 
and Tarrant and Dallas Counties since 2000.  The PCPI for the State of Texas and United States is also 
provided for this same time period.  PCPI is determined by dividing the total income by population.  In 
order for PCPI to grow, income growth must outpace population growth significantly.  As shown in the 
table, the region has experienced positive growth in PCPI since 2000.  Locally, the PCPI decreased dur‐
ing the recession but has returned to positive growth in recent years. 
 
TABLE 1M  
Historical Per Capita Personal Income (adjusted to 2009 dollars)  

   2000  2005  2010  2013 
Average Annual 
Growth Rate 

Dallas/Fort Worth/Arlington MSA  $41,057 $41,675 $41,246 $42,758  0.31%

Tarrant County  $36,681 $38,446 $38,726 $40,104  0.69%

Dallas County  $43,637 $45,381 $43,300 $44,168  0.09%

State of Texas  $34,292 $36,007 $37,600 $39,400  1.07%

United States  $36,473 $38,426 $39,144 $40,644  0.84%

Source: Woods & Poole Complete Economic Demographic Data (2014)
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SUMMARY 
 
This chapter has presented comprehensive data related to Arlington Municipal Airport, the communi‐
ty, and  surrounding area.   This  information provides  the  foundation upon which  the  remaining ele‐
ments of the planning process for the Airport Development Plan can be accomplished and is important 
to forecast future aviation activity and facility needs. 
 
The following listing reflects a partial compilation of the sources utilized during the inventory process. 
 
Airport/Facility Directory, South Central U.S., U.S. Department of Transportation, Federal Aviation Ad‐
ministration, National Aeronautical Charting Office, May 2014.   
 
Dallas/Fort Worth Aeronautical Chart, U.S. Department of Transportation, Federal Aviation Administra‐
tion, National Aeronautical Charting Office, July 2014. 
 
U.S. Terminal Procedures, South Central‐2, U.S. Department of Transportation, Federal Aviation Admin‐
istration, National Aeronautical Charting Office, June 2014. 
 
National Plan of Integrated Airport Systems (NPIAS), U.S. Department of Transportation, Federal Avia‐
tion Administration, 2013‐2017. 
 
General Aviation Airports: A National Asset, U.S. Department of Transportation, Federal Aviation Ad‐
ministration, May 2012. 
 
Arlington Municipal Airport Master Plan, January 2008. 
 
FAA Form 5010‐1, Airport Master Record. 
 
Texas Airport System Plan: Update 2010.  Texas Department of Transportation, March 2010. 
 
North Central Texas General Aviation and Heliport  System Plan: Horizon 2035.   North Central Texas 
Council of Governments, May 2012. 
 
Woods & Poole Economics, The Complete Economic and Demographic Data Source, 2014. 
 
City of Arlington. 
 
United States Census Bureau. 
 
Texas Workforce Commission. 
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AVIATION DEMAND FORECASTS
An important factor in facility planning begins with defining the expected needs of an airport over the 
specified planning period.  For the Arlington Municipal Airport Development Plan, this involves 
projec ng poten al avia on ac vity for a 10-year meframe.  Forecasts of based aircra  and annual 
opera ons (takeoffs and landings) will serve as the basis for facility planning and needs of the Airport 
through the year 2024.

The objec ve of forecas ng is to predict the magnitude of change expected over the next decade.  
Avia on ac vity can be affected by many influences on the local, regional, and na onal levels, making it 
virtually impossible to predict year-to-year fluctua ons of ac vity over 10 years with any certainty.  
Therefore, it is important to remember that forecasts serve as guidelines, and planning must remain 
flexible enough to respond to a range of unforeseen developments. 

Federal Avia on Administra on (FAA) Advisory Circular (AC) 150/5070-6b, Airport Master Plans, outlines 
seven standard steps involved in the forecast process, including:

1) Iden fy Avia on Ac vity Measures: The level and type of avia on ac vi es likely to impact facility 
needs.  For general avia on, this typically includes based aircra  and opera ons.  

2) Review Previous Airport Forecasts: May include the FAA Terminal Area Forecast (TAF), state or 
regional system plans, and previous Master/Development Plans.

3) Gather Data: Determine what data is required to prepare the forecasts, iden fy data sources, and 
collect historical and forecast data.

Chapter Two
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The demand‐based manner in which 
this Development Plan is being pre‐
pared is intended to accommodate 
variations in demand which can be 
caused by many factors, including 
changes in the aviation industry, as 
well as the economy in general. 

4) Select Forecast Methods: There are several appropriate mathematical and  logical methodologies 
and techniques available, including regression analysis, trend analysis, market share or ratio analy‐
sis, exponential  smoothing, econometric modeling,  comparison with other airports,  survey  tech‐
niques, cohort analysis, choice and distribution models,  range projections, and professional  judg‐
ment.   

 
5) Apply Forecast Methods and Evaluate Results: Prepare the actual forecasts and evaluate for rea‐

sonableness. 
 

6) Summarize and Document Results: Provide supporting text and tables as necessary. 
 

7) Compare  Forecast  Results  with  FAA’s  Terminal  Area  Forecast:  Follow  guidance  in  FAA  Order 
5090.3C, Field Formulation of the National Plan of  Integrated Airport Systems.    In part, the Order 
indicates that forecasts should not vary significantly (more than 10 percent) from the TAF.   When 
there  is a greater than 10 percent variation, supporting documentation should be supplied to the 
FAA.   

 
Only two components of this Development Plan are actually approved: the aviation demand forecasts 
and the Airport Layout Plan (ALP) drawing set.  In the State of Texas, the approval of aviation demand 
forecasts has been granted  to  the Texas Department of Transportation – Aviation Division  (TxDOT).  
The ALP drawing set, which will be updated later in this study, will be coordinated with TxDOT as well 
as the FAA for ultimate approval. 
 
The  demand‐based  manner  in  which  this  Develop‐
ment Plan  is being prepared  is  intended  to accom‐
modate  variations  in demand which  can be  caused 
by  many  factors,  including  changes  in  the  aviation 
industry,  as  well  as  the  economy  in  general.    De‐
mand‐based  planning  relates  capital  improvements 
to  specific  demand  factors,  such  as  based  aircraft, 
instead of points  in time.   This allows Arlington Mu‐
nicipal  Airport  to  address  capital  improvement 
needs according to actual demand that  is occurring.  
Therefore, should growth in based aircraft or aircraft operations slow or decline, it may not be neces‐
sary to implement some of improvement projects.  However, should the Airport experience accelerat‐
ed growth, the plan will be flexible to allow for expedited development opportunities.   
 
In order to fully assess current and future aviation demand for Arlington Municipal Airport, an exami‐
nation of several influencing factors is needed.  Relevant factors include national and regional aviation 
trends, historical and forecast socioeconomic and demographic  information of the area, and compet‐
ing transportation modes and facilities.  Consideration and analysis of these factors will ensure a com‐
prehensive outlook for future aviation demand at Arlington Municipal Airport.   
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The aviation industry in the Unit‐
ed States has experienced an 
event‐filled period since the be‐
ginning of the 21st century. 

NATIONAL AVIATION TRENDS AND FORECASTS 
 
The forecasts developed for the airport must consider national, regional, and local aviation trends.  The 
following  section describes  trends  in aviation.   This  information  is utilized both  in  statistical analysis 
and to aid the forecast preparer in making any manual adjustments to the forecasts as necessary.  The 
national aviation forecast  information  is primarily sourced from the FAA Aerospace Forecasts – Fiscal 
Years 2014‐2034, published in March 2014.   
 
 
NATIONAL TRENDS 
 
The aviation industry in the United States has experienced an event‐filled period since the beginning of 
the 21st century.   The  industry has  faced  impacts of  the events of September 11, 2001,  scares  from 
pandemics such as SARS, the bankruptcy of five network air carriers, all‐time high fuel prices, and a se‐
rious economic downturn with global  ramifications.   The 
Bureau  of  Economic  Research  has  determined  that  the 
worst  economic  recession  in  the  post‐World  War  II  era 
began in December 2007 and lasted until mid‐2009.  Eight 
of the world’s top 10 economies were in recession by Jan‐
uary 2009. 
 
Since the official end of the recession, the overall U.S. economy has been slow to recover; however, 
aviation is anticipated to continue to grow over the long run.  According to the FAA’s annual forecast, 
“fundamentally, demand for aviation is driven by economic activity.  As economic growth picks up, so 
will growth in aviation demand.” 
 
The 2014 FAA forecast calls for U.S. air carrier passenger growth over the next 20 years to average 2.2 
percent annually.   After another year of slow growth  in 2014, growth over the following five years  is 
projected to be higher than the long‐term growth rate as the economy accelerates.  
 
System capacity as measured in available seat miles (ASMs), the overall yardstick for aviation activity, is 
projected to increase by 2.7 percent annually through the long term.  Passenger enplanements (board‐
ings) are projected to increase at an average annual rate of 1.9 percent through the 20‐year FAA fore‐
cast period. 
 
The  long‐term outlook  for general aviation  is  favorable, according  to FAA  forecasts.   While business 
aviation slowed significantly in the aftermath of the 2008‐2009 recession, growth is expected, especial‐
ly in both operations and manufacturing of turbine‐powered aircraft.  Total piston‐powered aircraft in 
the U.S. general aviation  fleet are projected  to decline by 0.3 percent annually  through 2034.   Total 
turbine powered aircraft are projected to grow by 2.6 percent through 2034.  The FAA projections are 
discussed further in the subsections that follow. 
   

Chapter Two - 3



 

 

GENERAL AVIATION TRENDS 
 
The FAA forecasts the fleet mix and hours flown for single engine piston aircraft, multi‐engine piston 
aircraft, turboprops, business jets, piston and turbine helicopters, light sport, experimental, and others 
(gliders and balloons).   The FAA forecasts “active aircraft,” not total aircraft.   An active aircraft  is one 
that is flown at least one hour during the year.  From 2011 through 2013, the FAA undertook an effort 
to have all aircraft owners re‐register their aircraft.  This effort resulted in a 6.4 percent decrease in the 
number of active general aviation aircraft, mostly in the piston category.   
 
After growing rapidly for most of the decade, the demand for business jet aircraft slowed over the past 
few years, as the  industry was hard hit by the 2008‐2009 economic recession.   Nonetheless, the FAA 
forecast calls for growth through the long‐term, driven by higher corporate profits and continued con‐
cerns about safety, security, and flight delays.   Overall, business aviation  is projected to outpace per‐
sonal/recreational use. 
 
In 2013, the FAA estimated there were 141,325 piston‐powered aircraft in the national fleet.  The total 
number of piston‐powered aircraft  in the  fleet  is  forecast to decline by 0.3 percent  from 2013‐2034, 
resulting in 131,625 by 2034.  This includes ‐0.4 percent annually for single engine pistons and ‐0.5 per‐
cent for multi‐engine pistons.  Conversely, piston powered helicopters are forecast to grow 1.7 percent 
annually through 2034. 
 
Total turbine aircraft are forecast to return to growth  in 2014 and have an annual growth rate of 2.6 
percent through 2034.  The FAA estimates there were 29,110 turbine‐powered aircraft in the national 
fleet  in 2013, and there will be 49,565 by 2034.   This  includes annual growth rates of 1.6 percent for 
turboprops, 3.0 percent for business jets, and 3.0 percent for turbine helicopters. 
 
While comprising a much smaller portion of the general aviation fleet, experimental aircraft, typically 
identified as home‐built aircraft, are projected to grow annually by 1.5 percent through 2034.  The FAA 
estimates there were 25,305 experimental aircraft in 2013, and these are projected to grow to 34,440 
by 2034.  Sport aircraft are forecast to grow 4.1 percent annually through the long term, growing from 
2,110 in 2013 to 4,880 by 2034.  Exhibit 2A presents the historical and forecast U.S. active general avia‐
tion aircraft. 
 
The FAA provides a total operations forecast based on activity at control towers across the U.S.  Opera‐
tions are categorized as air carrier, air taxi/commuter, general aviation, and military.   
 
General aviation operations, both local and itinerant, declined significantly as a result of the 2008‐2009 
recession and subsequent slow recovery.  Through 2034, total general aviation operations are forecast 
to  grow  0.5  percent  annually.    Air  taxi/commuter  operations  are  forecast  to  grow  by  0.6  percent 
through  2023,  and  then  decline  slightly  through  the  remainder  of  the  forecast  period.   Overall,  air 
taxi/commuter operations are forecast to decline by 0.1 percent annually from 2013 through 2034. 
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 at least one hour during the calendar year.

2019 2024 2029 20342014
FIXED WING
Piston
 Single Engine 122,755 118,700 115,660 113,895 113,975

 Multi-Engine 14,180 13,890 13,500 13,155 12,890

Turbine
 Turboprop 10,160 10,355 11,000 12,375 14,370

 Turbojet 12,055 13,600 15,800 18,665 22,050

ROTORCRAFT    
 Piston 3,430 3,775 4,090 4,405 4,750

 Turbine 7,280 8,690 10,150 11,600 13,145

EXPERIMENTAL    
  25,895 28,100 30,130 32,275 34,440

SPORT AIRCRAFT    
  2,240 2,955 3,595 4,315 4,880

OTHER    
  5,025 5,075 5,115 5,155 5,200

TOTAL 203,020 205,140 209,040 215,840 225,700

U.S. Active General Aviation Aircraft

Exhibit 2A
U.S. ACTIVE GENERAL AVIATION

 AIRCRAFT FORECASTS

hibi 2A

AIRPORT DEVELOPMENT PLAN
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GENERAL AVIATION AIRCRAFT SHIPMENTS AND REVENUE 
 
As previously discussed, the 2008‐2009 economic recession has had a negative impact on general avia‐
tion aircraft production, and the  industry has been slow to recover.   Aircraft manufacturing declined 
for three straight years from 2008 through 2010.  According to the General Aviation Manufacturers As‐
sociation  (GAMA),  there  is optimism  that aircraft manufacturing will  stabilize and  return  to growth, 
which has been evidenced since 2011.   Table 2A presents historical data  related  to general aviation 
aircraft shipments. 
 
TABLE 2A 
Annual General Aviation Airplane Shipments 
Manufactured Worldwide and Factory Net Billings 

Year  Total  SEP  MEP  TP  J 
Net Billings
($millions) 

1994  1,132  544  77 233 278  3,749

1995  1,251  605  61 285 300  4,294

1996  1,437  731  70 320 316  4,936

1997  1,840  1043  80 279 438  7,170

1998  2,457  1508  98 336 515  8,604

1999  2,808  1689  112 340 667  11,560

2000  3,147  1,877  103 415 752  13,496

2001  2,998  1,645  147 422 784  13,868

2002  2,677  1,591  130 280 676  11,778

2003  2,686  1,825  71 272 518  9,998

2004  2,963  1,999  52 321 591  11,918

2005  3,590  2,326  139 375 750  15,156

2006  4,053  2,513  242 412 886  18,815

2007  4,276  2,417  258 465 1,136  21,837

2008  3,970  1,943  176 538 1,313  24,772

2009  2,279  893  70 446 870  19,474

2010  2,020  781  108 368 763  19,715

2011  2,120  761  137 526 696  19,097

2012  2,133  790  91 580 672  18,873

2013  2,345  900  122 645 678  23,450

SEP ‐ Single Engine Piston; MEP ‐ Multi‐Engine Piston; TP ‐ Turboprop; J ‐ Turbofan/Turbojet
Source:  General Aviation Manufacturers Association 2013 Statbook

 
 
Worldwide shipments of general aviation airplanes increased for the third year in a row in 2013.  A to‐
tal of 2,345 units were delivered around the globe, as compared to 2,133 units  in 2012.   Worldwide 
general aviation billings were also significantly higher than the previous year, similar to levels achieved 
prior to the 2008‐2009 recession.   
 
Business Jets: General aviation manufacturers delivered 768 business jets in 2013, as compared to 672 
units in 2012.  Similar to 2012, demand was stronger in 2013 for large‐cabin business jets than it was 
for medium and light business jets.     
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The primary purpose of defin‐
ing a service area is to identi‐
fy the geographic area from 
which an airport will derive its 
aviation demand. 

Turboprops:  In 2013, 645 turboprop airplanes were delivered to customers around the world, an  in‐
crease of  approximately 10 percent  from  the previous  year’s  figure of 580  for  equivalent  reporting 
companies.  Overall, the turboprop market has experienced significant gains since 2010. 
 
Pistons: Piston deliveries  increased  from 881 units  shipped  from equivalent  reporting  companies  in 
2012 to 1,022 during 2013.   The piston segment continued to fare best for unit deliveries among the 
three segments by which GAMA tracks the airplane manufacturing industry.  This is due in part by de‐
liveries to flight schools in emerging markets. 
 
Most  industry observers believe  that  the  general  aviation market, particularly  the business  aviation 
market, is in a position for sustained growth.  Industry net orders are back to positive and most leading 
indicators continue to improve.  The large jet category of the market is expected to expand faster than 
the other categories.  
 
 

AIRPORT SERVICE AREA 
 
The generalized service area of an airport is defined by its proximity to other airports providing similar 
services.  As detailed in Chapter One, Arlington Municipal Airport is one of several airports serving gen‐
eral aviation needs in the Dallas/Fort Worth Metroplex.   
 
The airport service area is a geographical area where there is a potential market for aviation services.  
Access to other nearby general aviation airports and transportation networks enter  into the equation 
in determining the size of a service area.  Also factored are criteria such as the quality of aviation facili‐
ties and services. 
 

The primary purpose of defining a service area is to identify 
the  geographic  area  from  which  an  airport  will  derive  its 
aviation demand.  As such, the service area generally repre‐
sents where most based aircraft come from.    It  is not unu‐
sual  for  some  based  aircraft  to  be  registered  outside  the 
region or even outside the state.  Most pilots base their air‐
craft at an airport because of the convenience of the airport 
to their residence or place of business; however, some air‐

craft owners have other priorities, such as runway length, specific services, hangar availability, airport 
congestion, etc. and may elect to base their aircraft at a more distant location. 
 
Typically the general aviation service area for more rural and regionalized airports can extend up to 30 
miles.  In regions served by multiple similar airports, as is the case for Arlington Municipal Airport, the 
definition of the service area  is not as simple.   Aircraft owners  in areas with multiple airports can be 
selective when choosing an airport to base their aircraft.  Generally, though, the proximity and level of 
general aviation services offered by an airport are commonly the defining factors when describing the 
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Arlington Municipal Airport is desig‐
nated by the FAA as a reliever airport.  
In this capacity, the Airport should be 
maintained to accommodate a full 
range of general aviation aircraft. 

general aviation  service area.   A description of airports within a 20‐nautical mile  radius of Arlington 
Municipal Airport was discussed in Chapter One. 
 
The service area for Arlington Municipal Airport is primarily bounded to the west by Fort Worth Spinks 
Airport and Forth Worth Meacham International Airport.  Each facility offers an array of general avia‐
tion services including aircraft fuel, aircraft maintenance, hangar storage, etc.  It is estimated that ap‐
proximately 550 aircraft are based at  these  two airports.    In addition, both  facilities offer a  runway 
length of at least 6,000 feet, which can accommodate a large majority of general aviation aircraft.   
 
To the east and northeast, Grand Prairie Municipal Airport and Dallas Executive Airport also cater to 
general aviation demand.   Both airports provide multiple services that attract general aviation activi‐
ties.   Grand Prairie Municipal Airport  is  limited  in the types of aircraft, especially business  jets,  it can 
accommodate given its runway length of 4,000 feet.  Furthermore, the airport is somewhat restricted 
in future growth capabilities due to lack of available land on the airport for aviation use.  Approximate‐
ly 350 based aircraft are  located at Grand Prairie Municipal Airport and Dallas Executive Airport com‐
bined.  These facilities will continue to play a role in limiting Arlington Municipal Airport’s service area 
to the east.  
 
To the south, Mid‐Way Regional Airport and Cleburne Regional Airport both offer several general avia‐
tion services and provide adequate runway length to accommodate many types of aircraft.  These air‐
ports serve as attractive facilities for communities south of the Dallas/Fort Worth Metroplex, but their 
distant location will limit their potential to attract activities immediately surrounding the City of Arling‐
ton.  As such, they have a limited role in determining Arlington Municipal Airport’s service area to the 
south.   
 
Situated approximately 14 nautical miles  to  the northeast  is Dallas/Fort Worth  International Airport.  
Known as one of  the busiest airports  in  the world, Dallas/Fort Worth  International Airport caters al‐
most exclusively to commercial airline service.  As a result, it has a minimal impact on limiting Arlington 
Municipal Airport’s general aviation service area to the north.   Dallas Love Field, which  is  located ap‐
proximately 17 nautical miles northeast of Arlington Municipal Airport, also caters to scheduled com‐
mercial airline service and, in addition, contains a significant mix of business jet activity.  It will play a 
role in limiting Arlington Municipal Airport’s service area to the northeast.   
 
Arlington Municipal Airport has remained a very important facility meeting the needs of general avia‐
tion operators  in  the  region.   The Airport  is a hub 
for  business  and  recreational  aircraft  activity.    In 
addition, Arlington Municipal Airport  is designated 
by  the  FAA as  a  reliever  airport.    In  this  capacity, 
the Airport should be maintained to accommodate 
a full range of general aviation aircraft.   
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Arlington Municipal Airport’s general service area can also be determined through an examination of 
its based aircraft owners.   Exhibit 2B depicts  the  residential  (home or business)  locations of current 
based  aircraft owners  according  to Airport  records.   This data  shows  that  the majority of Arlington 
based aircraft owners  reside or do business  in close proximity  to  the Airport.   As depicted, approxi‐
mately 85 percent of based aircraft owners reside or work within 20 miles of Arlington Municipal Air‐
port.  
 
Considering all mentioned  factors, a primary  service area has been determined and  is  illustrated on 
Exhibit 2C.   The primary service area encompasses the City of Arlington as well as neighboring areas in 
eastern Tarrant County and a small portion of western Dallas County.   
 
 

SOCIOECONOMIC PROJECTIONS 
 
Socioeconomic conditions also provide an important baseline for preparing aviation demand forecasts.  
Local  socioeconomic variables  such as population and employment are  indicators  for understanding 
the dynamics of the community and can relate to  local trends  in aviation activity.   Analysis of the de‐
mographics of the airport service area will give a more comprehensive understanding of the socioeco‐
nomic situations influencing the region which support Arlington Municipal Airport.   
 
A variety of historical and forecast socioeconomic data has been collected for use in various elements 
of  this Development Plan.   Aviation  forecasts are  related  to  the population base  and  the economic 
strength of the region; therefore,  it  is necessary to have an understanding of the socioeconomic out‐
look for the airport service area.  For this study, socioeconomic variables for the City of Arlington and 
surrounding  cities  have  been  considered.    Furthermore,  socioeconomic  data  for  Tarrant  and Dallas 
Counties has also been considered. 
 
A  summary of population and employment data within  the Arlington Municipal Airport  service area 
and adjacent areas is presented in the following sections and includes projections for the 10‐year plan‐
ning timeframe of this study.  This information will be analyzed to develop forecasts of future aviation 
demand.  Information was obtained from the Texas Water Development Board’s Population and Water 
Demand Projections Data (2020‐2070) and Woods & Poole Complete Economic and Demographic Data.   
 
 
POPULATION 
 
Population  is one of the most  important elements to consider when planning for the future needs of 
the airport.   Table 2B summarizes  forecast population estimates  for those cities  in the vicinity of Ar‐
lington  Municipal  Airport.    Also  included  are  the  projected  Tarrant  and  Dallas  County  populations 
through the planning period of this study.   
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Exhibit 2B
LOCATION OF BASED AIRCRAFT
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The population of the City of Ar‐
lington in 2013 was approximately 
379,577 people and is projected to 
reach 400,720 by 2024, increasing 
at an average annual growth rate 
(AAGR) of 0.49 percent. 

 
TABLE 2B 
Regional Population Projections 

   Projections    

   2013  2019  2024 
Average Annual 
Growth Rate 

City of Arlington  379,577 386,551 400,720  0.49% 

City of Grand Prairie  183,372 212,815 229,144  2.05% 

City of Mansfield  60,872 70,294 75,551  1.98% 

City of Kennedale  7,236 7,886 8,452  1.42% 

City of Richland Hills  7,995 8,342 8,632  0.70% 

City of Hurst  38,448 39,774 40,080  0.38% 

City of Bedford  48,592 51,446 53,953  0.96% 

City of Euless  53,224 54,071 55,732  0.42% 

City of Colleyville  24,500 25,500 26,090  0.57% 

City of Grapevine  50,195 52,091 55,686  0.95% 

City of Dallas  1,257,676 1,334,470 1,402,034  0.99% 

City of Fort Worth  792,727 929,071 1,040,517  2.50% 

Tarrant County  1,911,541 1,992,626 2,143,494  1.05% 

Dallas County  2,480,331 2,553,694 2,696,837  0.76% 

Source: U.S. Census Bureau; Texas Water Development Board 

 
 
All  incorporated entities are forecast to experience an  increase  in population over the next 10 years, 
correlating to continued strong demographic growth  in the airport’s service area.   The population of 
the City of Arlington  in 2013 was approximately 379,577 people and  is projected to reach 400,720 by 
2024,  increasing  at  an  average  annual  growth  rate 
(AAGR) of 0.49 percent.   This projection  constitutes a 
lower AAGR than has been experienced between 2000 
and 2013, as detailed in Chapter One.  A slowed popu‐
lation growth trend is not uncommon for cities in areas 
that  have  experienced  strong  historical  growth  with 
shrinking spaces for continued growth.  As the amount 
of  developable  space  decreases,  areas must  be  rede‐
veloped to accommodate additional demand.  It is pro‐
jected that areas  immediately adjacent to the south and east of Arlington (Mansfield and Grand Prai‐
rie) will experience higher population AAGRs over the next 10 years.  The City of Fort Worth is also pro‐
jected to experience significant population gains over the next 10 years. 
 
 
EMPLOYMENT 
 
Forecast  employment  data  for  the Dallas/Fort Worth/Arlington Metropolitan  Statistical  Area  (MSA) 
and Tarrant and Dallas Counties are presented in Table 2C.  Employment has historically exceeded the 
national  average  as  evidenced  in Chapter One.    Future  employment  is projected  to  continue  to be 
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strong in the areas around Arlington Municipal Airport.  If realized, the projected employment growth 
for the area could provide a strong base for increased aviation demand for the region.   
 
TABLE 2C 
Regional Employment Projections  

   Projections    

   2013  2019  2024 
Average Annual 
Growth Rate 

Dallas/Fort Worth/Arlington MSA  4,196,855 4,688,975 5,142,560  1.86% 

Tarrant County  1,086,443 1,197,948 1,298,943  1.64% 

Dallas County  1,980,944 2,187,196 2,374,008  1.66% 

Source: Texas Workforce Commission; Woods & Poole Complete Economic Demographic Data (2014) 

 
 

AVIATION FORECAST METHODOLOGY 
 
The development of aviation forecasts proceeds through both analytical and judgmental processes.  A 
series of mathematical relationships  is  tested to establish statistical  logic and rationale  for projected 
growth.    However,  the  judgment  of  the  forecast  analyst,  based  upon  professional  experience, 
knowledge of the aviation  industry, and assessment of the  local situation  is  important  in the final de‐
termination of the preferred forecast. 
 
By developing several projections for each aviation demand indicator, a reasonable planning envelope, 
or range of forecasts, will emerge.  The selected forecast may be one of the individual projections or a 
combination of several projections based on local conditions.  The selected forecast will almost always 
fall within the planning envelope.  Some combination of the following forecasting techniques is utilized 
to develop the planning envelope for each demand indicator. 
 
Trend  line projections are probably the simplest and most familiar of the forecasting techniques.   By 
fitting growth curves to historical demand data and then extending them into the future, a basic trend 
line projection  is produced.   A basic assumption of this technique  is that outside factors will continue 
to affect aviation demand in much the same manner as in the past.  As broad as this assumption may 
be, the trend line projection does serve as a reliable benchmark for comparing other projections. 
 
Market share analysis  involves a historical review of aviation activity as a percentage, or share, of a 
larger  regional,  state,  or  national  aviation  market.    A  historical  market  share  trend  is  determined, 
providing an expected market share for the future.  These shares are then multiplied by the forecasts 
of the larger geographical area to produce a market share projection.  This method has the same limi‐
tations as  trend  line projections, but can provide a useful  check on  the validity of other  forecasting 
techniques. 
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Historical growth analysis is a simple forecasting method in which the historical annual growth rate is 
identified and then extended out to forecast years.  This analysis method assumes factors that impact‐
ed growth in the past will continue into the future. 
 

Correlation analysis provides a measure of the direct relationship between two separate sets of histor‐
ic data.  If there is a reasonable correlation between the data, further evaluation using regression anal‐
ysis may be employed. 
 
Regression analysis is a statistical technique used to measure the relationship between variables.  This 
technique yields an r‐squared (r2) value which shows the level of correlation between the variables.  If 
the r2 value is greater than 0.95, it indicates a strong predictive reliability.  
 
Beyond five years, the predictive reliability of the forecasts can diminish.   Therefore,  it  is prudent for 
the airport to update the forecasts, reassess the assumptions originally made, and revise the forecasts 
based on the current airport and industry conditions.  Facility and financial planning usually requires at 
least a 10‐year preview since it often takes several years to complete a major facility development pro‐
gram.   
 
Another consideration is technological advances in aviation have historically altered and will continue 
to change the growth rates in aviation demand over time.  The most obvious example is the impact of 
jet aircraft on  the aviation  industry, which resulted  in a growth  rate  that  far exceeded expectations.  
Such changes are difficult,  if not  impossible, to predict and there  is no mathematical way to estimate 
their impacts.  It is important to use forecasts which do not overestimate revenue‐generating capabili‐
ties or understate demand for facilities needed to meet public (user) needs. 
 
Forecasts of aviation demand for Arlington Municipal Airport have been developed by utilizing statisti‐
cal methods, available existing forecasts, and analyst expertise.  The following section presents the avi‐
ation demand forecasts and includes activity in two broad categories: based aircraft and annual opera‐
tions. 
 
 

AVIATION FORECASTS 
 
The following forecast analysis examines each of the aviation demand categories expected at Arlington 
Municipal Airport over the next 10 years.  Each segment will be examined individually, and then collec‐
tively, to provide an understanding of the overall aviation activity at the Airport through 2024.   
 
The need for airport facilities at Arlington Municipal Airport can best be determined by accounting for 
forecasts of future aviation demand.  Forecasts for airport activities include the following: 
 

 Registered Aircraft 

 Based Aircraft 

 Based Aircraft Fleet Mix 

 General Aviation Operations 

 Air Taxi, Military, and Air Carrier Operations 

 Annual Instrument Approaches 
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A large majority of based aircraft 
ownership at Arlington Municipal 
Airport resides in Tarrant County. 

The remainder of this chapter will examine historical trends with regard to these areas of aviation and 
project future demand for these segments of aviation activity at the Airport.   These forecasts will be‐
come the basis for planning future facilities, both airside and landside, at the airport.   
 
 
REGISTERED AIRCRAFT FORECAST 
 
The number of based aircraft is the most basic indicator of general aviation demand at an airport.  By 
first developing  a  forecast of based  aircraft, other demand  segments  can be projected utilizing  the 
forecast trend in based aircraft.  One method of forecasting based aircraft is to first examine local air‐

craft  ownership  by  reviewing  aircraft  registrations  in 
the region.   A  large majority of based aircraft owner‐
ship at Arlington Municipal Airport  resides  in Tarrant 
County.    Table  2D  presents  historical  data  regarding 
aircraft registered in Tarrant County since 1995. 
 

TABLE 2D  
Historical Registered Aircraft  
Tarrant County  

Year  Registered Aircraft  Annual % Change
1995  2,001 ‐‐‐  
1996  2,012 0.5% 
1997  2,075 3.1% 
1998  2,216 6.8% 
1999  2,280 2.9% 
2000  2,376 4.2% 
2001  2,470 4.0% 
2002  2,468 ‐0.1% 
2003  2,352 ‐4.7% 
2004  2,379 1.1% 
2005  2,414 1.5% 
2006  2,420 0.2% 
2007  2,489 2.9% 
2008  2,506 0.7% 
2009  2,520 0.6% 
2010  2,597 3.1% 
2011  2,362 ‐9.0% 
2012  2,197 ‐7.0% 
2013  2,060 ‐6.2% 
2014  2,053 ‐0.3% 

Source: FAA Aircraft Registry Database 

 
 
The trend  in registered aircraft  in Tarrant County since 1995, to a  large degree, reflects the fact that 
general aviation activity often trends with national economic trends.  The number of registered aircraft 
in the county  increased through the mid‐2000s and reached a high of 2,597  in 2010.   The  impacts of 
the national recession have been apparent since then, with registered aircraft in the county declining 
to 2,053 in 2014.  In fact, between 2010 and 2013, registered aircraft in the county decreased by over 
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20 percent.  This is a reflection of what occurred nationwide, as the total number of registered aircraft 
in the United States decreased by approximately 10 percent during this time.   
 

The current number of registered aircraft  in Tarrant County  is similar to what was experienced  in the 
mid‐to‐late 1990s.  Nonetheless, the historical trend shows that the number of registered aircraft has 
increased in the past and these increases have typically coincided with periods of sustained economic 
growth nationally.   
 
Since the number of registered aircraft in Tarrant County has declined annually since 2011, various re‐
gression and time‐series analyses did not result in a reliable forecast.  Therefore, several market share 
and historical growth forecasts of registered aircraft for Tarrant County have been developed and are 
presented in Table 2E. 
 
TABLE 2E  
Registered Aircraft Forecasts  
Tarrant County  

Year 
Tarrant County 

Registered Aircraft 
U.S. Active
Aircraft 

Market Share
of U.S. Active Aircraft 

Tarrant County 
Population 

Aircraft per
1,000 Population 

2000  2,376  217,533 1.09% 1,446,219  1.64
2001  2,470  211,446 1.17% 1,448,516  1.71
2002  2,468  211,244 1.17% 1,523,284  1.62
2003  2,352  209,606 1.12% 1,552,186  1.52
2004  2,379  219,319 1.08% 1,580,347  1.51
2005  2,414  224,257 1.08% 1,642,950  1.47
2006  2,420  221,942 1.09% 1,645,083  1.47
2007  2,489  231,606 1.07% 1,709,745  1.46
2008  2,506  228,664 1.10% 1,749,974  1.43
2009  2,520  223,876 1.13% 1,789,900  1.41
2010  2,597  223,370 1.16% 1,809,034  1.44
2011  2,362  220,770 1.07% 1,847,156  1.28
2012  2,197  209,034 1.05% 1,880,153  1.17
2013  2,060  202,865 1.02% 1,911,541  1.08
2014  2,053  203,020* 1.01% 1,924,822*  1.07

Constant Market Share Projection of U.S. Active Aircraft (AAGR ‐ 0.32%)
2019  2,081  205,140 1.01% 1,992,626  1.04
2024  2,121  209,040 1.01% 2,143,494  0.99

Historical Average Market Share Projection of U.S. Active Aircraft (AAGR ‐ 1.09%)
2019  2,245  205,140 1.09% 1,992,626  1.13
2024  2,288  209,040 1.09% 2,143,494  1.07

Constant Ratio Projection per 1,000 County Residents (AAGR ‐ 1.11%)
2019  2,132  205,140 1.04% 1,992,626  1.07
2024  2,294  209,040 1.10% 2,143,494  1.07

Historical Average Ratio Projection per 1,000 County Residents (AAGR ‐ 3.94%)
2019  2,810  205,140 1.37% 1,992,626  1.41
2024  3,022  209,040 1.45% 2,143,494  1.41

* Estimated 
Source: FAA Aircraft Registry Database; FAA Aerospace Forecasts – Fiscal Years 2014‐2034; U.S. Census Bureau; Texas Water 
Development Board; Coffman Associates analysis
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The selected forecast tempers growth in 
the near term, due to the continued eco‐
nomic recovery, and then exhibits higher 
levels of growth in the later years of the 
10‐year timeframe. 

The  first  two  forecasts  consider  the  relationship between historical  registered aircraft  in  the  county 
and the active U.S. general aviation  fleet as  forecast by the FAA.   As evidenced, the county’s market 
share of U.S. active general aviation aircraft has been somewhat consistent leading up to 2014, fluctu‐
ating between a low of 1.02 percent and a high of 1.17 percent.  In 2014, the Tarrant County registered 
aircraft represented 1.01 percent of the estimated total general aviation  fleet of 203,020 due to the 
noticeable decrease in registered aircraft as previously discussed.  This was the lowest percentage over 
the past 15 years and is likely influenced by a slow economic recovery. 
 
When applying a constant market share projection of 1.01 percent, 2,121 registered aircraft are pro‐
jected  in Tarrant County by 2024.   Since 2014 posted the  lowest percentage of the  last 15 years,  it  is 
likely that this constant share projection represents the low‐end forecast.  A second market share fore‐
cast  considers  the historical  average market  share of  1.09 percent  since  2000.    This  forecast  yields 
2,288 registered aircraft in Tarrant County by 2024. 
 
Two additional forecasts have been developed that consider the relationship between historical regis‐
tered aircraft and the population.  By maintaining the same ratio of aircraft per 1,000 people, a 10‐year 
forecast emerges.   In 2014, the Tarrant County registered aircraft represented 1.07 aircraft per 1,000 
people based upon the estimated population of the county.   Projecting this ratio through 2024 yields 
2,294 registered aircraft.   The second forecast considers the historical average ratio of registered air‐
craft per 1,000 people, which  is 1.41.   The historical average  ratio projection yields 3,022  registered 
aircraft for Tarrant County by 2024. 
 
Table 2F and Exhibit 2D summarize the registered 
aircraft forecasts for Tarrant County, which present 
a  reasonable planning envelope.   Considering his‐
torical  registered  aircraft  growth  for  the  county, 
the constant market share projection of U.S. active 
aircraft serves as the low end of the planning enve‐
lope.   The historical  average of  aircraft per 1,000 
residents ratio projection serves as the high boundary and can be attributed to strong historical and 
projected population growth  in Tarrant County.   The selected  forecast considers that Tarrant County 
registered aircraft will regain market share and maintain a fairly consistent aircraft per capita.  The se‐
lected forecast tempers growth  in the near term, due to the continued economic recovery, and then 
exhibits higher  levels of growth  in  the  later years of  the 10‐year  timeframe.   This  registered aircraft 
projection will be an element considered in the based aircraft forecast to follow.  
 
TABLE 2F 
Summary of Registered Aircraft Forecasts  
Tarrant County  
   2014 2019  2024
Constant Market Share Projection of U.S. Active Aircraft   

  
  
  

2,081  2,121
Historical Average Market Share Projection of U.S. Active Aircraft 2,245  2,288
Constant Ratio Projection per 1,000 County Residents 2,132  2,294
Historical Average Ratio Projection per 1,000 County Residents 2,810  3,022
Selected Forecast (AAGR ‐ 1.12%)  2,053 2,165  2,300
Source: Coffman Associates analysis 
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Selected Forecast (AAGR - 1.12%)

Historical Average Ratio Projection per 1,000 County Residents (AAGR - 3.94%) 

Constant Ratio Projection per 1,000 County Residents (AAGR - 1.11%) 

Historical Average Market Share Projection of U.S. Active Aircraft (AAGR - 1.09%) 

Constant Market Share Projection of U.S. Active Aircraft (AAGR* - 0.32%) *AAGR - Average Annual Growth Rate
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Determining the number of based air‐
craft at an airport can be a challenging 
task because of the transient nature of 
based aircraft due to the availability 
and cost of aircraft storage. 

BASED AIRCRAFT FORECAST 
 
Determining the number of based aircraft at an airport can be a challenging task because of the transi‐
ent nature of based aircraft due to the availability and cost of aircraft storage.  Table 2G presents his‐
torical based aircraft totals for Arlington Municipal Airport.  In 2014, there were a total of 254 aircraft 

based at  the Airport.   Since 1995, based aircraft 
have  fluctuated between  a high of 312  in  2005 
and a low of 248 in 2012.  It should be noted that 
historical  based  aircraft  reported  at  Arlington 
Municipal  Airport  for  years  2007  through  2011 
were obtained from the FAA TAF and are consid‐
ered  sufficient  for planning purposes  related  to 
this Development Plan. 

 
TABLE 2G  
Historical Based Aircraft  
Arlington Municipal Airport 

Year  Based Aircraft  Annual % Change 

1995  301  ‐‐‐  

1996  305  1.3% 

1997  309  1.3% 

1998  304  ‐1.6% 

1999  299  ‐1.6% 

2000  304  1.7% 

2001  299  ‐1.6% 

2002  303  1.3% 

2003  307  1.3% 

2004  310  1.0% 

2005  312  0.6% 

2006  301  ‐3.5% 

2007  303  0.7% 

2008  250  ‐17.5% 

2009  250  0.0% 

2010  250  0.0% 

2011  250  0.0% 

2012  248  ‐0.8% 

2013  270  8.9% 

2014  254  ‐5.9% 

Source: Airport records (1995‐2006 and 2012‐2014); FAA TAF (2007‐2011) 

 
 
As shown in Table 2H, two market share forecasts of based aircraft compared with registered aircraft 
have been developed.  The first market share forecast considers the airport maintaining its 2014 mar‐
ket share of  registered aircraft  in  the county  (12.40 percent).   This  forecast  results  in 268 aircraft  in 
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2019 and 285 aircraft by 2024.   The second forecast assumes a historical average market share since 
2000 (11.95 percent).  This forecast results in 275 based aircraft by 2024. 
 
TABLE 2H 
Based Aircraft Forecasts  
Arlington Municipal Airport  

Year 
Arlington Municipal 
Airport Based Aircraft 

Tarrant County
Registered Aircraft 

Market Share of
Registered Aircraft 

City of Arlington 
Population 

Aircraft per
1,000 Population 

2000  304  2,376 12.79% 332,969  0.91

2001  299  2,470 12.11% 338,963  0.88

2002  303  2,468 12.28% 345,065  0.88

2003  307  2,352 13.05% 351,278  0.87

2004  310  2,379 13.03% 357,602  0.87

2005  312  2,414 12.92% 364,039  0.86

2006  301  2,420 12.44% 366,772  0.82

2007  303  2,489 12.17% 369,452  0.82

2008  250  2,506 9.98% 374,793  0.67

2009  250  2,520 9.92% 370,086  0.68

2010  250  2,597 9.63% 365,438  0.68

2011  250  2,362 10.58% 370,484  0.67

2012  248  2,197 11.29% 375,600  0.66

2013  270  2,060 13.11% 379,577  0.71

2014  254  2,053 12.40% 380,731*  0.69

Constant Market Share Projection of Tarrant County Registered Aircraft (AAGR ‐ 1.17%)

2019  268  2,165 12.40% 386,551  0.69

2024  285  2,300 12.40% 400,720  0.71

Historical Average Market Share Projection of Tarrant County Registered Aircraft (AAGR ‐ 0.79%) 

2019  259  2,165 11.95% 386,551  0.67

2024  275  2,300 11.95% 400,720  0.69

Constant Ratio Projection per 1,000 City Residents (AAGR ‐ 0.85%)

2019  267  2,165 12.32% 386,551  0.69

2024  276  2,300 12.02% 400,720  0.69

Historical Average Ratio Projection per 1,000 City Residents (AAGR ‐ 2.36%)

2019  305  2,165 14.09% 386,551  0.80

2024  321  2,300 13.94% 400,720  0.80

*Estimated 
Source: Airport records; FAA TAF; FAA Aircraft Registry Database; U.S. Census Bureau; Texas Water Development Board  

 
 
Trends comparing the number of based aircraft with the City of Arlington’s population were also ana‐
lyzed.   Table 2H further details the based aircraft per 1,000 residents  in the City.   A constant ratio of 
based aircraft per 1,000 residents projection (0.69) results in based aircraft growing at the same rate as 
the  local  population  and  yields  276  based  aircraft  by  2024.    The  historical  average  ratio  projection 
(0.80) yields 321 based aircraft at the end of 10‐year planning period. 
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Competing airports will play a role in 
deciding demand; however, Arlington 
Municipal Airport should fare well in its 
competitive environment as it is served 
by a runway capable of handling the 
majority of general aviation aircraft. 

Existing Based Aircraft Forecasts 
 
Forecasts of based aircraft for Arlington Municipal Airport completed  in previous studies and reports 
are presented in Table 2J.  The FAA TAF is a generalized annual forecast of airport activity produced by 
the FAA.  The TAF estimates in 2014 there were 256 based aircraft at the airport.  It projects based air‐
craft growing at an AAGR of 1.29 percent through 2024, resulting in 291 based aircraft.  As previously 
discussed, the airport is currently reporting 254 based aircraft, two fewer than the TAF base year esti‐
mate.   
 
TABLE 2J 
Existing Based Aircraft Forecasts  
Arlington Municipal Airport 

  
Projections Adjusted to Plan Years 

of this Development Plan 
  

  
Base Year 
of Study 

2014  2019  2024 
AAGR 

(2014‐2024) 

2014 FAA Terminal Area Forecast  256 (2014)  256  274  291  1.29% 

2012 NCTCOG System Plan  235 (2010)  249  267  288  1.47% 

Source: FAA TAF; North Central Texas General Aviation and Heliport System Plan: Horizon 2035 

 
 
A second existing  forecast  is  from  the North Central Texas Council of Governments  (NCTCOG) North 
Central Texas General Aviation and Heliport System Plan: Horizon 2035.   The System Plan has a base 
year of 2010 and it identified 235 based aircraft for Arlington Municipal Airport at that time.  The Sys‐
tem Plan forecasted an annual growth rate of 1.47 percent, leading to 288 based aircraft by 2024.   
 
The NCTCOG System Plan forecasts have been interpolated to the plan years of this Development Plan 
as shown  in the table.   Both the FAA TAF and System Plan forecasts serve as a comparison to the se‐
lected based aircraft forecast to emerge from this Development Plan.   
 
 
Selected Based Aircraft Forecast 
 
Future  aircraft  basing  at  Arlington Municipal  Air‐
port will depend on  several  factors,  including  the 
state of the economy, fuel costs, available facilities 
on airport property, competing airports, and adja‐
cent development potential.    Forecasts  assume  a 
reasonably stable and growing economy, as well as 
reasonable development of airport facilities neces‐
sary  to accommodate aviation demand.   Compet‐
ing  airports  will  play  a  role  in  deciding  demand; 
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however, Arlington Municipal Airport should fare well in its competitive environment as it is served by 
a runway capable of handling the majority of general aviation aircraft.   Moreover, the Airport  is fully 
capable of being expanded to meet future demand. 
 

Consideration must also be given to the current and future aviation conditions at the Airport.  Arling‐
ton Municipal Airport provides an array of aviation services and it has a runway that offers instrument 
approach capabilities which makes the facility accessible during poor weather conditions.  In short, Ar‐
lington Municipal Airport will continue to be favored by business operators, as well as private aircraft 
owners, due to its location and available facilities. 
 
Table 2K provides a summary of all based aircraft forecasts.  Note: The two existing comparative fore‐
casts previously discussed have been updated by applying their respective AAGRs to the actual current 
based aircraft figure of 254.   This results  in growth rates that are the same as the previous forecasts 
but the new based aircraft figures are relative to the plan years of this study. 
 
TABLE 2K  
Based Aircraft Forecast Summary  
Arlington Municipal Airport  

  
Base Year 
(2014) 

2019  2024 

Constant Market Share Projection of Tarrant County Aircraft (AAGR ‐ 1.17%) 254  268  285
Historical Market Share Projection of Tarrant County Aircraft (AAGR ‐ 0.79%) 254  259  275
Constant Ratio Projection Per 1,000 City Residents (AAGR ‐ 0.85%) 254  267  276
Historical Ratio Projection Per 1,000 City Residents (AAGR ‐ 2.36%) 254  305  321
Updated Existing Forecasts (utilizing current based aircraft)
2014 FAA Terminal Area Forecast (AAGR ‐ 1.29%) 254  271  289
2012 NCTCOG System Plan (AAGR ‐ 1.47%)  254  273  295
Selected Forecast (AAGR ‐ 1.68%)  254  275  300
Source: Coffman Associates analysis 

 
 
The historical ratio projection per 1,000 population, when applied to the current based aircraft count 
of 254, results in a long term forecast of 321 based aircraft.  This likely represents the higher end of the 
planning envelope.  The historical average market share projection of Tarrant County aircraft has a low 
growth rate of 0.79 percent.  Except for the years associated with the economic recession, the Airport’s 
market share of county registered aircraft has been significantly higher than the historical average.  As 
a result, this forecast will serve as the low end of the planning envelope.   
 
The City of Arlington has given every  indication  that  it plans  to continue strong support of Arlington 
Municipal Airport.  During the past several years, significant investments have been made to the facili‐
ty.  As such, Arlington Municipal Airport should continue to meet the needs of aircraft in the regional 
aviation system. 
 
The based aircraft forecast for Arlington Municipal Airport to be used for this Development Plan are: 
 

 Year 2019 – 275    Year 2024 – 300  
 

Chapter Two - 22



 

 

Consistent with national aviation 
trends, the number and percentage of 
turboprops, jets, and helicopters are 
all expected to increase at the airport 
during the 10‐year timeframe. 

The selected forecast falls within the planning envelope and is considered reasonable when compared 
to other existing forecasts.  The selected projection yields a 1.68 percent AAGR over the next 10 years. 
 

Exhibit 2E presents all based aircraft forecasts, including the selected forecast.   
 
 
BASED AIRCRAFT FLEET MIX 
 
The fleet mix of based aircraft  is oftentimes more  important to airport planning and design than the 
total number of aircraft.  For example, the presence of one or a few business jets can impact the design 
standards more than a large number of smaller, single engine piston‐powered aircraft. 
 
Knowing the aircraft fleet mix expected to utilize Arlington Municipal Airport  is necessary to properly 
plan for facilities that will best serve the level of activity and the type of activities occurring at the air‐
port.  The existing fleet mix of aircraft based at the Airport is comprised of 205 single engine piston air‐
craft, 27 multi‐engine piston aircraft, 3 turboprops, 3 jets, and 16 helicopters.   
 
The based aircraft fleet mix, as presented on Table 2L, was compared to the existing and forecast U.S. 
general aviation fleet mix trends as presented in FAA Aerospace Forecasts – Fiscal Years 2014‐2034 as 
well as to trends occurring at the Airport.   The national trend  in general aviation continues to be to‐
ward a greater percentage of  larger, more sophisticated aircraft as part of  the national  fleet.   While 

single engine piston‐powered aircraft will continue 
to account for the largest share of based aircraft at 
the Airport, these aircraft are forecast to drop as a 
percentage of the  fleet mix.   Multi‐engine piston‐
powered  aircraft,  although  expected  to  decrease 
as a percentage of  the  fleet mix during  the plan‐
ning period of the Development Plan, are forecast 
to increase in number.  This is based upon demand 
the  Airport  is  currently  experiencing  for  multi‐

engine aircraft storage space.  Consistent with national aviation trends, the number and percentage of 
turboprops,  jets,  and  helicopters  are  all  expected  to  increase  at  the  airport  during  the  10‐year 
timeframe.   Jets are projected to experience the greatest percentage  increase of any category of air‐
craft. 
 
TABLE 2L  
Based Aircraft Fleet Mix  
Arlington Municipal Airport  
   Existing  Forecast  
Aircraft Type  2014  Percent  2019 Percent 2024 Percent  Net Change

Single Engine  205  80.7%  217 78.9% 228 76.0%  +23
Multi‐Engine  27  10.6%  28 10.2% 30 10.0%  +3
Turboprop  3  1.2%  6 2.2% 10 3.3%  +7
Jet   3  1.2%  6 2.2% 12 4.0%  +9
Helicopter  16  6.3%  18 6.5% 20 6.7%  +4
Totals  254  100.0%  275 100.0% 300 100.0%  +46
Source: Airport records; Coffman Associates analysis
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GENERAL AVIATION OPERATIONS 
 
General aviation operations are classified by the airport traffic control tower (ATCT) as either  local or 
itinerant.  A local operation is a takeoff or landing performed by an aircraft that operates within sight 
of the airport or which executes simulated approaches or touch‐and‐go operations at the airport.  Itin‐
erant operations are  those performed by aircraft with a specific origin or destination away  from  the 
airport.  Generally, local operations are characterized by training operations.  Typically, itinerant opera‐
tions increase with business use. 
 
Airport operations  can be  further broken down  into distinct groups.   For  facilities  such as Arlington 
Municipal Airport, operations typically include general aviation, air taxi, and military.  General aviation 
operations  are  those  conducted  by  private  individuals  or  companies  that  are  not  associated  with 
scheduled passenger services or non‐scheduled transport services for hire.  Air taxi refers to those op‐
erators that are certified  in accordance with Title 14 Code of Federal Regulations  (CFR) Part 135 and 
are authorized to provide on‐demand public transportation of persons and property by aircraft.  Mili‐
tary operations are  those conducted by military personnel and aircraft.   Arlington Municipal Airport 
has also experienced air carrier operations in previous years, with a noticeable increase in activity over 
the past two years.  Air carrier operations are those conducted by commercial aircraft having a seating 
capacity of 60 or more and/or a maximum payload capacity of 18,000 pounds.  Air carrier operations at 
the Airport include large air cargo operators.  
 
Table 2M depicts the history of all aircraft operations at Arlington Municipal Airport since September 
2006, when the ATCT became operational.   Itinerant operations have generally been on the decrease 
in  recent years.    In 2007,  the airport experienced 80,166  itinerant operations, which  represents  the 
highest count  for a calendar year since the ATCT became operational.   The  lowest count was experi‐
enced  in calendar year 2013, as the ATCT  logged 38,284  itinerant operations.   Local operations have 
fluctuated at the airport since 2006.   The highest number of local operations was experienced in 2007, 
when the airport logged 78,259 operations.  Similar to itinerant operations, local operations have gen‐
erally decreased over the years, and 2013 marked the lowest number of calendar year local operations 
at 28,445.  Since this time, the airport has experienced two years of positive growth in local operations.  
Overall, 2007 marked  the highest number of  total aircraft operations when  the Airport experienced 
158,425 operations.  Conversely, the Airport experienced its lowest operational activity in 2013, when 
66,729 aircraft operations were logged. 
 
These operational statistics are based on actual ATCT counts conducted when the tower is open and do 
not reflect operations that occur while the tower  is closed.   An adjustment will be added to the final 
operations forecast later in this chapter to account for operations that occur when the tower is closed. 
 
The operational mix at Arlington Municipal Airport has been approximately 58 percent itinerant and 42 
percent as local since 2006.  Higher itinerant operations at a general aviation airport typically indicates 
that the airport is an important destination for businesses as well as for personal and recreational ac‐
tivities.   
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TABLE 2M  
Historical Aircraft Operations  
Arlington Municipal Airport  

   Itinerant Operations  Local Operations    

Year  Air Carrier  Air Taxi 
General 
Aviation 

Military 
Total 

Itinerant 
General 
Aviation 

Military 
Total 
Local 

Total 
Operations 

2006*  0  332  16,055  261  16,648  17,682  448  18,130  34,778 

2007  6  861  79,018  281  80,166  78,007  252  78,259  158,425 

2008  13  472  72,107  375  72,967  44,220  136  44,356  117,323 

2009  0  618  47,128  522  48,268  31,004  352  31,356  79,624 

2010  2  598  42,447  51  43,098  28,746  52  28,798  71,896 

2011  18  556  42,541  50  43,165  31,980  52  32,032  75,197 

2012  0  589  42,849  34  43,472  30,528  18  30,546  74,018 

2013  103  820  37,265  96  38,284  28,417  28  28,445  66,729 

2014*  200  668  19,193  38  20,099  17,258  14  17,272  37,371 

* 2006 operations recorded from September – December; 2014 operations recorded from January – June  
Source: FAA Air Traffic Activity Data System 

 
 
General Aviation Itinerant Operations 
 
Table 2N outlines  the history of  itinerant general aviation operations  in  relation  to  the  total general 
aviation itinerant operations at towered airports in the United States.  The Arlington Municipal Airport 
market share, as a percentage of general aviation  itinerant operations at towered airports across the 
country, has averaged 0.33 percent from 2007 through 2013.   The airport experienced strong market 
shares of over 0.40 percent  in 2007 and 2008, before noticing a decline beginning  in 2009, coinciding 
with  the nation’s economic  recession.   Since 2009,  the airport’s market share has averaged approxi‐
mately 0.29 percent. 
 
The table also indicates an overall declining trend in itinerant operations per based aircraft since 2007.  
This ratio has fluctuated from a high of 288 in 2008 to a low of 138 in 2013.  Between 2007 and 2013, 
the average has been 198 operations per based aircraft. 
 
Table 2N presents a pair of projections based upon maintaining a constant market share of  the U.S. 
towered traffic and the constant ratio of operations per based aircraft.    It should be noted that pro‐
jected itinerant operations for 2014 are based upon actual ATCT records for the 12‐month period from 
July 2013 through June 2014.  The constant market share projection would result in a decrease in op‐
erations per based aircraft, decreasing from 142 in 2019 to 134 in 2024.  Although the operations per 
based aircraft  ratio has  fluctuated at Arlington Municipal Airport over  the past  several years,  it has 
maintained an average of approximately 200 since 2007.  This forecast yields an annual itinerant oper‐
ations projection of approximately 40,100 by 2024.   
 
A constant operations per based aircraft forecast was also determined that yields a slightly increasing 
market share  through  the  long  term planning period,  resulting  in 45,300 annual  itinerant operations 
through the planning period of this study.       
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General aviation itinerant operations at 
Arlington Municipal Airport have re‐
mained steady the last few years, and 
as the economy continues to improve as 
forecast, the selected aircraft operation 
projection presents a return to positive 
growth. 

 
TABLE 2N  
Itinerant General Aviation Operations Forecasts  
Arlington Municipal Airport  

Year 
Arlington 

Itinerant GA 
Operations 

U.S. ATCT Itinerant 
GA Operations 

Arlington 
Market Share 

Arlington 
Based Aircraft 

Itinerant
Operations per 
Based Aircraft 

2007  79,018  18,575,200 0.43% 303  261

2008  72,107  17,492,700 0.41% 250  288

2009  47,128  15,571,100 0.30% 250  189

2010  42,447  14,863,900 0.29% 250  170

2011  42,541  14,527,900 0.29% 250  170

2012  42,849  14,521,700 0.30% 248  173

2013  37,265  14,119,000 0.26% 270  138

2014  38,239* 14,172,400** 0.27% 254  151

Constant Market Share Projection 

2019  39,159  14,503,200 0.27% 275  142

2024  40,093  14,849,300 0.27% 300  134

Constant Operations per Based Aircraft Projection

2019  41,525  14,503,200 0.29% 275  151

2024  45,300  14,849,300 0.31% 300  151

FAA TAF Projection 

2019  39,081  14,503,200 0.27% 275  142

2024  38,891  14,849,300 0.26% 300  130

Selected Planning Forecast  

2019  41,000  14,503,200 0.28% 275  149

2024  44,000  14,849,300 0.30% 300  147

*ATCT records for 12‐month period from July 2013 through June 2014
**Estimated 
Source: Airport records; FAA TAF; FAA Air Traffic Activity Data System;  FAA Aerospace Forecasts ‐ FY 2014‐2034; Coffman 
Associates analysis 

 
 
For comparison,  the FAA TAF projections are presented  in  the  table.   With  this  forecast,  the market 
share  further declines and operations per based aircraft reach very  low numbers when compared to 
what the airport has experienced in the past.  The TAF will likely serve as the low end of the planning 
envelope for itinerant operations.   
 
General aviation  itinerant operations at Arlington 
Municipal Airport have  remained  steady  the  last 
few years, and as  the economy continues  to  im‐
prove as  forecast, the selected aircraft operation 
projection  presents  a  return  to  positive  growth.  
The  region’s  strong  socioeconomic  based  and 
continued development potential will attribute to 
this projected growth.   The  selected  forecast  for 
itinerant operations at Arlington Municipal Airport would account for an  increased market share as a 
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percentage of total U.S.  itinerant operations and a slight decrease  in aircraft utilization per based air‐
craft.  The selected forecast equates to an AAGR of 1.37 percent through the planning period.  Exhibit 
2F further presents the general aviation itinerant operations forecasts. 
 
 
General Aviation Local Operations 
 
Table 2P outlines local general aviation operations in relation to the total general aviation local opera‐
tions at towered airports in the United States.  The Arlington Municipal Airport market share, as a per‐
centage of total general aviation local operations at towered airports, decreased from 0.54 percent in 
2007 to 0.24 percent in 2013.  Also depicted in the table are the local operations per based aircraft ra‐
tios.  These numbers have fluctuated since 2007, experiencing a high of 257 in 2007 and a low of 105 in 
2013.   
 
TABLE 2P 
Local General Aviation Operations Forecasts 
Arlington Municipal Airport 

Year 
Arlington Local GA 

Operations 
U.S. ATCT Local 
GA Operations 

Arlington 
Market Share 

Arlington  
Based Aircraft 

Local Operations 
per Based Aircraft 

2007  78,007  14,556,800  0.54%  303  257 

2008  44,220  14,081,200  0.31%  250  177 

2009  31,004  12,448,000  0.25%  250  124 

2010  28,746  11,716,300  0.25%  250  115 

2011  31,980  11,437,000  0.28%  250  128 

2012  30,528  11,608,300  0.26%  248  123 

2013  28,417  11,690,000  0.24%  270  105 

2014  31,256*  12,001,500**  0.27%  254  125 

Constant Market Share Projection 

2019  33,101  12,259,600  0.27%  275  120 

2024  33,830  12,529,700  0.27%  300  113 

Constant Operations per Based Aircraft Projection 

2019  34,375  12,259,600  0.28%  275  125 

2024  37,500  12,529,700  0.30%  300  125 

FAA TAF Projection 

2019  33,340  12,259,600  0.27%  275  121 

2024  33,417  12,529,700  0.27%  300  111 

Selected Planning Forecast 

2019  34,000  12,259,600  0.28%  275  124 

2024  37,000  12,529,700  0.30%  300  123 

* ATCT records for 12‐month period from July 2013 through June 2014 
** Estimated 
Source: Airport records; FAA TAF; FAA Air Traffic Activity Data System;  FAA Aerospace Forecasts ‐ FY 2014‐2034; 
Coffman Associates analysis 
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Exhibit 2F
GENERAL AVIATION OPERATIONS FORECAST

AIRPORT DEVELOPMENT PLAN
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The level of local activity will contin‐
ue to be dependent upon the opera‐
tions of flight training, as well as air‐
craft basing at the Airport. 

As presented in the table, projections for local operations at Arlington Municipal Airport are depicted.  
Similar to the itinerant operations, the projected local operations for 2014 are based upon actual ATCT 
records for the 12‐month period from July 2013 through June 2014.  The first forecast considers main‐
taining a constant 0.27 percent market share of national local operations, yielding a local annual opera‐
tions projection of approximately 33,830 by 2024.  A second forecast for constant operations per based 
aircraft was also performed, which results in 37,500 local operations annually by 2024. 
 
The FAA TAF projections are also presented in the table.  Similar to itinerant operations, the TAF shows 
a decline in market share and operations per based aircraft through the planning period.  As such, the 
TAF will serve as the low end of the planning envelope. 
 
The selected forecast for local general aviation operations at Arlington Municipal Airport is depicted on 
Exhibit 2F and at the bottom of Table 2P.  Local general aviation operations are projected to increase 
through the planning period, at 1.60 percent annually, following gains in the economy and in total local 
general  aviation  operations  per  the  FAA  Aerospace 
Forecast – Fiscal Years 2014‐2034.  The level of local 
activity will continue  to be dependent upon  the op‐
erations of flight training, as well as aircraft basing at 
the Airport. 
 
 
AIR TAXI OPERATIONS 
 
The air taxi category includes aircraft involved in on‐demand passenger, small parcel transport, and air 
ambulance activity.  The history of air taxi operations at Arlington Municipal Airport is presented in Ta‐
ble 2Q.  Air taxi operations have fluctuated over the years, with a low of 472 operations experienced in 
2008 to a high of 861 operations in 2007.  The FAA TAF projects air taxi activity to remain level at 741 
annual operations through the planning period. 
 
TABLE 2Q 
Air Taxi Operations Forecasts 
Arlington Municipal Airport 

Year   Air Taxi Operations Itinerant GA Operations Arlington Market Share
2007  861  79,018 1.09%
2008  472  72,107 0.65%
2009  618  47,128 1.31%
2010  598  42,447 1.41%
2011  556  42,541 1.31%
2012  589  42,849 1.37%
2013  820  37,265 2.20%
2014  1,202* 38,239* 3.14%

Selected Forecast  
2019  1,600 41,000 4.00%
2024  2,200 44,000 5.00%

*ATCT records for 12‐month period from July 2013 through June 2014
Source: FAA Air Traffic Activity Data System; Coffman Associates analysis
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Many general aviation airports have experienced  increases  in air  taxi activity  in previous years.   This 
can be primarily attributed  to  the  increased popularity of on‐demand air  travel  for  time savings and 
due to scheduled airline security procedures.  In 2008, air taxi operations in the United States dipped 
to their lowest in several years, due mainly to the economic downturn.  This was evidenced at Arling‐
ton Municipal Airport, as air taxi operations declined noticeably during this timeframe.  However, since 
this time, air taxi activity has been on the increase, and posted its strongest 12‐month total from July 
2013 through June 2014.   
 
Air taxi operations have been forecast to increase through the 10‐year planning period, constituting an 
approximate four and five percent market share of the itinerant general aviation operations at the air‐
port for 2019 and 2024, respectively.  This operational level is conducive of a reliever airport surround‐
ed by a variety of  industrial and commercial business activities as currently exists, and  is  forecast  to 
continue for areas adjacent to Arlington Municipal Airport. 
 
 
MILITARY OPERATIONS 
 
Table 2R presents the history of military operations at Arlington Municipal Airport since 2007.   Over 
that time period, military activity has averaged approximately 300 annual operations.  Of these opera‐
tions, approximately 60 percent were itinerant and 40 percent were local. 
 
Forecasting for military activity is particularly challenging when there are no based military aircraft.  In 
addition,  the mission of  the military  can  change  rapidly,  affecting  the potential  for military activity.  
Due to this unpredictability, military activity  is forecast as a constant of 300 total operations annually 
for each planning period.   
 
TABLE 2R  
Military Operations Forecast  
Arlington Municipal Airport  

Year  Total Operations  Itinerant Operations  Local Operations 

2007  533  281  252 

2008  511  375  136 

2009  874  522  352 

2010  103  51  52 

2011  102  50  52 

2012  52  34  18 

2013  124  96  28 

2014  102*  76*  26* 

Selected Forecast 

2019  300  200  100 

2024  300  200  100 

* ATCT records for 12‐month period from July 2013 through June 2014 
Source: FAA Air Traffic Activity Data System; Coffman Associates analysis 
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For planning purposes within this De‐
velopment Plan, operations after the 
tower has closed are estimated at five 
percent of total operations. 

AIR CARRIER OPERATIONS 
 
A large majority of air carrier operations at Arlington Municipal Airport involve cargo operators associ‐
ated with the General Motors assembly plant located nearby.  DC‐9 aircraft are commonly utilized and 
are primarily  involved with delivering parts “just‐in‐time”  for  the assembly plant.   Prior  to 2013,  the 
Airport experienced minimal air carrier operations; however, due to changes at the assembly plant  in 
2013 and 2014, an  increased number of air carrier cargo aircraft have utilized  the Airport.   Approxi‐
mately 100 air carrier operations occurred  in 2013 and through June 2014, 200 air carrier operations 
were  logged by  the ATCT.    It  is not expected  that air carrier operations will grow significantly at  the 
Airport through the planning period of this study.  As such, the Development Plan forecasts a constant 
of 300 total operations annually through 2024. 
 
 
ATCT COUNT ADJUSTMENT 
 
The Arlington Municipal Airport ATCT is not a 24‐hour tower, and as such, its air traffic counts are not 
all‐inclusive of aircraft operations at the Airport.  Some aspects of the Development Plan require that 
all airport activity be considered.  For these evaluations, it is necessary to estimate and adjust for oper‐
ations that occur when the tower is closed.  The Arlington Municipal Airport ATCT operates from 7:00 
a.m. to 9:00 p.m. daily. 
 
For  planning  purposes  within  this  Development 
Plan, operations after the tower has closed are es‐
timated at five percent of total operations.  This es‐
timate  is  consistent  with  other  facilities  similar  to 
Arlington  Municipal  Airport  where  after‐hours  op‐
erational counts have been conducted. 
 
Table 2S presents a summary of the ATCT operations, as well as the adjusted operations, when consid‐
ering the five percent increase for after‐hours activity.  When considering the five percent adjustment, 
and based upon the 12‐month period from July 2013 through June 2014, total annual operations are 
estimated at 74,645.  Through the 10‐year planning period, annual operations including nighttime op‐
erations are forecast to be 87,990.  The operational projections equate to a 1.60 percent AAGR. 
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TABLE 2S 
Forecast Adjustment for ATCT After‐Hours Operations  
Arlington Municipal Airport  

   Base Year 2014*  2019  2024 

ATCT OPERATIONS 

General Aviation 
Itinerant 
Local 

38,239
31,256

 
41,000 
34,000 

44,000
37,000

Total General Aviation Operations  69,495 75,000  81,000

Air Taxi  1,202 1,600  2,200

Military  102 300  300

Air Carrier  291 300  300

Total ATCT Operations  71,090 76,600  82,700

ADJUSTED OPERATIONS 

General Aviation 
Itinerant 
Local 

40,151
32,819

 
43,050 
35,700 

46,200
38,850

Total General Aviation Operations  72,970 78,750  85,050

Air Taxi  1,262 1,680  2,310

Military  107 315  315

Air Carrier  306 315  315

Total Adjusted Operations  74,645 81,060  87,990

* ATCT records for 12‐month period from July 2013 through June 2014 
Adjustment accounts for the hours (9:00 p.m. ‐ 7:00 a.m.) when the ATCT is closed 

 
 
ANNUAL INSTRUMENT APPROACHES 
 
An instrument approach, as defined by the FAA, is “an approach to an airport with the intent to land by 
an aircraft  in accordance with an  Instrument Flight Rule  (IFR)  flight plan, when visibility  is  less  than 
three miles and/or when the ceiling is at or below the minimum initial approach altitude.”  To qualify 
as an  instrument approach, aircraft must  land at  the airport after  following one of  the published  in‐
strument  approach  procedures  in  less  than  visual  conditions.    Forecasts  of  annual  instrument  ap‐
proaches  (AIAs) provide guidance  in determining an airport’s requirements  for navigational aid  facili‐
ties, such as an instrument landing system.  It should be noted that practice or training approaches do 
not count as annual AIAs, nor do instrument approaches conducted in visual conditions. 
 
During poor weather conditions, pilots are  less  likely to  fly and rarely would perform training opera‐
tions.  As a result, an estimate of the total number of AIAs can be made based on a percentage of itin‐
erant operations regardless of the frequency of poor weather conditions.  An estimate of three percent 
of  total  itinerant  (general aviation, air  taxi, military, and air carrier) operations  is utilized  to  forecast 
AIAs at Arlington Municipal Airport, as presented in Table 2T. 
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TABLE 2T 
Annual Instrument Approaches 
Arlington Municipal Airport 

   AIAs  Itinerant Operations  Ratio 

2019  1,360  45,360  3.0% 

2024  1,475  47,985  3.0% 

Source:  Coffman Associates analysis 

 
 
COMPARISON TO THE FAA TAF 
 
Table 2U presents a direct comparison of the 2014 FAA TAF to the forecasts in this Development Plan.  
Regarding based aircraft, the  forecast  for the  five‐year timeframe  is 0.4 percent higher than the TAF 
and the forecast for the 10‐year timeframe is 3.1 percent higher than the TAF.  The Development Plan 
exhibits a slightly higher annual growth rate (1.68 percent) versus the TAF (1.29 percent). 
 
The total annual operations  forecast  in the Development Plan  is 10.6 percent higher than the TAF  in 
the five‐year timeframe.  The 10‐year forecast is 20.2 percent higher than the TAF.  The primary reason 
for this is that the TAF has a lower 2014 operations number than what is being projected, according to 
ATCT records over the 12‐month period from July 2013 through June 2014.  Furthermore, the TAF ac‐
tually presents a decline  in operations  through  the planning period of  this study.   The Development 
Plan accounts for modest growth in aircraft operations through 2032. 
 
TABLE 2U  
Development Plan Forecast Comparison to the Terminal Area Forecast 
Arlington Municipal Airport  

Year  Airport Activity  FAA TAF  Percent Difference 

BASED AIRCRAFT 

2014  254  256  ‐0.8% 

2019  275  274  0.4% 

2024  300  291  3.1% 

AAGR  1.68%  1.29%    

ANNUAL OPERATIONS 

2014  74,645*  73,363  1.7% 

2019  81,060  73,278  10.6% 

2024  87,990  73,176  20.2% 

AAGR  1.60%  ‐0.03%    

* ATCT records for 12‐month period from July 2013 through June 2014 
Source: FAA TAF (2014); Coffman Associates analysis 
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PEAKING CHARACTERISTICS 
 
Many airport facility needs are related to the  levels of activity during peak periods (busy times).   The 
periods used in developing facility requirements for this study are as follows: 
 

 Peak Month – The calendar month when peak aircraft operations occur. 
 

 Design Day – The average day  in  the peak month.   This  indicator  is derived by dividing  the peak 
month operations by the number of days in the month. 

 

 Busy Day – The busy day of a typical week in the peak month. 
 

 Design Hour – The peak hour within the design day. 
 
The peak month  is an absolute peak within a given year.   All other peak periods will be exceeded at 
various times during the year.  However, they do represent reasonable planning standards that can be 
applied without overbuilding or being too restrictive.  The peak periods forecast has been determined 
utilizing operations reports by the Arlington Municipal Airport ATCT to the FAA. 
 
Since 2007, the peak month average has accounted  for 10.1 percent of the annual operations.     The 
design day operations were calculated by dividing the peak month by the number of days in a month 
(30).   
 
Daily operational counts from the ATCT were utilized to determine a busy day peaking factor for gen‐
eral aviation activity.  The peak day of each week has historically averaged 20 percent of weekly opera‐
tions.  Thus, to determine the typical busy day, the design day is multiplied by 1.4, which represents 20 
percent of the days in a week (7 x 0.20).  Design hour operations were determined to be approximately 
15 percent of the design day operations.   The peaking characteristics are summarized  in Table 2V for 
each planning year period. 
 
TABLE 2V 
Peak Operations Forecast 
Arlington Municipal Airport 

   Base Year  2019  2024 

Peak Month  7,539  8,187  8,887 

Design Day  251  273  296 

Busy Day  352  382  415 

Design Hour  38  41  44 

Source: ATCT records; Coffman Associates analysis 
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Arlington Municipal Airport is 
well‐positioned for growth into 
the future. 

SUMMARY 
 
This chapter has outlined the various activity levels that might reasonably be anticipated over the next 
10 years at Arlington Municipal Airport.  Exhibit 2G presents a summary of the aviation demand fore‐
casts.  The baseline year for forecast data is 2014.  The forecasting effort extends 10 years to 2024. 
 
Forecasts of aviation activity, including based aircraft and operations, is key to determining future facil‐
ity requirements.  There are currently 254 aircraft based at the airport, and this is forecast to grow to 
300 aircraft by 2024.  It is estimated that the Airport will experience 74,645 operations in 2014.  This is 
forecast to grow to approximately 87,990 operations annually by 2024. 
 
The fleet mix operations, or type and frequency of aircraft use, is important in determining facility re‐
quirements and environmental  impacts.   While single engine piston‐powered aircraft are expected to 
represent  the majority of based aircraft,  the  long  term  forecast  considers  increasing  the number of 
turboprop and jet aircraft in the fleet mix. 
 
The next step in the Development Plan process is to use the 
forecasts  to determine development needs  for  the Airport 
through 2024.  Chapter Three will address airside elements, 
such as safety areas, runways, taxiways, lighting, and naviga‐
tional  aids,  as  well  as  landside  requirements,  including 
hangars, aircraft aprons, and support services.  As a general observation, Arlington Municipal Airport is 
well‐positioned  for growth  into the  future.   The remaining portions of the Development Plan will  lay 
out how that growth can be accommodated in an orderly, efficient, and cost‐effective manner. 
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Single Engine Piston 205 217 228

Multi-Engine Piston 27 28 30

Turboprop 3 6 10

Business Jet 3 6 12

Helicopter 16 18 20

Total 254 275 300

General Aviation   

 Itinerant 40,151 43,050 46,200

 Local 32,819 35,700 38,850

Total General Aviation Operations 72,970 78,750 85,050
 Air Taxi 1,262 1,680 2,310

 Military 107 315 315

 Air Carrier 306 315 315

Total Adjusted Operations 74,645 81,060 87,990

Peak Month 7,539 8,187 8,887

Design Day 251 273 296

Busy Day 352 382 415

Design Hour 38 41 44

  N/A 1,360 1,475

Based Aircraft
Airport Activity 254 275 300

FAA TAF 256 274 291

Percent Difference -0.8% 0.4% 3.1%

Annual Operations
Airport Activity 74,645 81,060 87,990

FAA TAF 73,363 73,278 73,176

Percent Difference 1.7% 10.6% 20.2%

ANNUAL INSTRUMENT APPROACHES

DEVELOPMENT PLAN FORECAST COMPARISON to the TERMINAL AREA FORECAST

ADJUSTED OPERATIONS*

PEAK OPERATIONS

BASE YEAR 2014 2019 2024
BASED AIRCRAFT

*  ATCT records for 12-month period from July 2013 through June 2014; Adjustment accounts 
    for the hours (9:00pm - 7:00am) when the ATCT is closed - 5% after hours increase

Exhibit 2G
FORECAST SUMMARY

AIRPORT DEVELOPMENT PLAN

Source: Airport Records; FAA TAF; 
 Coffman Associates Analysis
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FACILITY REQUIREMENTS
This chapter will evaluate the exis ng capaci es of Arlington Municipal Airport and outline any new 
facili es needed to accommodate projected forecast levels. The exis ng capacity is compared to the 
forecast ac vity levels prepared in Chapter Two to determine where deficiencies currently exist or may 
be expected to materialize in the future.  This chapter will analyze the following elements:

• Planning Horizon Ac vity Levels 
• Airfield Capacity  
• Airport Physical Planning Criteria 
• Airside and Landside Facility Requirements

As indicated previously in Chapter One, airport facili es include both airside and landside components.  
Airside facili es include those that are related to the arrival, departure, and ground movement of 
aircra .  The components include:

• Runways 
• Taxiways 
• Naviga onal and Approach Aids 
• Airfield Ligh ng, Marking, and Signage

Landside facili es are needed for the interface between air and ground transporta on modes.  The 
general avia on elements analyzed include:

Chapter Three
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Cost-effective, efficient, and 
orderly development of an 
airport should rely more upon 
actual demand at an airport 
than on a time-based forecast 
figure. 

• General Aviation Terminal Services 
• Aircraft Hangars 
• Aircraft Parking Aprons 
• Airport Support Facilities 
 
Once deficiencies in a component are identified, alternatives for meeting existing or proposed needs 
and/or proper design standards will be evaluated in Chapter Four.  The alternative analysis will deter-
mine the most practical, cost-effective, and efficient direction for future airport development. 
 
The facility requirements at Arlington Municipal Airport were evaluated using guidance contained in 
several Federal Aviation Administration (FAA) and Texas Department of Transportation – Aviation Divi-
sion (TxDOT) publications, including the following: 
 
• Advisory Circular (AC) 150/5300-13A, Change 1, Airport Design 
• AC 150/5060-5, Airport Capacity and Delay 
• AC 150/5325-4C, Runway Length Requirements for Airport Design 
• Federal Aviation Regulation (FAR) Part 77, Objects Affecting Navigable Airspace 
• FAA Order 5090.3C Field Formulation of the National Plan of Integrated Airport Systems (NPIAS).  
• Texas Airport System Plan: Update 2010 (TASP) 
 
 
PLANNING HORIZONS 
 
An updated set of aviation demand forecasts for Arlington Municipal Airport has been established.  
These activity forecasts include annual operations, based aircraft, fleet mix, and peaking characteris-
tics.  With this information, specific components of the airfield and landside system can be evaluated 
to determine their capacity to accommodate future demand. 
 
Cost-effective, efficient, and orderly development of an airport should rely more upon actual demand 
at an airport than on a time-based forecast figure.  In order 
to create a Development Plan that is demand-based rather 
than time-based, a series of planning horizon milestones 
have been established that take into consideration the rea-
sonable range of aviation demand projections.  The plan-
ning horizons for the Development Plan are the short term 
(years 1-5) and the long term (years 6-10). 
 
It is important to consider that the actual activity at the Air-
port will not follow a linear curve as presented in the fore-
cast projections.  More commonly, aviation activity will be higher or lower than what the annualized 
forecast portrays.  By planning according to activity milestones, the resultant plan can accommodate 
unexpected shifts or changes in the area’s aviation demand by allowing airport management the flexi-
bility to make decisions and develop facilities according to need generated by actual demand levels.  
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The demand-based schedule provides flexibility in development, as development schedules can be 
slowed or expedited according to demand at any given time over the planning period.  The resultant 
plan provides airport officials with a financially responsible and needs-based program.  Table 3A pre-
sents the short and long term planning horizon milestones for each aircraft activity level forecasted in 
Chapter Two.   
 
TABLE 3A  
Planning Horizon Activity Summary  
Arlington Municipal Airport  

  Current Short Term 
(1-5 years) 

Long Term 
(6-10 years) 

BASED AIRCRAFT 
Single Engine Piston 205 217 228 
Multi-Engine Piston 27 28 30 
Turboprop 3 6 10 
Jet 3 6 12 
Rotorcraft 16 18 20 

Total Based Aircraft 254 275 300 
ANNUAL AIRCRAFT OPERATIONS 

Itinerant  41,783 45,234 49,014 
Local 32,862 35,826 38,976 

Total Operations* 74,645 81,060 87,990 
INSTRUMENT APPROACHES 

Annual Estimate N/A 1,360 1,475 
PEAKING CHARACTERISTICS 

Peak Month 7,539 8,187 8,887 
Busy Day 352 382 415 
Design Day 251 273 296 
Design Hour 38 41 44 

*Includes ATCT After-Hours Adjustment  
Source: Coffman Associates analysis 
 
 
AIRFIELD CAPACITY 
 
An airport’s airfield capacity is expressed in terms of its annual service volume (ASV).  ASV is a reason-
able estimate of the maximum level of aircraft operations that can be accommodated in a year without 
incurring significant delay factors.  As aircraft operations surpass the ASV, delay factors increase expo-
nentially.  The Airport’s ASV was examined utilizing the FAA’s AC 150/5060-5, Airport Capacity and De-
lay. 
 
 
FACTORS AFFECTING ANNUAL SERVICE VOLUME 
 
This analysis takes into account specific factors about the airfield in order to calculate the airport’s 
ASV.  These various factors are depicted in Exhibit 3A.  The following describes the input factors as 
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AIRPORT DEVELOPMENT PLAN
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they relate to Arlington Municipal Airport and include airfield layout, weather conditions, aircraft mix, 
and operations. 
 
• Runway Configuration – The existing airfield configuration consists of a single runway supported by 

a full-length parallel taxiway on the east side of the runway and a partial parallel taxiway on the 
west side of the runway.  Runway 16-34 is 6,080 feet long and 100 feet wide.     

 
• Runway Use – Runway use in capacity conditions will be controlled by wind and/or airspace condi-

tions.  For Arlington Municipal, the direction of takeoffs and landings are generally determined by 
the speed and direction of the wind.  It is generally safest for aircraft to takeoff and land into the 
wind, avoiding a crosswind (wind that is blowing perpendicular to the travel of the aircraft) or tail-
wind components during these operations.  Runway 16 is utilized most often, estimated at 80 per-
cent of the time.  The availability of instrument approaches is also considered.  While all runways 
provide instrument approach capability (circling approaches), Runway 34 is primarily utilized in in-
strument weather conditions since it is afforded the only straight-in instrument approach proce-
dures.   

 
• Exit Taxiways – Exit taxiways have a significant impact on airfield capacity since the number and 

location of exits directly determines the occupancy time of an aircraft on the runway.  Based upon 
aircraft mix, only taxiways between 2,000 feet and 4,000 feet from the landing threshold count in 
the exit rating at Arlington Municipal Airport.  Based on this methodology, the exit taxiway rating is 
two for both directions. 

 
• Weather Conditions – The airport operates under visual meteorological conditions (VMC) approx-

imately 93 percent of the time.  Instrument meteorological conditions (IMC) occur when cloud ceil-
ings are between 500 and 1,000 feet and visibility minimums are between one and three miles, ap-
proximately 4.5 percent of the year.  Poor visibility conditions (PVC) apply for minimums below 500 
feet and one mile.  PVC conditions occur approximately 2.5 percent of the year. 

 
• Aircraft Mix – Aircraft mix for the capacity analysis is defined in terms of four aircraft classes.  Clas-

ses A and B consist of small- and medium-sized propeller and some jet aircraft, all weighing 12,500 
pounds or less.  These aircraft are associated primarily with general aviation activity, but do include 
some air taxi, air cargo, and commuter aircraft.  A large majority of aircraft operations at Arlington 
Municipal Airport are those in Classes A and B. Class C consists of aircraft weighing between 12,500 
pounds and 300,000 pounds.  These aircraft include most business jets and some turboprop air-
craft.  The airport does experience a significant number of operations by Class C aircraft, including 
the air cargo activity discussed previously.  Class D aircraft consists of large aircraft weighing more 
than 300,000 pounds.  The airport does not experience operations by Class D aircraft. 

 
• Percent Arrivals – Percent arrivals generally follow the typical 50/50 percent split. 
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The selection of appropriate FAA de-
sign standards for the development 
and location of airport facilities is 
based primarily on the characteristics 
of the aircraft which are currently us-
ing or are expected to use an airport. 

• Touch-and-Go Activity – Current local operations account for approximately 40-45 percent of total 
annual operations.  Local operations are forecast to account for approximately 45 percent of total 
annual operations by the long term. 

 
• Peak Period Operations – For the airfield capacity analysis, average daily operations and average 

peak hour operations during the peak month are utilized.  Typical operations activity is important in 
the calculation of an airport’s ASV as “peak demand” levels occur sporadically.  The peak periods 
used in the capacity analysis are representative of normal operational activity and can be exceeded 
at various times throughout the year. 

 
 
CAPACITY ANALYSIS CONCLUSIONS 
 
The 2008 Airport Master Plan calculated an ASV of over 200,000 annual operations.  The input factors 
used during this study are still consistent with the current operational activities and layout on the air-
field.  The ASV does not indicate a point of absolute gridlock for the airfield; however, it does represent 
the point at which operational delay for each aircraft operation will increase exponentially.  The cur-
rent operational level for the airport represents approximately 35 percent of the airfield’s ASV.  By the 
long term planning period of this study, total annual operations are expected to represent 40 percent 
of the airfield’s ASV. 
 
FAA Order 5090.3B, Field Formulation of the National Plan of Integrated Airport Systems (NPIAS), indi-
cates that improvements for airfield capacity purposes should begin to be considered once operations 
reach 60 to 75 percent of the annual service volume.  This is an approximate level to begin the detailed 
planning of capacity improvements.  At the 80 percent level, the planned improvements should be 
made.  While no significant capacity improvements will be necessary over the next 10 years, options to 
improve airfield efficiency will be considered and evaluated in Chapter Four of the Development Plan. 
 
 
AIRCRAFT/AIRPORT/RUNWAY CLASSIFICATION 
 
The FAA has established several aircraft classification systems that group aircraft types based on their 
performance (approach speed in landing configuration) and on design characteristics (wingspan and 
landing gear configuration).  These classification sys-
tems are used to determine the appropriate airport 
design standards for specific airport elements, such 
as runways, taxiways, taxilanes, and aprons.    
 
 
AIRCRAFT CLASSIFICATION 
 
The selection of appropriate FAA design standards 
for the development and location of airport facilities is based primarily on the characteristics of the air-
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craft which are currently using or are expected to use an airport.  The critical design aircraft is used to 
define the design parameters for an airport.  The design aircraft may be a single aircraft type or, more 
commonly, is a composite aircraft representing a collection of aircraft classified by three parameters: 
Aircraft Approach Category (AAC), Airplane Design Group (ADG), and Taxiway Design Group (TDG).  
FAA AC 150/5300-13A, Change 1, Airport Design, describes the following airplane classification sys-
tems, the parameters of which are presented on Exhibit 3B.  
 
Aircraft Approach Category (AAC):  A grouping of aircraft based on a reference landing speed (VREF), if 
specified, or if VREF is not specified, 1.3 times stall speed (VSO) at the maximum certificated landing 
weight. VREF, VSO, and the maximum certificated landing weight are those values as established for the 
aircraft by the certification authority of the country of registry. 
 
The AAC generally refers to the approach speed of an aircraft in landing configuration.  The higher the 
approach speed, the more restrictive the applicable design standards.  The AAC, depicted by a letter A 
through E, is the aircraft approach category and it relates to aircraft approach speed (operational char-
acteristic).  Aircraft in AAC A and B include pistons, turboprops and small general aviation jets.  Aircraft 
in AAC C, D, and E include medium-sized general aviation jets up to larger commercial jets.   The AAC 
generally applies to runways and runway-related facilities, such as runway width, runway safety area 
(RSA), runway object free area (ROFA), runway protection zone (RPZ), and separation standards. 
 
Airplane Design Group (ADG):  The ADG, depicted by a Roman numeral I through VI, is a classification 
of aircraft which relates to aircraft wingspan or tail height (physical characteristic).  When the aircraft 
wingspan and tail height fall in different groups, the higher group is used. The ADG influences design 
standards for taxiway safety area (TSA), taxiway object free area (TOFA), apron wingtip clearance, and 
various separation distances. 
 
Taxiway Design Group (TDG):  A classification of airplanes that is based on outer-to-outer Main Gear 
Width (MGW) and Cockpit to Main Gear (CMG) distances.  The TDG relates to the undercarriage di-
mensions of the design aircraft, and the TDG standards are based on the MGW and CMG distances.  
The taxiway design elements determined by the application of the TDG include the taxiway width, tax-
iway edge safety margin, taxiway shoulder width, taxiway fillet dimensions, and, in some cases, the 
separation distance between parallel taxiways/taxilanes.  Other taxiway elements, such as the TSA, 
TOFA, taxiway/taxilane separation to parallel taxiway/taxilanes or fixed or movable objects, and taxi-
way/taxilane wingtip clearances are determined solely based on the wingspan of the design aircraft 
utilizing those surfaces.  It is appropriate for taxiways to be planned and built to different TDG stand-
ards based on expected use. 
 
Exhibit 3C summarizes the aircraft classification of the most common aircraft in operation today.  Gen-
erally, recreational and business piston and turboprop aircraft will fall in approach categories A and B 
and airplane design groups I and II.  Business jets typically fall in approach categories B and C, while 
commercial aircraft will fall in approach categories C and D. 
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TAXIWAY DESIGN GROUP (TDG)
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 Category  Approach Speed 
 A  less than 91 knots 
 B  91 knots or more but less than 121 knots 
 C  121 knots or more but less than 141 knots 
 D  141 knots or more but less than 166 knots 
 E  166 knots or more 

 Group # Tail Height (ft)  Wingspan (ft)
 I <20  <49
 II 20-<30  49-<79
 III 30-<45  70-<118
 IV 45-<60  118-<171
 V 60-<66  171-<214
 VI 66-<80  214-<262

 RVR* (ft)  Flight Visibility Category (statute miles) 
 VIS  3-mile or greater visibility minimums 
 5,000  Not lower than 1-mile 
 4,000  Lower than 1-mile but not lower than ¾-mile 
 2,400  Lower than ¾-mile but not lower than ½-mile  
 1,600  Lower than ½-mile but not lower than ¼-mile  
 1,200  Lower than ¼-mile 

AIRCRAFT APPROACH CATEGORY (AAC)

AIRPLANE DESIGN GROUP (ADG)

VISIBILITY MINIMUMS

 

*RVR:  Runway Visual Range

Exhibit 3B
AIRCRAFT CLASSIFICATION PARAMETERS

AIRPORT DEVELOPMENT PLAN

Source:  FAA AC 150/5300-13A, Airport Design 
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Exhibit 3C
AIRCRAFT REFERENCE CODES

AIRPORT DEVELOPMENT PLAN

A-I

B-I

B-II

A-III, B-III

C-I, D-I

C-II, D-II

C-III, D-III

C-III, D-III

D-V

less than 100,000 lbs.

over 100,000 lbs.

• Beech Baron 55
• Beech Bonanza
• Cessna 150
• Cessna 172
• Cessna Citation Mustang
• Eclipse 500/550
• Piper Archer
• Piper Seneca

• Beech Baron 58
• Beech King Air 100
• Cessna 402
• Cessna 421
• Piper Navajo
• Piper Cheyenne
• Swearingen Metroliner
• Cessna Citation I (525)

• DHC Dash 7
• DHC Dash 8
• DC-3
• Convair 580
• Fairchild F-27
• ATR 72
• ATP

• Beech 400
• Lear 31, 35, 45, 60
• Israeli Westwind

• Super King Air 200
• Cessna 441
• DHC Twin Otter
• Super King Air 350
• Beech 1900
• Citation Excel (560), 
   Sovereign (680)
• Falcon 50, 900, 2000
• Citation Bravo (550)
• Embraer 120

• ERJ-90
• Boeing Business Jet
• B-727
• B-737-300, 700, 800
• MD-80, DC-9
• A319, A320

• ERJ-170
• CRJ 705, 900
• Falcon 7X
• Gulfstream 500, 
  550, 650
• Global Express, 
  Global 5000
• Q-400

• B-757
• B-767
• C-130 Hercules
• DC-8-70
• MD-11

• B-747-400
• B-777
• B-787
• A-330, A-340

• Cessna Citation X (750)
• Gulfstream 100,
   200,300
• Challenger 300/600
• ERJ-135, 140, 145
• CRJ-200/700
• Embraer Regional Jet
• Lockheed JetStar
• Hawker 800

C-IV, D-IV
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AIRPORT AND RUNWAY CLASSIFICATION 
 
These classifications, along with the aircraft classifications defined previously, are used to determine 
the appropriate FAA design standards to which the airfield facilities are to be designed and built. 
 
Airport Reference Code (ARC):  The ARC is an airport designation that signifies the airport’s highest 
Runway Design Code (RDC), minus the third (visibility) component of the RDC.  The ARC is used for 
planning and design only and does not limit the aircraft that may be able to operate safely on the Air-
port.  The current Airport Layout Plan (ALP) for the Airport, which will be updated as part of this plan-
ning effort, identifies an ARC of C-II for the Airport.  The ultimate ARC on the ALP is called out as ARC 
C/D-III.  
 
Runway Design Code (RDC):  A code signifying the design standards to which the runway is to be built.  
The RDC is based upon planned development and has no operational component. 
 
The AAC, ADG, and Runway Visual Range (RVR) are combined to form the RDC of a particular runway.  
The RDC provides the information needed to determine certain design standards that apply.  The first 
component, depicted by a letter, is the AAC and relates to aircraft approach speed (operational charac-
teristics).  The second component, depicted by a Roman numeral, is the ADG and relates to either the 
aircraft wingspan or tail height (physical characteristics), whichever is most restrictive.  The third com-
ponent relates to the visibility minimums expressed by RVR values in feet of 1,200 (⅛-mile), 1,600 (¼-
mile), 2,400 (½-mile), 4,000 (¾-mile), and 5,000 (1-mile).  The RVR values approximate standard visibil-
ity minimums for instrument approaches to the runways.  The third component should read “VIS” for 
runways designed for visual approach use only.     
 
Approach Reference Code (APRC):  A code signifying the current operational capabilities of a runway 
and associated parallel taxiway with regard to landing operations.  Like the RDC, the APRC is composed 
of the same three components: the AAC, ADG, and RVR.  The APRC describes the current operational 
capabilities of a runway under particular meteorological conditions where no special operating proce-
dures are necessary, as opposed to the RDC which is based upon planned development with no opera-
tional component.  The APRC for a runway is established based upon the minimum runway-to-taxiway 
centerline separation. 
 
Departure Reference Code (DPRC):  A code signifying the current operational capabilities of a runway 
and associated parallel taxiway with regard to takeoff operations.  The DPRC represents those aircraft 
that can takeoff from a runway while any aircraft are present on adjacent taxiways, under particular 
meteorological conditions with no special operating conditions.  The DPRC is similar to the APRC, but is 
composed of two components: ACC and ADG.  A runway may have more than one DPRC depending on 
the parallel taxiway separation distance. 
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CRITICAL DESIGN AIRCRAFT 
 
The selection of appropriate FAA design standards for the development and location of airport facilities 
is based primarily upon the characteristics of the aircraft which are currently using or are expected to 
use an airport.  The critical design aircraft is used to define the design parameters for an airport.  The 
design aircraft may be a single aircraft or a composite aircraft representing a collection of aircraft clas-
sified by the three parameters: AAC, ADG, and TDG.  In the case of an airport with multiple runways, a 
design aircraft is selected for each runway. 
 
The first consideration is the safe operation of aircraft likely to use an airport.  Any operation of an air-
craft that exceeds design criteria of an airport may result in either an unsafe operation or a lesser safe-
ty margin; however, it is not the usual practice to base the airport design on an aircraft that uses the 
Airport infrequently. 
 
The design aircraft is defined by the FAA and TxDOT as the most demanding category of aircraft, or 
family of aircraft, which conducts at least 500 itinerant operations per year at an airport or the most 
demanding aircraft in regularly scheduled commercial service.  Planning for future aircraft use is of par-
ticular importance since the design standards are used to plan separation distances between facilities.  
These future standards must be considered now to ensure that short term development does not pre-
clude the reasonable long range potential needs of the Airport. 
 
According to FAA AC 150/5300-13A, Change 1, Airport Design, “airport designs based only on existing 
aircraft can severely limit the ability to expand the airport to meet future requirements for larger, 
more demanding aircraft.  Airport designs that are based on large aircraft never likely to be served by 
the airport are not economical.”  Selection of the current and future critical design aircraft must be re-
alistic in nature and supported by current data and realistic projections.   
 
 
BASED AIRCRAFT 
 
The determination of the design aircraft (or family of aircraft) will first examine the types of based air-
craft followed by an analysis of itinerant activity.  The majority of based aircraft at Arlington Municipal 
Airport are single and multi-engine piston-powered aircraft which fall within AACs A and B and ADGs I 
and II.  These smaller aircraft are often used for local operations which are not included in the critical 
aircraft determination. 
 
The next step is to identify the larger based aircraft, including turboprops and business jets that may 
contribute to meeting the itinerant operations threshold of 500 annual operations.  These aircraft 
types typically have higher utilization rates than smaller aircraft and rarely perform local operations.  
These aircraft can represent the critical design aircraft on their own, due to high utilization, or in com-
bination with other aircraft with similar characteristics. 
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There are three based business jets at the Airport: a Cessna Citation 510 (Mustang), Learjet 25, and 
Falcon 900.  These aircraft are categorized in B-I, C-I, and B-II, respectively, as they relate to AAC and 
ADG.  The Airport is also home to three turboprop aircraft which fall within ACC B and ADGs I and II. 
 
 
ITINERANT AIRCRAFT 
 
Arlington Municipal Airport is served by an airport traffic control tower (ATCT); however, the ATCT only 
logs aircraft operations by operational type (air carrier, air taxi, general aviation, and military), but not 
by specific aircraft make and model.  The FAA maintains the Traffic Flow Management System Counts 
(TFMSC) database.  The TFMSC database documents certain aircraft operations at certain airports.  In-
formation is added to the TFMSC database when pilots file flight plans and/or when flights are detect-
ed in the National Airspace System, usually via radar.  It includes documentation of commercial traffic 
(air carrier and air taxi), general aviation, and military aircraft.  Due to certain factors, such as incom-
plete flight plans and limited radar coverage, TFMSC data cannot account for all aircraft activity at an 
airport.  Therefore, there are more operations at an airport than are captured by the TFMSC.  Nonethe-
less, this information provides a reasonable estimate allowing for a greater extrapolation of all airport 
activity and serves as the primary source for jet activity at the Airport.  A secondary source includes 
airport operations personnel, who log most jet activity as time and staffing allow.   
 
Since air carrier and business jet aircraft are larger and faster, they will typically have a greater impact 
on airport design standards than smaller aircraft.  The following analysis will focus on itinerant activity 
by jets at Arlington Municipal Airport.   
 
Exhibit 3D presents the TFMSC jet aircraft activity at Arlington Municipal Airport from 2004 through 
2014.  It should be noted that the 2014 totals include jet activity for 12 calendar months from May 
2013 through April 2014.  As can be seen, the Airport has experienced a wide variety of jet operations 
from small business jets to large commercial/air cargo transport aircraft.  In fact, most types and sizes 
of business jets can and do operate at the Airport, while larger commercial/air cargo aircraft opera-
tions are relatively limited. 
 
From 2004 through 2014, the Airport has experienced a high of 2,970 jet operations in 2013 to a low of 
1,444 in 2007.  Jet aircraft operations have been generally trending upward at the Airport over the last 
11 years.  During the past five years, the Airport has experienced on average well over 2,500 jet opera-
tions annually.  
 
The exhibit also shows the breakout of these jets by AAC and ADG.  Over the sample period, approxi-
mately 63 percent of the jet activity was by aircraft in AAC B, 31 percent in AAC C, and five percent in 
AAC D.  Aircraft operations by ADG also varied, with approximately 62 percent of the activity by aircraft 
in ADG II, 34 percent in ADG I, and five percent in ADG III.  There were operations by aircraft in ADGs IV 
and V but the values were very low, amounting to zero percent over the period. 
 
A review of military aircraft was also conducted; however, these operations do not count toward the 
FAA critical aircraft design.  The majority of military aircraft operations were conducted by fast and rel-
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 ARC   2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014*
Jet Operations by Airport Reference Code

 A-I 0 0 0 0 6 12 20 20 30 86 90
 B-I 422 362 336 218 174 318 414 574 644 694 544
 B-II 566 692 853 758 912 1,134 1,438 1,248 1,048 1,298 1,202
 C-I 290 388 444 226 244 272 326 304 230 274 238
 C-II 268 314 254 142 236 458 490 406 292 300 314
 C-III 28 112 90 18 40 76 66 58 44 210 458
 C-IV 0 0 0 0 0 0 0 2 0 0 0
 D-I 28 34 24 18 18 30 30 28 46 22 28
 D-II 46 56 52 64 72 100 118 140 92 86 68
 D-V 0 0 0 0 2 0 2 0 0 0 0
 Totals 1,648 1,958 2,053 1,444 1,704 2,400 2,904 2,780 2,426 2,970 2,942

 AAC   2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014*
Jet Operations By Approach Category

 A 0 0 0 0 6 12 20 20 30 86 90
 B 988 1,054 1,189 976 1,086 1,452 1,852 1,822 1,692 1,992 1,746
 C 586 796 782 376 490 792 862 752 556 768 1,002
 D 74 108 82 92 122 144 170 186 148 124 104
 Totals 1,648 1,958 2,053 1,444 1,704 2,400 2,904 2,780 2,426 2,970 2,942

 ADG   2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014*
Jet Operations By Airplane Design Group

 I 740 784 804 462 442 632 790 926 950 1,076 900
 II 880 1,062 1,159 964 1,220 1,692 2,046 1,794 1,432 1,684 1,584
 III 28 112 90 18 40 76 66 58 44 210 458
 IV 0 0 0 0 0 0 0 2 0 0 0
 V 0 0 0 0 2 0 2 0 0 0 0
 Totals 1,648 1,958 2,053 1,444 1,704 2,400 2,904 2,780 2,426 2,970 2,942

* Includes May 2013 - April 2014 Source: Traffic Flow Management System Counts

Exhibit 3D
JET ACTIVITY SUMMARY

 ARC Aircraft   2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014*
 A-I Eclipse 500 0 0 0 0 6 12 20 20 30 86 90

Total Operations By A-I 0 0 0 0 6 12 20 20 30 86 90
 B-I Cessna Citation I 290 278 228 128 92 102 176 160 160 142 84

  Cessna Citation Mustang 0 0 0 2 2 10 16 120 86 86 86

  Beechjet 400 88 46 66 42 40 126 148 232 312 348 262

  Dassault Falcon 10 18 28 10 28 12 14 10 6 8 12 8

  Phenom 100/300 0 0 0 0 0 10 22 24 40 76 74

  BAE Hawk 0 0 0 0 0 2 0 0 2 2 0

  Ratheon Premier I 2 2 12 12 22 50 32 28 32 24 28

  Rockwell Sabre 40/60 22 8 18 6 2 4 10 4 2 2 0

  Fuji T-I 0 0 2 0 0 0 0 0 0 0 0

  T-38 Talon 0 0 0 0 2 0 0 0 2 0 0

  T-45 Goshawk 2 0 0 0 2 0 0 0 0 2 2

Total Operations By B-I 422 362 336 218 174 318 414 574 644 694 544
 B-II Astra 1125 14 12 6 8 4 2 6 12 10 4 8

  Citation II/III/IV/VI/VII 396 460 549 616 682 630 704 628 596 608 794

  Citation Sovereign 0 0 16 8 16 20 66 58 54 72 0

  Citation Excel 56 72 84 52 98 136 160 146 150 152 0

  Challenger 300 2 0 4 6 14 24 30 22 28 50 48

  Dassault Falcon 20/50/900/2000 98 148 194 68 94 308 424 352 188 396 342

  Dornier 328 0 0 0 0 4 14 48 30 22 16 10

Total Operations By B-II 566 692 853 758 912 1,134 1,438 1,248 1,048 1,298 1,202
 C-I F-15 Eagle 2 0 2 2 0 0 0 0 0 0 2

  F-16 Falcon 4 0 0 2 2 0 0 0 0 0 0

  F/A-18 Hornet 0 2 2 0 0 0 0 0 0 0 0

  Learjet 20/30/40/50 Series 224 312 396 186 158 234 290 260 204 252 214

  IAI Westwind 60 74 44 36 84 38 36 44 26 22 22

Total Operations By C-I 290 388 444 226 244 272 326 304 230 274 238
 C-II Citation X 22 42 28 18 22 44 48 38 52 58 48

  Challenger 600 Series 36 30 34 20 24 68 70 64 52 76 86

  CRJ-200 0 0 0 0 0 0 2 4 0 4 0

  ERJ 135/140 4 0 4 8 0 4 6 18 18 40 60

  Gulfstream G150 0 0 0 0 6 12 14 14 2 6 6

  Hawker 600/700/800/1000/4000 206 242 188 96 184 328 350 268 168 116 114

  Lockheed S-3 Viking 0 0 0 0 0 2 0 0 0 0 0

Total Operations By C-II 268 314 254 142 236 458 490 406 292 300 314
 C-III Boeing 727/737 2 4 4 2 0 2 0 4 6 12 50

  Douglas DC-9 24 90 80 4 10 52 34 28 26 174 398

  Dassault Falcon 7X 0 0 0 0 0 0 0 2 0 2 2

  Global 5000 2 0 0 2 0 8 12 6 2 6 0

  Gulfstream G500 0 18 6 10 30 14 20 18 10 16 8

Total Operations By C-III 28 112 90 18 40 76 66 58 44 210 458
 C-IV KC-135 Stratotanker 0 0 0 0 0 0 0 2 0 0 0

Total Operations By C-IV 0 0 0 0 0 0 0 2 0 0 0
D-I Learjet 60 28 34 24 18 18 30 30 28 46 22 28

Total Operations By D-I 28 34 24 18 18 30 30 28 46 22 28
 D-II Gulfstream G-200/300/400 46 56 52 64 72 100 118 140 92 86 68

Total Operations By D-II 46 56 52 64 72 100 118 140 92 86 68
 D-V Airbus 360 0 0 0 0 2 0 2 0 0 0 0

Total Operations By D-V 0 0 0 0 2 0 2 0 0 0 0
Total Jet Operations 1,648 1,958 2,053 1,444 1,704 2,400 2,904 2,780 2,426 2,970 2,942

JET OPERATIONS BY AIRPORT REFERENCE CODE

AIRPORT DEVELOPMENT PLAN
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The current critical design air-
craft for Arlington Municipal 
Airport falls in design category 
C-II. 

The future critical design air-
craft for Runway 16-34 at Ar-
lington Municipal Airport is 
projected in RDC C-III. 

atively small jet trainer and fighter aircraft such as the T-38, T-45, F-15, F-16, and F-18.  According to 
the TFMSC, these aircraft types never recorded more than two operations annually at the Airport.    
 
 
CURRENT DESIGN AIRCRAFT 
 
Over the past several years, approach category C has served 
as the most demanding AAC to exceed 500 annual opera-
tions.  In fact, since 2009, AAC C aircraft have averaged ap-
proximately 800 operations per year.  Design group II has 
constituted the most demanding ADG to exceed the 500 annual operations threshold.  Based upon 
these historical figures, jet aircraft in AAC C and ADG II combined to exceed the critical aircraft thresh-
old of 500 operations per year to be designated as the current critical design aircraft.  Thus, the current 
critical design aircraft for Arlington Municipal Airport falls in design category C-II. 
 
 
FUTURE DESIGN AIRCRAFT 
 
The aviation demand forecasts indicate the potential for growth in business jet aircraft at the Airport.  
This includes a forecast of 12 based business jets by the long term planning period.  The type and size 
of business jets using an airport regularly can impact the design standards to be applied to the airport 
system.  Therefore, it is important to have an understanding of what type of aircraft may use the air-
port in the future.  Factors such as population and employment growth in the airport service area, the 
proximity and level of service at other regional airports, and development at the airport can influence 
future activity. 
 
A trend has emerged where medium and large business jets (approach categories C and D) activity has 
also increased over time.  This is not unexpected as medium and large business jets are representing a 
greater percentage of business jet deliveries for the past several years; thus, the trend in business jet 
manufacturing is toward larger aircraft.  This trend provides an indication that the Airport should plan 

for large business jets up to design category C-III through 
the long term planning period.   
 
The Gulfstream V and Global Express represent the larg-
est commonly used business jets in the fleet today.  Ac-
cording to records, these aircraft have operated at Arling-
ton Municipal Airport in the past, but on an infrequent 

basis.  Operations by these aircraft do not currently meet the threshold for critical aircraft design.  If at 
any point in time one of these larger business jets were to be based at the Airport and/or the number 
of operations by these aircraft increase significantly, the Airport’s ARC could transition to C-III.   
 
Furthermore, the previous chapter detailed the increase in air cargo operations at the Airport during 
the past two years, mainly associated with the DC-9, which is categorized as a C-III aircraft.  While op-
erations by these large air cargo aircraft are forecast to remain below 500 annual operations through 
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the long term planning horizon, when combined with C-III business jet operations, it is likely that the 
500 operations threshold could be exceeded by the C-III family of aircraft.  In fact, the Airport experi-
enced 458 operations by jet aircraft within ADG III in 2014.  As a result, the future critical design air-
craft for Runway 16-34 at Arlington Municipal Airport is projected in RDC C-III. 
 
 
TEXAS AIRPORT SYSTEM PLAN ROLE 
 
The TASP classifies airports in the state by service level and role.  The six classifications are: Commer-
cial Service, Reliever, Business/Corporate, Community Service, Basic Service, and Heliport.  Arlington 
Municipal Airport is classified as a reliever airport in the TASP.   
 
As defined by the TASP, a reliever airport is located within a major metropolitan area and provides al-
ternative airport facilities for general aviation users to relieve congestion at the larger commercial ser-
vice airports.  Furthermore, a reliever airport is capable of accommodating various classes of aircraft 
from large business jets to smaller piston aircraft.  A reliever airport has or must be forecast to have 
100 based aircraft or 25,000 annual itinerant operations.   
 
 
AIRPORT FUNCTION 
 
In addition to the defined roles for Texas airports, the TASP further sub-divides airports into functional 
categories specifically related to the type of use that the airport is expected to accommodate.  These 
functional categories include: Commercial, Reliever, Regional, Multipurpose, Industrial, Special Use, 
Agricultural, Remote, and Access.  Table 3B presents the definition of the airport functional categories, 
including the reliever classification for Arlington Municipal Airport highlighted in bold text. 
 
TABLE 3B 
Texas Airports Functional Category 

Category Typical ARC Function 
Access A-I, B-I Small airports with minimal service. 

Remote A-I, B-I Very remote facilities supporting oil production, ranching, and medical 
access. 

Agricultural A-I, B-I Located in areas of intense agricultural activity.   
Special Use A-I, B-I, B-II, C-II Seasonal airports typically related to tourism or recreation. 

Industrial B-II Through D-IV Airports supporting aviation-related business and/or adjacent industrial 
activity. 

Multi-Purpose A-I, B-I, B-II, C-II Diversified airport activity. 

Regional B-II, C-II, C-III Support higher performance aircraft.  Support air taxi, commuter and 
charter activity.   

Reliever B-II, C-II, C-III, D-II Designated by the FAA to relieve congestion at commercial airports. 

Commercial C-II Through D-VI Scheduled passenger service with more than 2,500 annual enplane-
ments. 

Source: Texas Airport System Plan: Update 2010 
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TASP AIRPORT DESIGN STANDARDS 
 
The TASP presents the following minimum design criteria for each defined role of general aviation air-
ports in Texas.  As already mentioned, Arlington Municipal Airport is currently classified as a reliever 
airport.  Table 3C presents the TASP design standards for each airport service role.  The minimum de-
sign standards for Arlington Municipal Airport are highlighted in bold text. 
 
TABLE 3C 
Texas Airport Design Standards  

Minimum 
Standard Basic Service Community 

Service I 
Community 

Service II 
Business/Corporate 

Reliever 
Design Standard (ARC) A-I/B-I B-I/B-II  B-II B-II through D-IV 

Runway 
  
  

Length: 95% of the 
small aircraft fleet 

Length: 95% of the 
small aircraft fleet 

Length: 100% of the 
small aircraft fleet 

Length:  75% at 60% useful 
load; Minimum of 5,000 
feet 

Width:  60 feet Width:  60 feet Width:  75 feet Width:  100 feet 
Strength: 12,500 
pounds SWL 

Strength: 12,500 
pounds SWL 

Strength: 30,000 
pounds SWL 

Strength: 30,000 pounds 
SWL 

Taxiway 
Runway end turn-
arounds and ac-
cess to apron 

Runway end turna-
rounds and access to 
apron 

Full or partial paral-
lel taxiway 

Full-length parallel taxi-
way 

Apron 
360 s.y. for itiner-
ant and 300 s.y. 
for based 

360 s.y. for itinerant 
and 300 s.y. for 
based 

360 s.y. for itinerant 
and 300 s.y. for 
based 

360 s.y. for itinerant and 
300 s.y. for based 

Approach Visual Non-precision, 1-mile 
visibility 

Non-precision, 1-
mile visibility 

GPS LPV, 3/4-mile visibil-
ity 

Lighting MIRL and taxiway 
turnout lights 

MIRL and taxiway 
turnout lights 

MIRL, taxiway cen-
terline or edge re-
flectors on taxiway 
to lighted runway 

MIRL, taxiway centerline 
striping or reflectors and 
turnout lights from the 
active runway 

Visual Aid 
Wind indicator, 
segmented circle, 
beacon 

Lighted wind indica-
tor, segmented circle, 
rotating beacon, PAPI 

Lighted wind indica-
tor, segmented cir-
cle, rotating beacon, 
PAPI 

Lighted wind indicator, 
segmented circle, rotating 
beacon, PAPI, REIL 

Facilities/Services Location specific AWOS, fuel, terminal 
building 

AWOS, fuel, airfield 
signage, terminal 
building 

AWOS, fuel, lighted air-
field signage, terminal 
building 

Design Aircraft Single engine and 
light twin 

Light twin and turbo-
prop 

Turboprop and light 
business jet Business jet 

MIRL - Medium Intensity Runway Lighting 
PAPI - Precision Approach Path Indicator  
REIL - Runway End Identification Light 
LPV - Localizer Performance with Vertical Guidance 
AWOS - Airport Weather Observation System 
ARC- Airport Reference Code 
GPS - Global Positioning System 
SWL - Single Wheel Loading 
Source: TxDOT – Aviation Division, Policies and Standards and Texas Airport System Plan: Update 2010 
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The FAA has established several 
imaginary surfaces to protect air-
craft operational areas and keep 
them free from obstructions. 

SAFETY AREA DESIGN STANDARDS 
 
The FAA has established several imaginary surfaces to protect aircraft operational areas and keep them 
free from obstructions.  These include the runway safety area (RSA), runway object free area (ROFA), 
runway obstacle free zone (ROFZ), and runway protection zone (RPZ). 
 

The entire RSA, ROFA, and ROFZ must be under the 
direct ownership of the airport sponsor to ensure 
these areas remain free of obstacles and can be 
readily accessed by maintenance and emergency 
personnel.  RPZs should also be under airport owner-
ship.  An alternative to outright ownership of the RPZ 

is the purchase of avigation easements (acquiring control of designated airspace within the RPZ) or 
having sufficient land use control measures in places which ensure the RPZ remains free of incompati-
ble development.  The various airport safety areas are presented on Exhibit 3E. 
 
Dimensional standards for the various safety areas associated with the runway are a function of the 
type of aircraft using or expected to use the runway as well as the instrument approach capability.  As 
previously identified, the current critical design aircraft is classified as C-II.  The future design aircraft 
may transition to those in C-III; therefore, the design standards for both conditions are examined.  Ta-
ble 3D presents the FAA design standards as they apply to Runway 16-34 at Arlington Municipal Air-
port. 
 
 
RUNWAY SAFETY AREA 
 
The RSA is defined in FAA AC 150/5300-13A, Airport Design, as a “surface surrounding the runway pre-
pared or suitable for reducing the risk of damage to airplanes in the event of undershoot, overshoot, or 
excursion from the runway.”  The RSA is centered on the runway and dimensioned in accordance to 
the approach speed of the critical design aircraft using the runway.  The FAA requires the RSA to be 
cleared and graded, drained by grading or storm sewers, capable of accommodating the design aircraft 
and fire and rescue vehicles, and free of obstacles not fixed by navigational purpose such as runway 
edge lights or approach lights. 
 
The FAA has placed a higher significance on maintaining adequate RSA at all airports.  Under Order 
5200.8, effective October 1, 1999, the FAA established the Runway Safety Area Program.  The Order 
states, “The objective of the Runway Safety Area Program is that all RSAs at federally-obligated air-
ports…shall conform to the standards contained in Advisory Circular 150/5300-13, Airport Design, to 
the extent practicable.”  Each Regional Airports Division of the FAA is obligated to collect and maintain 
data on the RSA for each runway at the airport and perform airport inspections. 
 
For RDC C-II design, the FAA calls for the RSA to be 500 feet wide and extend 1,000 feet beyond the 
runway ends.  Analysis in the previous section indicated that Runway 16-34 should be planned to ac-
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commodate aircraft in RDC C-III.  The RSA for RDC C-III is also 500 feet wide and extends 1,000 feet be-
yond each runway end.  It should be noted that only 600 feet of RSA is needed prior to the landing 
threshold on each runway end under RDC C-II and C-III standards.   
 
TABLE 3D 
Runway Design Standards 
Arlington Municipal Airport 
  
  

Runway 16-34 
Current Future 

RUNWAY CLASSIFICATION  
Runway Design Code C-II C-III 
Visibility Minimums Visual (16) / ½-mile (34)  Visual (16) / ½-mile (34) 
RUNWAY DESIGN  
Runway Width 100 1501 
Runway Shoulder Width 10 10 
RUNWAY PROTECTION  
Runway Safety Area (RSA) 
     Width 
     Length Beyond Departure End 
     Length Prior to Threshold 

  
5002 
1,000 
600 

  
500 

1,000 
600 

Runway Object Free Area (ROFA) 
     Width 
     Length Beyond Departure End 
     Length Prior to Threshold 

  
800 

1,000 
600 

  
800 

1,000 
600 

Runway Obstacle Free Zone (ROFZ) 
     Width 
     Length Beyond End 

  
400 
200 

  
400 
200 

Precision Obstacle Free Zone (POFZ) 
     Width 
     Length 

 
800 
200 

 
800 
200 

Approach Runway Protection Zone (RPZ)  
     Length 
     Inner Width 
     Outer Width 

 
1,700/2,500 
500/1,000 

1,010/1,750 

 
1,700/2,500 
500/1,000 

1,010/1,750 
Departure Runway Protection Zone (RPZ)  
     Length 
     Inner Width 
     Outer Width 

 
1,700/1,700 

500/500 
1,010/1,010 

 
1,700/1,700 

500/500 
1,010/1,010 

RUNWAY SEPARATION  
Runway Centerline to: 
     Holding Position 
     Parallel Taxiway 
     Aircraft Parking Area 

  
250 
400 
400 

  
2503 
400 
500 

1 For airplanes with maximum certificated takeoff weight of 150,000 pounds or less and approach visibility  
   minimums of not less than ¾-mile, the standard runway width is 100 feet 
2 RSA width of 400 feet is permissible 
3 This distance is increased one foot for each 100 feet above sea level 
Note:  All dimensions in feet 
Source:  FAA AC 150/5300-13A, Change 1, Airport Design 
  

Chapter Three - 21



As depicted on Exhibit 3E, there is one area on the airfield that does not conform to existing and/or 
ultimate RSA standards.  A portion of the perimeter access road, perimeter fencing, and a public road-
way penetrate the southwestern-most portion of the RSA; however, the perimeter access road is re-
stricted to authorized airport personnel and is not open to the public.  The portion of the RSA extend-
ing onto Southeast Green Oaks Boulevard is outside airport property, thus beyond airport control and 
mitigation.  
 
While the standard for RSA width is 500 feet for RDC C-II and C-III, AC 150/5300-13A, Change 1, Airport 
Design, allows for the application of a narrower RSA width of 400 feet for RDC C-II.  As such, a 400-foot 
RSA is also presented on the exhibit.  Under this scenario, the RSA still extends over a portion of the 
perimeter access road and perimeter fencing.  The edge of the 400-foot wide RSA also extends near 
Southeast Green Oaks Boulevard reaching the pedestrian sidewalk adjacent to the north side of the 
roadway.  
 
The current RSA deficiency was identified in the 2008 Airport Master Plan as it has been discussed with 
FAA and TxDOT personnel in the past.  At the time, FAA standards also required 1,000 feet of RSA prior 
to the approach end of Runway 34.  Several alternative changes for meeting RSA were considered; 
however, the FAA recommended keeping the runway threshold at its current location.  The decision 
indicated no change was preferred so as to prevent impacts with aircraft holding short of the runway 
and the precision obstacle free zone (POFZ) associated with an instrument landing system (ILS) ap-
proach serving Runway 34.  Since this time, the RSA standard has been reduced to 600 feet prior to the 
approach end of Runway 34.  The reduced RSA requirement results in the existing condition conform-
ing to FAA standards for approach RSA; however, the 1,000 feet required beyond the departure end of 
the runway remains unmet.  As a result, potential solutions to meeting C-II and C-III standards for RSA 
beyond the departure end of Runway 16 will be evaluated in the alternatives analysis. 
 
 
RUNWAY OBJECT FREE AREA 
 
The ROFA is “a two-dimensional ground area, surrounding runways, taxiways, and taxilanes, which is 
clear of objects except for objects whose location is fixed by function (i.e., airfield lighting).”  The OFA 
does not have to be graded and level like the RSA; instead, the primary requirement for the ROFA is 
that no object in the ROFA penetrates the lateral elevation of the RSA.  The ROFA is centered on the 
runway, extending out in accordance to the critical design aircraft utilizing the runway. 
 
For RDC C-II and C-III design, the FAA calls for the ROFA to be 800 feet wide, extending 1,000 feet be-
yond each runway end.  Similar to the RSA, only 600 feet is needed prior to the landing threshold.  Ex-
hibit 3E depicts two areas on the airfield that do not meet ROFA standards.  A dense area of trees pro-
trudes above the RSA elevation and serves as a ROFA deficiency on the north side of the runway.  On 
the south side of the runway, perimeter fencing and a portion of Southeast Green Oaks Boulevard fall 
within the ROFA.  Similar to the RSA, a detailed analysis of potential solutions to mitigating the ROFA 
deficiencies will be examined during the alternatives analysis.    
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RUNWAY OBSTACLE FREE ZONE 
 
The ROFZ is an imaginary volume of airspace which precludes object penetrations, including taxiing and 
parked aircraft.  The only allowance for ROFZ obstructions is navigational aids mounted on frangible 
bases which are fixed in their location by function, such as airfield signs.  The ROFZ is established to en-
sure the safety of aircraft operations.  If the ROFZ is obstructed, an airport’s approaches could be re-
moved or approach minimums could be increased. 
 
The FAA’s criterion for runways utilized by aircraft weighing more than 12,500 pounds requires a clear 
ROFZ to extend 200 feet beyond the runway ends and 400 feet wide (200 feet on either side of the 
runway centerline).  The ROFZ standards are met on Runway 16-34. 
  
A POFZ is further defined for runway ends with a precision approach, such as the ILS approach to Run-
way 34.  The POFZ is 800 feet wide, centered on the runway, and extends from the runway threshold 
to a distance of 200 feet.  The POFZ is in effect when the following conditions are met: 
 
a) The runway supports a vertically guided approach. 
b) Reported ceiling is below 250 feet and/or visibility is less than ¾-mile. 
c) An aircraft is on final approach within two miles of the runway threshold. 
 
When the POFZ is in effect, a wing of an aircraft holding on a taxiway may penetrate the POFZ; howev-
er, neither the fuselage nor the tail may infringe on the POFZ.  POFZ standards are applicable only to 
and met for Runway 34 at Arlington Municipal Airport. 
 
 
RUNWAY PROTECTION ZONE 
 
The RPZ is a trapezoidal area centered on the runway, typically beginning 200 feet beyond the runway 
end.  The RPZ has been established by the FAA to provide an area clear of obstructions and incompati-
ble land uses, in order to enhance the protection of people and property on the ground.  The RPZ is 
comprised of the central portion of the RPZ and the controlled activity area.  The central portion of the 
RPZ extends from the beginning to the end of the RPZ, is centered on the runway, and is the width of 
the ROFA.  The controlled activity area is any remaining portions of the RPZ.   The dimensions of the 
RPZ vary according to the visibility minimums serving the runway and the type of aircraft (design air-
craft) operating on the runway. 
 
While the RPZ is intended to be clear of incompatible objects or land uses, some uses are permitted 
with conditions and other land uses are prohibited.  According to AC 150/5300-13A, the following land 
uses are permissible within the RPZ: 
 
• Farming that meets the minimum buffer requirements, 
• Irrigation channels as long as they do not attract birds, 
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• Airport service roads, as long as they are not public roads and are directly controlled by the airport 
operator, 

• Underground facilities, as long as they meet other design criteria, such as RSA requirements, as ap-
plicable, and 

• Unstaffed navigational aids (NAVAIDs) and facilities, such as required for airport facilities that are 
fixed by function in regard to the RPZ. 

 
Any other land uses considered within RPZ land owned by the airport sponsor must be evaluated and 
approved by the FAA Office of Airports.  The FAA has published Interim Guidance on Land Uses within a 
Runway Protection Zone (9.27.2012), which identifies several potential land uses that must be evaluat-
ed and approved prior to implementation.  The specific land uses requiring FAA evaluation and ap-
proval include: 
 
• Buildings and structures (examples include, but are not limited to: residences, schools, churches, 

hospitals or other medical care facilities, commercial/industrial buildings, etc.)  
• Recreational land use (examples include, but are not limited to: golf courses, sports fields, amuse-

ment parks, other places of public assembly, etc.) 
• Transportation facilities. Examples include, but are not limited to:  

- Rail facilities - light or heavy, passenger or freight  
- Public roads/highways  
- Vehicular parking facilities 

• Fuel storage facilities (above and below ground) 
• Hazardous material storage (above and below ground) 
• Wastewater treatment facilities 
• Above-ground utility infrastructure (i.e., electrical substations), including any type of solar panel 

installations. 
 
The Interim Guidance on Land within a Runway Protection Zone states, “RPZ land use compatibility also 
is often complicated by ownership considerations.  Airport owner control over the RPZ land is empha-
sized to achieve the desired protection of people and property on the ground.  Although the FAA rec-
ognizes that in certain situations the airport sponsor may not fully control land within the RPZ, the FAA 
expects airport sponsors to take all possible measures to protect against and remove or mitigate in-
compatible land uses.” 
 
Currently, the RPZ review standards are applicable to any new or modified RPZ.  The following actions 
or events could alter the size of an RPZ, potentially introducing an incompatibility: 
 
• An airfield project (e.g., runway extension, runway shift), 
• A change in the critical design aircraft that increases the RPZ dimensions, 
• A new or revised instrument approach procedure that increases the size of the RPZ, and/or 
• A local development proposal in the RPZ (either new or reconfigured). 
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Since the interim guidance only addresses a new or modified RPZ, existing incompatibilities are essen-
tially grandfathered under certain circumstances.  While it is still necessary for the airport sponsor to 
take all reasonable actions to meet the RPZ design standard, FAA funding priority for certain actions, 
such as relocating existing roads in the RPZ, will be determined on a case by case basis. 
 
RPZs have been further designated as approach and departure RPZs.  The approach RPZ is a function of 
the AAC and approach visibility minimums associated with the approach runway end.  The departure 
RPZ is a function of the AAC and departure procedures associated with the runway.  For a particular 
runway end, the more stringent RPZ requirements (usually associated with the approach RPZ) will gov-
ern the property interests and clearing requirements that the airport sponsor should pursue. 
 
As depicted on Exhibit 3E, the existing RPZs associated with each runway end have incompatibilities.  
The approach and departure RPZs beyond the Runway 16 end extend beyond airport property and 
over a portion of the outer road associated with U.S. Interstate 20.  A large portion of the property 
within these RPZs is controlled by an avigation easement.  On the opposite end of the runway, the ap-
proach and departure RPZs are traversed by Southeast Green Oaks Boulevard.  The outer portions of 
these RPZs also extend beyond airport property, but fall within an area controlled by the Airport via an 
avigation easement.  The approach RPZ extends farther south and includes portions of South Collins 
Street, as well as approximately nine residential homes.  The approach RPZ serving Runway 34 is signif-
icantly larger than the one associated with Runway 16 due to the instrument approach procedure 
providing visibility minimums down to ½-mile. 
 
As previously discussed, the Airport has upgraded the approach lighting system serving Runway 34 to 
include a medium intensity approach lighting system with runway alignment indicator lights (MALSR).  
The MALSR allows for improved visibility minimums down to ½-mile.  Currently, the visibility minimums 
associated with the ILS and global positioning system (GPS) localizer performance with vertical guid-
ance (LPV) approach procedures to Runway 34 are ½-mile.  Further examination of the RPZs associated 
with each end of Runway 16-34 will be undertaken later in this study.    
 
 
RUNWAY/TAXIWAY SEPARATION 
 
The design standard for the required separation between runways and parallel taxiways is a function of 
the critical design aircraft and the instrument approach visibility minimum.  The separation standard 
for RDC C-II with lower than ¾-mile visibility minimums is 400 feet from the runway centerline to the 
parallel taxiway centerline.  For RDC C-III, the separation standard is also 400 feet.  Parallel Taxiways A 
and G are 400 feet from the runway; therefore, the current location of both parallel taxiways meet 
both current and proposed design standards. 
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For the operational safety and effi-
ciency of an airport, it is desirable 
for the primary runway to be ori-
ented as close as possible to the di-
rection of the prevailing wind. 

AIRSIDE FACILITIES 
 
Airside facilities include those facilities related to the arrival, departure, and ground movement of air-
craft.  The adequacy of existing airfield facilities at Arlington Municipal Airport has been analyzed from 
a number of perspectives, including: 
 
• Runways 
• Taxiways 

• Navigational and Approach Aids 
• Airfield Lighting, Marking, and Signage 

 
 
RUNWAYS 
 
Runway conditions such as orientation, length, width, and pavement strength at Arlington Municipal 
Airport were analyzed.  From this information, requirements for runway improvements were deter-
mined for the Airport. 
 
 
Runway Orientation 
 
For the operational safety and efficiency of an airport, it is desirable for the primary runway to be ori-
ented as close as possible to the direction of the prevailing wind.  This reduces the impact of wind 
components perpendicular to the direction of travel of 
an aircraft that is landing or taking off. 
 
FAA AC 150/5300-13A, Airport Design, recommends 
that a crosswind runway be made available when the 
primary runway orientation provides for less than 95 
percent wind coverage for specific crosswind compo-
nents.  The 95 percent wind coverage is computed on 
the basis of the crosswind component not exceeding 10.5 knots (12 mph) for RDC A-I and B-I, 13 knots 
(15 mph) for RDC A-II and B-II, and 16 knots (18 mph) for RDC A-III, B-III, C-I through C-III, and D-I 
through D-III. 
 
Weather data specific to the Airport was obtained from the National Oceanic Atmospheric Administra-
tion (NOAA) National Climatic Data Center.  This data was collected from the on-field Automated Sur-
face Observing System (ASOS) over a continuous time period from 2004 to 2014.  A total of 86,151 ob-
servations of wind direction and other data points were made. 
 
Runway 16-34 provides 97.63 percent wind coverage for 10.5 knot crosswinds, 98.98 percent coverage 
at 13 knots, and 99.73 percent at 16 knots.  Exhibit 3F presents the all-weather wind rose for the Air-
port.  Based upon historical wind data, Runway 16-34 exceeds 95 percent for all crosswind compo-
nents.  Therefore, the runway is properly orientated to meet predominant winds and a crosswind run-
way is not needed.    
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Runway Length 
 
AC 150/5325-4B, Runway Length Requirements for Airport Design, provides guidance for determining 
runway length needs.  A draft revision of this AC is currently available (150/5325-4C) and the FAA is 
utilizing the draft revision in most cases when evaluating runway length needs for airports.  This run-
way length analysis will consider the recommendations from both versions. 
 
The determination of runway length requirements for the Airport is based on five primary factors: 
 
• Mean maximum temperature of the hottest month 
• Airport elevation 
• Runway gradient 
• Critical aircraft type expected to use the runway 
• Stage length of the longest nonstop destination (specific to larger aircraft) 
 
The mean maximum daily temperature of the hottest month for Arlington Municipal Airport is 96.6 de-
grees Fahrenheit (F), which occurs in August.  The Airport’s elevation is 628 feet above mean sea level 
(MSL).  The runway elevation difference is 31.3 feet for Runway 16-34.  The gradient of the runway 
conforms to FAA design standards for gradient. 
 
AC 150/5325-4B, Runway Length Requirements for Airport Design, provides guidance for determining 
runway length needs.  Airplanes operate on a wide variety of available runway lengths.  Many factors 
will govern the suitability of those runway lengths for aircraft such as elevation, temperature, wind, 
aircraft weight, wing flap settings, runway condition (wet or dry), runway gradient, vicinity airspace ob-
structions, and any special operating procedures.  Airport operators can pursue policies that can max-
imize the suitability of the runway length.  Policies, such as area zoning and height and hazard restrict-
ing, can protect an airport’s runway length.  Airport ownership (fee simple or easement) of land lead-
ing to the runway ends can reduce the possibility of natural growth or man-made obstructions.  Plan-
ning of runways should include an evaluation of aircraft types expected to use the airport, or a particu-
lar runway now and in the future.  Future plans should be realistic and supported by the FAA-approved 
forecasts and should be based on the critical design aircraft (or family of aircraft). 
 
The first step in evaluating runway length is to determine general runway length requirements for the 
majority of aircraft operating at the airport.  The majority of operations at Arlington Municipal Airport 
are conducted using smaller single engine piston-powered aircraft weighing less than 12,500 pounds.  
Following guidance from AC 150/5325-4B, to accommodate 100 percent of these small aircraft, a run-
way length of 4,500 feet is recommended. 
 
As presented earlier in this chapter, the Airport is utilized by aircraft weighing more than 12,500 
pounds, including small to large business jet aircraft.  Runway length requirements for business jets 
weighing less than 60,000 pounds have also been calculated.  These calculations take into considera-
tion the runway gradient and landing length requirements for contaminated runways (wet).  Business 
jets tend to need greater runway length when landing on a wet surface because of their increased ap-
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proach speeds.  AC 150/5325-4B stipulates that runway length determination for business jets consider 
a grouping of airplanes with similar operating characteristics.  The AC provides two separate “family 
groupings of airplanes,” each based upon their representative percentage of aircraft in the national 
fleet.  The first grouping is those business jets that make up 75 percent of the national fleet, and the 
second group is those making up 100 percent of the national fleet.  Table 3E presents a partial list of 
common aircraft in each aircraft grouping.  A third group considers business jets weighing more than 
60,000 pounds.  Runway length determination for these aircraft must be based on the performance 
characteristics of the individual aircraft. 
 
TABLE 3E 
Business Jet Categories for Runway Length Determination  

75 percent of 
the national fleet MTOW 75-100 percent of 

the national fleet MTOW Greater than 
60,000 pounds MTOW 

Lear 35 20,350 Lear 55 21,500 Gulfstream II 65,500 
Lear 45 20,500 Lear 60 23,500 Gulfstream IV 73,200 
Cessna 550 14,100 Hawker 800XP 28,000 Gulfstream V 90,500 
Cessna 560XL 20,000 Hawker 1000 31,000 Global Express 98,000 
Cessna 650 (VII) 22,000 Cessna 650 (III/IV) 22,000     
IAI Westwind 23,500 Cessna 750 (X) 36,100     
Beechjet 400 15,800 Challenger 604 47,600     
Falcon 50 18,500 IAI Astra 23,500     
MTOW: Maximum Take Off Weight  
Source:  FAA AC 150/5325-4B, Runway Length Requirements for Airport Design  
 
 
Table 3F presents the results of the runway length analysis for business jets developed following the 
guidance provided in AC 150/5325-4B.  To accommodate 75 percent of the business jet fleet at 60 per-
cent useful load, a runway length of 5,200 feet is recommended.  This length is derived from a raw 
length of 4,900 feet that is adjusted, as recommended, for runway gradient and consideration of land-
ing length needs on a contaminated runway (wet and slippery).  To accommodate 100 percent of the 
business jet fleet at 60 percent useful load, a runway length of 6,300 feet is recommended. 
 
Utilization of the 90 percent category for runway length determination is generally not considered by 
the FAA unless there is a demonstrated need at an airport.  This could be documented activity by a 
cargo carrier or by a business jet operator that flies out frequently with heavy loads.  To accommodate 
75 percent of the business jet fleet at 90 percent useful load, a runway length of 7,700 feet is recom-
mended.  To accommodate 100 percent of business jets at 90 percent useful load, a runway length of 
9,800 feet is recommended. 
 
Another method to determine runway length requirements for business jet aircraft at Arlington Munic-
ipal Airport is to examine aircraft flight planning manuals under conditions specific to the airport.  Sev-
eral business jet aircraft were analyzed for takeoff length required with a design temperature of 96.6 
degrees F at a field elevation of 628 feet MSL.   
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TABLE 3F  
Runway Length Requirements  
Arlington Municipal Airport 
Airport Elevation 628 feet above mean sea level   

  
  
  

Average High Monthly Temp. 96.6 degrees (August) 

Runway Gradient 31.3' Runway 16-34  

Fleet Mix Category 
Raw Runway 
Length from 

FAA AC 

Runway Length 
With Gradient 

Adjustment (+310') 

Wet Surface 
Landing Length 
for Jets (+15%)* 

Final Runway 
Length 

100% of small airplanes 4,500’ N/A N/A N/A 
75% of fleet at 60% useful load 4,900’ 5,210 5,500' 5,200’ 
100% of fleet at 60% useful load 6,000’ 6,310’ 5,500’ 6,300’ 
75% of fleet at 90% useful load 7,400’ 7,710’ 7,000’ 7,700’ 
100% of fleet at 90% useful load 9,500’ 9,810’ 7,000' 9,800’ 
*Max 5,500' for 60% useful load and max 7,000' for 90% useful load in wet conditions  
Source:  FAA AC 150/5325-4B, Runway Length Requirements for Airport Design  
 
 
The information presented on Table 3G was obtained from Ultranav software, which computes opera-
tional parameters for specific aircraft based on flight manual data.  As presented, business jet aircraft 
were evaluated for payload availability for the current runway length for dry and wet conditions.  The 
analysis also presents the take-off length required by each aircraft departing under maximum takeoff 
weight.  Nearly all of the jet aircraft examined can operate from the existing runway length; however, 
several would be weight-restricted when using Runway 16-34. 
 
The table also presents the runway length required for landing under three operational categories: Ti-
tle 14 Code of Federal Regulations (CFR) Part 25, CFR Part 135, and CFR Part 91k.  CFR Part 25 opera-
tions are those conducted by individuals or companies which own their aircraft.  CFR Part 135 applies 
to all for-hire charter operations, including most fractional ownership operations.  CFR Part 91k in-
cludes operations in fractional ownership which utilize their private aircraft under direction of pilots 
specifically assigned to said aircraft.  It should be noted that CFR Part 135 and CFR Part 91k landing re-
quirements only apply to jet aircraft operations. 
 
 
Runway Length Summary 
 
Runway 16-34 is currently 6,080 feet long and can accommodate a large majority of business jets on 
the market under moderate loading conditions, especially with shorter trip lengths and during cool to 
warm temperatures.  The existing runway length presents loading limitations, as well as departure 
climb limitations.  It is the hot days and longer trip lengths which will limit many business jets at Arling-
ton Municipal Airport. 
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TABLE 3G 
Select Business Jet Takeoff and Landing Length Requirements  
Arlington Municipal Airport   

  
  

% Useful Load for 
6,080' Runway 

Take-off Length 
Required at 

MTOW 

Landing Length Required for: 

C.F.R. Part 25 C.F.R. Part 135 C.F.R. Part 91k 

Aircraft Type Dry  Wet  Dry  Wet Dry Wet Dry Wet Dry Wet 
BUSINESS JETS 

Beechjet 400A 100% 78% 5,734 7,421 3,664 5,525 6,107 9,208 4,580 6,906 
Challenger 300 84% 84% 6,947 6,976 2,683 5,056 4,472 8,427 3,354 6,320 
Challenger 600 75% 68% 7,772 8,316 2,827 4,404 4,712 7,340 3,534 5,505 
Citation Bravo 100% 100% 5,525 5,856 3,575 5,609 5,958 9,348 4,469 7,011 

Citation CJ1 100% 100% 6,138 5,941 2,942 3,978 4,903 6,630 3,678 4,973 
Citation CJ3 100% 100% 4,522 4,849 2,986 4,079 4,977 6,798 3,733 5,099 

Citation Encore 100% 100% 5,218 5,451 3,005 4,553 5,008 7,588 3,756 5,691 
Citation Excel 100% 100% 5,450 5,451 3,417 5,431 5,695 9,052 4,271 6,789 

Citation Sovereign 100% 100% 4,776 5,061 2,831 3,563 4,718 5,938 3,539 4,454 
Citation V 100% 65% 4,773 7,926 3,336 4,931 5,560 8,218 4,170 6,164 

Citation VII 79% 77% 7,197 7,197 3,159 4,263 5,265 7,105 3,949 5,329 
Citation X 69% 56% 7,746 8,476 3,762 5,333 6,270 8,888 4,703 6,666 

Falcon 2000 76% 76% 7,982 7,982 3,412 3,924 5,687 6,540 4,265 4,905 
Global Express 86% 85% 7,325 7,484 4,502 5,177 7,503 8,628 5,628 6,471 
Gulfstream II 90% 76% 6,664 7,655 3,203 6,140 5,338 10,233 4,004 7,675 
Gulfstream III 94% 78% 6,428 7,355 3,443 6,600 5,738 11,000 4,304 8,250 
Gulfstream IV 86% 72% 6,645 7,595 3,409 6,535 5,682 10,892 4,261 8,169 
Gulfstream V 93% 91% 7,795 7,943 4,386 5,044 7,310 8,407 5,483 6,305 

Hawker 800XP 87% N/A 6,715 7,423 2,819 4,348 4,698 7,247 3,524 5,435 
Lear 31A 100% 80% 5,974 7,169 3,048 4,268 5,080 7,113 3,810 5,335 
Lear 35 66% N/A 7,972 8,708 3,287 4,601 5,478 6,300 4,109 5,751 
Lear 45 83% 77% 7,919 7,877 2,843 3,630 4,738 6,050 3,554 4,538 

Source: Ultranav Flight Software based on aircraft operating manuals  
 
 
The majority of representative aircraft in Table 3G can operate with at least a 70 percent useful load 
under the most demanding conditions on the airfield.  In fact, several aircraft not listed, such as the 
smaller Cessna Citation models, can operate at 100 percent useful load given the amount of length 
provided on Runway 16-34.  Larger business jets such as the Gulfstream family, certain Learjets, the 
Citation X, and Global Express are more restricted in terms of useful load.   
  
It should be noted that larger air cargo aircraft, such as the DC-9, Boeing 727, and Boeing 737, could 
support a longer runway but would be dependent upon the specific make and model that the FAA 
agrees to consider as the critical design aircraft.  In the event that this aircraft would utilize the Airport 
more frequently, justification for additional runway length could be warranted.  It should be noted, 
however, that air cargo aircraft have heavier loads while landing at Arlington Municipal Airport.  Once 
they land and the cargo is off-loaded, their weight is less, making the amount of runway length needed 
for takeoff more manageable.    
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Justification for any runway ex-
tension to meet the needs of busi-
ness or air cargo jets would re-
quire regular use on the order of 
500 annual itinerant operations. 

Justification for any runway extension to meet the needs of business or air cargo jets would require 
regular use on the order of 500 annual itinerant operations. This is the minimum threshold required to 
obtain FAA grant funding assistance.  The existing length of Runway 16-34 does not fully provide for all 

jet activity.  Furthermore, the existing ALP indicates a 
future runway length of 6,780 feet.  As previously dis-
cussed, there are incompatibilities beyond each end of 
Runway 16-34 that will have to be considered when 
analyzing a future extension in either direction, espe-
cially related to the RPZs as previously discussed.  
Analysis in the next chapter will examine potential 
runway extensions that could be achieved at Arlington 

Municipal Airport to better accommodate the needs of larger aircraft using a variety of updated FAA 
standards.   
 
 
Runway Width 
 
Runway width design standards are primarily based on the critical aircraft, but can also be influenced 
by the visibility minimums of published instrument approach procedures.  For Runway 16-34, RDC C-II 
design criteria stipulate a runway width of 100 feet.  Its current runway width of 100 feet meets this 
standard.     
 
FAA design standards call for a runway width of 100 feet to serve aircraft up to RDC C-III with a maxi-
mum certificated takeoff weight of 150,000 pounds or less, as long as the approach visibility minimums 
to the runway are not lower than ¾-mile.  The precision ILS approach serving Runway 34 currently al-
lows for visibility minimums down to ½-mile.  In the event that the Airport transitions to RDC C-III, then 
Runway 16-34 would need to be widened to 150 feet in order to meet FAA standards for runway 
width. 
 
 
Runway Strength 
 
An important feature of airfield pavement is its ability to withstand repeated use by aircraft.  The FAA 
reports the pavement strength for Runway 16-34 at 60,000 pounds single wheel loading (SWL).  This 
strength rating refers to the configuration of the aircraft landing gear.  SWL indicates an aircraft with a 
single wheel on each landing gear.   
 
The strength rating of a runway does not preclude aircraft weighing more than the published strength 
rating from using the runway.  All federally obligated airports must remain open to the public, and it is 
typically up to the pilot of the aircraft to determine if a runway can support their aircraft safely.  An 
airport sponsor cannot restrict an aircraft from using the runway simply because its weight exceeds the 
published strength rating.  On the other hand, the airport sponsor has an obligation to properly main-
tain the runway and protect the useful life of the runway, typically for 20 years. 
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The design standards associated 
with taxiways are determined 
by the TDG or the ADG of the 
critical design aircraft. 

According to the FAA publication, Airport/Facility Directory, “Runway strength rating is not intended as 
a maximum allowable weight or as an operating limitation.  Many airport pavements are capable of 
supporting limited operations with gross weights in excess of the published figures.”  The directory 
goes on to say that those aircraft exceeding the pavement strength should contact the airport sponsor 
for permission to operate at the airport. 
 
The strength rating of a runway can change over time.  Regular usage by heavier aircraft can decrease 
the strength rating, while periodic runway resurfacing can increase the strength rating.  The current 
runway strength is adequate to accommodate a large majority of aircraft that operate at the Airport; 
however, in the event that large business jets such as the Gulfstream V and Global Express operate at 
the Airport more regularly, the runway pavement strength should be strengthened to accommodate 
increased operations by these types of aircraft.  Furthermore, air cargo aircraft such as the DC-9, 727, 
and 737, which have operated at the Airport more frequently in the recent past, typically require high-
er pavement strengths to support the heavy operating loads when landing.  The previously approved 
ALP calls for an ultimate pavement design strength of 120,000 pounds dual wheel loading (DWL).  Ac-
cording to a recent pavement evaluation conducted at the Airport, planning should consider a pave-
ment design strength of 150,000 pounds DWL.  As such, future consideration should be given to in-
creasing the pavement strength on Runway 16-34.  
 
 
TAXIWAYS 
 
The design standards associated with taxiways are deter-
mined by the TDG or the ADG of the critical design aircraft.  
As determined previously, the applicable ADG for Runway 
16-34 is currently ADG II.  Ultimate planning considers ADG 
III for the runway.  Table 3H presents the various taxiway design standards related to ADGs II and III. 
 
The table also shows those taxiway design standards related to TDG.  The TDG standards are based on 
the MGW and the CMG distance of the critical design aircraft expected to use those taxiways.  Differ-
ent taxiway and taxilane pavements can and should be planned to the most appropriate TDG design 
standards based on usage. 
 
The current taxiway design for Runway 16-34 should be TDG 2.  As such, the taxiways on the airfield 
should be at least 35 feet wide.  Ultimate planning accounts for TDG 3.  Thus, the taxiways associated 
with Runway 16-34 should be at least 50 feet to meet this standard.   
 
The current taxiway system is composed of varying taxiway widths that either meet or exceed the 
standards for C-II design.  Parallel Taxiway A on the east side of the runway is 45 feet wide, and associ-
ated taxiways connecting Taxiway A and the runway range from 35 feet, 50 feet, and 75 feet in width.  
Partial parallel Taxiway G on the west side of Runway 16-34 is 75 feet wide, and associated taxiways 
connecting Taxiway G and the runway range from 50 feet to 105 feet in width.  Future planning should 
consider widening parallel Taxiway A and other entrance/exit taxiways to 50 feet in order to meet 
planned TDG 3 design criteria at Arlington Municipal Airport. 
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TABLE 3H 
Taxiway Dimensions and Standards  
Arlington Municipal Airport 
STANDARDS BASED ON WINGSPAN ADG II ADG III 
Taxiway Protection  
Taxiway Safety Area width (feet) 79 118 
Taxiway Object Free Area width (feet) 131 186 
Taxilane Object Free Area width (feet) 115 162 
Taxiway Separation  
Taxiway Centerline to: 
   Fixed or Movable Object (feet) 
   Parallel Taxiway/Taxilane (feet) 

  
65.5 
105 

   
93 

152 
Taxilane Centerline to: 
   Fixed or Movable Object (feet) 
   Parallel Taxilane (feet) 

  
57.5 
97 

   
81 

140 
Taxiway Centerline to: 
   Runway 16-34 Centerline (feet) 

  
4001 

   
400 

Wingtip Clearance 
Taxiway Wingtip Clearance (feet) 26 34 
Taxilane Wingtip Clearance (feet) 18 23 
STANDARDS BASED ON TDG TDG 2 TDG 3 
Taxiway Width Standard (feet) 35 50 
Taxiway Edge Safety Margin (feet) 7.5 10 
Taxiway Shoulder Width (feet) 10 20 
1A separation of 300 feet is permissible for RDC C-II with not lower than ¾-mile visibility minimums 
ADG: Airplane Design Group  
TDG: Taxiway Design Group  
Source:  FAA AC 150/5300-13A, Change 1, Airport Design  
 
 
Taxiway Design Considerations 
 
FAA AC 150/5300-13A, Airport Design, provides guidance on recommended taxiway and taxilane lay-
outs to enhance safety by avoiding runway incursions.  A runway incursion is defined as “any occur-
rence at an airport involving the incorrect presence of an aircraft, vehicle, or person on the protected 
area of a surface designated for the landing and takeoff of aircraft.” 
 
The taxiway system at Arlington Municipal Airport generally provides for the efficient movement of 
aircraft; however, recently published AC 150/5300-13A, Airport Design, provides recommendations for 
taxiway design.  The following is a list of the taxiway design guidelines and the basic rationale behind 
each recommendation: 
 
1. Taxi Method:  Taxiways are designed for “cockpit over centerline” taxiing with pavement being suf-

ficiently wide to allow a certain amount of wander.  On turns, sufficient pavement should be pro-
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vided to maintain the edge safety margin from the landing gear.  When constructing new taxiways, 
upgrading existing intersections should be undertaken to eliminate “judgmental oversteering,” 
which is where the pilot must intentionally steer the cockpit outside the marked centerline in order 
to assure the aircraft remains on the taxiway pavement. 
 

2. Steering Angle:  Taxiways should be designed such that the nose gear steering angle is no more 
than 50 degrees, the generally accepted value to prevent excessive tire scrubbing. 
 

3. Three-Node Concept:  To maintain pilot situational awareness, taxiway intersections should pro-
vide a pilot a maximum of three choices of travel.  Ideally, these are right and left angle turns and a 
continuation straight ahead. 
 

4. Intersection Angles:  Design turns to be 90 degrees wherever possible.  For acute angle intersec-
tions, standard angles of 30, 45, 60, 120, 135, and 150 degrees are preferred. 
 

5. Runway Incursions:  Design taxiways to reduce the probability of runway incursions. 
- Increase Pilot Situational Awareness:  A pilot who knows where he/she is on the airport is less 

likely to enter a runway improperly.  Complexity leads to confusion.  Keep taxiway systems sim-
ple using the “three node” concept. 

- Avoid Wide Expanses of Pavement:  Wide pavements require placement of signs far from a pi-
lot’s eye.  This is especially critical at runway entrance points.  Where a wide expanse of pave-
ment is necessary, avoid direct access to a runway. 

- Limit Runway Crossings:  The taxiway layout can reduce the opportunity for human error.  The 
benefits are twofold – through simple reduction in the number of occurrences, and through a 
reduction in air traffic controller workload. 

- Avoid “High Energy” Intersections:  These are intersections in the middle third of runways.  By 
limiting runway crossings to the first and last thirds of the runway, the portion of the runway 
where a pilot can least maneuver to avoid a collision is kept clear. 

- Increase Visibility:  Right angle intersections, both between taxiways and runways, provide the 
best visibility.  Acute angle runway exits provide for greater efficiency in runway usage, but 
should not be used as runway entrance or crossing points.  A right angle turn at the end of a 
parallel taxiway is a clear indication of approaching a runway. 

- Avoid “Dual Purpose” Pavements:  Runways used as taxiways and taxiways used as runways can 
lead to confusion.  A runway should always be clearly identified as a runway and only a runway. 

- Indirect Access:  Do not design taxiways to lead directly from an apron to a runway.  Such con-
figurations can lead to confusion when a pilot typically expects to encounter a parallel taxiway. 

- Hot Spots:  Confusing intersections near runways are more likely to contribute to runway incur-
sions.  These intersections must be redesigned when the associated runway is subject to recon-
struction or rehabilitation.  Other hot spots should be corrected as soon as practicable. 

 
6. Runway/Taxiway Intersections: 

- Right Angle:  Right-angle intersections are the standard for all runway/taxiway intersections, 
except where there is a need for a high-speed exit.  Right-angle taxiways provide the best visual 
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Analysis in the next chapter will consid-
er improvements which could be im-
plemented on the airfield to minimize 
runway incursion potential, improve ef-
ficiency, and conform to FAA standards 
for taxiway design. 

perspective to a pilot approaching an intersection with the runway to observe aircraft in both 
the left and right directions.  They also provide optimal orientation of the runway holding posi-
tion signs so they are visible to pilots.   

- Acute Angle:  Acute angles should not be larger than 45 degrees from the runway centerline.  A 
30-degree taxiway layout should be reserved for high speed exits.  The use of multiple inter-
secting taxiways with acute angles creates pilot confusion and improper positioning of taxiway 
signage. 

- Large Expanses of Pavement:  Taxiways must never coincide with the intersection of two run-
ways.  Taxiway configurations with multiple taxiway and runway intersections in a single area 
create large expanses of pavement, making it difficult to provide proper signage, marking, and 
lighting. 

 
7. Taxiway/Runway/Apron Incursion Prevention:  Apron locations that allow direct access into a 

runway should be avoided.  Increase pilot situational awareness by designing taxiways in such a 
manner that forces pilots to consciously make turns.  Taxiways originating from aprons and forming 
a straight line across runways at mid-span should be avoided. 
- Wide Throat Taxiways:  Wide throat taxiway entrances should be avoided.  Such large expanses 

of pavement may cause pilot confusion and makes lighting and marking more difficult. 
- Direct Access from Apron to a Runway:  Avoid taxiway connectors that cross over a parallel tax-

iway and directly onto a runway.  Consider a staggered taxiway layout that forces pilots to make 
a conscious decision to turn. 

- Apron to Parallel Taxiway End:  Avoid direct connection from an apron to a parallel taxiway at 
the end of a runway. 

 
Analysis in the next chapter will consider im-
provements which could be implemented on 
the airfield to minimize runway incursion po-
tential, improve efficiency, and conform to FAA 
standards for taxiway design.  Any future taxi-
ways planned will also take into consideration 
the taxiway design standards. 
 

 
Taxilane Design Considerations 
 
Taxilanes are distinguished from taxiways in that they do not provide access to or from the runway sys-
tem directly.  Taxilanes typically provide access to hangar areas.  As a result, taxilanes can be planned 
to varying design standards depending on the type of aircraft utilizing the taxilane.  For example, a tax-
ilane leading to a T-hangar area only needs to be designed to accommodate those aircraft typically ac-
cessing the T-hangar.  
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NAVIGATIONAL AND APPROACH AIDS 
 
Navigational aids are devices that provide pilots with guidance and position information when utilizing 
the runway system.  Electronic and visual guidance to arriving aircraft enhance the safety and capacity 
of the airfield.  Such facilities are vital to the success of an airport and provide additional safety to pas-
sengers using the air transportation system.  While instrument approach aids are especially helpful 
during poor weather, they are often used by pilots conducting flight training and operating larger air-
craft when visibility is good.  Arlington Municipal Airport employs the following navigational and ap-
proach aids. 
 
 
Instrument Approaches 
 
Instrument approaches are categorized as either precision or non-precision.  Precision instrument ap-
proach aids provide an exact course alignment and vertical descent path for an aircraft on final ap-
proach to a runway, while non-precision instrument approach aids provide only course alignment in-
formation.  In the past, most existing precision instrument approaches in the United States have been 
the ILS; however, with advances in GPS technology, it is now used to provide both vertical and lateral 
navigation for pilots.  In fact, the area navigation (RNAV) GPS approach serving Runway 34 provides 
LPV minimums. 
 
The Airport currently has straight-in instrument approach capability to Runway 34, including the ILS or 
localizer (LOC) approach, RNAV (GPS) approach, and very high omnidirectional range (VOR) with dis-
tance measuring equipment (DME) approach.  The ILS and RNAV (GPS) approaches provide for the 
lowest minimums with ½-mile visibility and 200-foot cloud ceilings.  A straight-in instrument approach 
procedure is not offered on Runway 16.  It is unlikely that Runway 16 will be served by a straight-in in-
strument approach procedure due to the proximity and airspace associated with Dallas/Fort Worth In-
ternational Airport to the north. It should be noted that the approaches serving Runway 34 also pro-
vide circling minimums to Runway 16. 
 
 
Visual Approach Aids 
 
In most instances, the landing phase of any flight must be conducted in visual conditions.  To provide 
pilots with visual guidance information during landings to the runway, electronic visual approach aids 
are commonly provided at airports.  Currently, each end of Runway 16-34 is served by a four-box preci-
sion approach path indicator (PAPI-4) system.  
 
Runway end identification lights (REILs) are flashing lights located at the runway threshold end that fa-
cilitate rapid identification of the runway end at night and during poor visibility conditions.  REILs pro-
vide pilots with the ability to identify the runway thresholds and distinguish the runway end lighting 
from other lighting on the airport and in the approach areas.  The FAA indicates that REILs should be 
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The MALSR, in conjunction with 
the localizer antenna and glide 
slope antenna, provides ideal 
approach minimums to Runway 
34. 

considered for all lighted runway ends not planned for a more sophisticated approach lighting system.  
A REIL system has been installed at the Runway 16 threshold.     
 
Runway 34 is served by a MALSR.  The MALSR, in conjunc-
tion with the localizer antenna and glide slope antenna, 
provides ideal approach minimums to Runway 34.  This ap-
proach lighting system enhances safety at the airport, es-
pecially during inclement weather or nighttime activity.   
 
 
Weather Reporting Aids 
 
Arlington Municipal Airport has a lighted windcone and segmented circle, as well as additional supple-
mental windcones in various locations on the airfield.  The windcones provide information to pilots re-
garding wind speed and direction.  The segmented circle consists of a system of visual indicators de-
signed to provide traffic pattern information to pilots.  These should be maintained throughout the 
planning period.  
 
The Airport is equipped with an ASOS which provides weather observations 24 hours per day.  The sys-
tem updates weather observations every minute, continuously reporting significant weather changes 
as they occur.  This information is then transmitted at regular intervals (usually once per hour).  Air-
craft in the vicinity can receive this information if they have their radio tuned to the correct frequency 
(127.375 MHz).  In addition, pilots and individuals can call a published telephone number and receive 
the information via an automated voice recording.  This system should be maintained through the 
planning period.    
 
 
Communication Facilities 
 
Arlington Municipal Airport has an operational ATCT located on the west side of Runway 16-34.  The 
ATCT is staffed with FAA personnel from 7:00 a.m. to 9:00 p.m. daily.  The ATCT enhances safety at the 
Airport and should be maintained through the planning period. 
 
 
AIRFIELD LIGHTING, MARKING, AND SIGNAGE 
 
There are a number of lighting and pavement marking aids serving pilots using the Airport.  These aids 
assist pilots in locating an airport and runway at night or in poor visibility conditions.  They also assist in 
the ground movement of aircraft.   
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Airport Identification Lighting 
 
The location of the Airport at night is universally indicated by a rotating beacon.  For civil airports, a 
rotating beacon projects two beams of light, one white and one green, 180 degrees apart.  The existing 
beacon on top of the ATCT should be maintained through the planning period. 
 
 
Runway and Taxiway Lighting 
 
Runway lighting provides the pilot with a rapid and positive identification of the runway and its align-
ment.  Runway 16-34 is served with medium intensity runway lighting (MIRL).  This system should be 
maintained through the planning period. 
 
Medium intensity taxiway lighting (MITL) is provided on parallel Taxiways A and G and all associated 
entrance/exit taxiways serving Runway 16-34.  This system is vital for the safe and efficient ground 
movement of aircraft and should be maintained in the future.  Any future taxiways constructed on the 
airfield that are associated with Runway 16-34 should also be provided with MITL.   
 
Over time, the Airport should consider removing the incandescent airfield signage and runway and tax-
iway edge lighting systems, and replacing them with light emitting diode (LED) technology.  LEDs have 
many advantages, including lower energy consumption, longer lifetime, tougher construction, reduced 
size, greater reliability, and faster switching.  While a substantial initial investment is required upfront, 
the energy savings and reduced maintenance costs will outweigh any additional costs in the long run.   
 
 
Pavement Markings 
 
Runway markings are designed according to the type of instrument approach available on the runway.  
FAA AC 150/5340-1K, Standards for Airport Markings, provides guidance necessary to design airport 
markings. 
 
Runway 34 is served by precision markings to accommodate the ILS approach, and Runway 16 current-
ly has non-precision markings.  All runway markings should be maintained through the long term plan-
ning period.  
 
Taxiway centerline markings are provided to assist pilots in maintaining proper clearance from pave-
ment edges and objects near the taxiways.  Taxiway markings also include the hold lines, which are lo-
cated on the entrance/exit taxiways serving the runway system at Arlington Municipal Airport.  Hold 
lines on the entrance/exit taxiways are situated 250 feet from the Runway 16-34 centerline, which 
meets C-II design standards.  The FAA standard for hold lines associated with runways in RDC C-III is 
250 feet, plus one foot for each additional 100 feet above sea level, resulting in a separation distance 
of 257 feet from the runway centerline.   
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The terminal facilities at an air-
port are often the first impression 
of the community that corporate 
officials and other visitors will en-
counter. 

Airfield Signs 
 
Airfield identification signs assist pilots in identifying their location on the airfield and directing them to 
their desired location.  Lighted signs are installed on the runway and taxiway system on the airfield.  
The signage system includes runway and taxiway designations, holding positions, routing/directional, 
and runway exits.  All of these signs should be maintained throughout the planning period. 
 
A summary of the airfield facilities previously discussed at Arlington Municipal Airport is presented on 
Exhibit 3G. 
 
 
LANDSIDE FACILITIES 
 
Landside facilities are those necessary for the handling of aircraft and passengers while on the ground.  
These facilities provide the essential interface between the air and ground transportation modes.  The 
capacity of the various components of each area was examined in relation to projected demand to 
identify future landside facility needs. The purpose of this section is to identify future landside facility 
needs and includes components for general aviation, including: 
 
• General Aviation Terminal Services 
• Aircraft Hangars 

• Aircraft Parking Aprons 
• Airport Support Facilities 

 
 
GENERAL AVIATION TERMINAL SERVICES 
 
The terminal facilities at an airport are often the first impression of the community that corporate offi-
cials and other visitors will encounter.  General aviation terminal facilities at an airport provide space 
for passenger waiting, pilots’ lounge, pilot flight planning, 
concessions, management, storage, and other various 
needs.  This space is not necessarily limited to a single, 
separate terminal building, but can include space offered 
by fixed base operators (FBOs) and other specialty opera-
tors for these functions and services.  This is the case at 
Arlington Municipal Airport, as general aviation terminal 
space is currently provided by several separate facilities 
on the field, including an FBO and a dedicated airport terminal building.  
 
The methodology used in estimating general aviation terminal facility needs was based upon the num-
ber of airport users expected to utilize general aviation facilities during the design hour.  Space re-
quirements for terminal facilities were based on providing 125 square feet per design hour itinerant 
passenger.  A multiplier of 2.6 in the short term, increasing to 2.8 in the long term, was also applied to 
terminal facility needs in order to better determine the number of passengers associated with each 
itinerant aircraft operation.  This increasing multiplier indicates an expected increase in business oper-

Chapter Three - 40



 RDC C-II-4000 RDC C-III-2400 - Improve RSA, RDC C-III-2400
  ROFA, and RPZ Incompatibilities

 6,080' x 100' Maintain Examine potential to
   extend to at least 6,780'
   and widen to 150'

 60,000 lbs. SWL 150,000 lbs. DWL  Maintain
  

  

  

 All taxiways 35' - 105' wide All taxiways associated with Maintain
  Runway 16-34 at least 50' wide 

 Runway/Parallel Taxiway Maintain Maintain
 Separation - 400’

 Four hold aprons serving Maintain Maintain
  runway ends

  Examine taxiway system  Examine taxiway system
  for safety and efficiency  for safety and efficiency

  

 ILS or LOC/DME - Runway 34 Maintain Maintain

 RNAV (GPS) - Runway 34 Maintain Maintain

 VOR/DME - Runway 34 Maintain Maintain

 ASOS Maintain Maintain

 ATCT Maintain Maintain

 Lighted Windcones Maintain Maintain

 PAPI-4 (both runway ends) Maintain Maintain

 REILs - Runway 16 Maintain Maintain

 MALSR - Runway 34 Maintain Maintain

  

  

 Rotating Beacon Maintain Maintain

 Non-Precision Markings - Runway 16 Maintain Maintain

 Precision Markings - Runway 34 Maintain Maintain

 MIRL Maintain Upgrade to LED

 MITL Maintain Upgrade to LED

 Hold lines 250' from Hold lines 257' from Maintain
 runway centerline runway centerline 

 Lighted Airfield Signs Maintain Maintain

AVAILABLE SHORT TERM LONG TERM
RUNWAY 16-34

TAXIWAYS

NAVIGATIONAL AND APPROACH AIDS

LIGHTING, MARKING, AND SIGNAGE

KEY:

ASOS - Automated Surface Observing System

ATCT - Airport Traffic Control Tower

DME - Distance Measuring Equipment

DWL - Dual Wheel Loading

GPS - Global Positioning System

ILS - Instrument Landing System

LED - Light Emitting Diode

LOC - Localizer

MALSR - Medium Intensity Approach Lighting 

   System with Runway Alignment Indicator Lights

MIRL - Medium Intensity Runway Lighting

MITL - Medium Intensity Taxiway Lighting

PAPI - Precision Approach Path Indicator

RDC - Runway Design Code

REIL - Runway End Identification Light

RNAV - Area Navigation

ROFA - Runway Object Free Area

RPZ - Runway Protection Zone

RSA - Runway Safety Area

SWL - Single Wheel Loading

VOR - Very High Frequency 

     Omnidirectional Range

Exhibit 3G
AIRSIDE FACILITIES SUMMARY

AIRPORT DEVELOPMENT PLAN
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ations through the long term.  Business operations typically support larger turboprop and jet aircraft 
which accommodate an increasing passenger load factor.  Such is the case at Arlington Municipal Air-
port, as the facility experiences a significant amount of business aircraft activity and is expected to do 
so through the planning period of this study. 
 
Table 3J outlines the space requirements for general aviation terminal services at Arlington Municipal 
Airport through the long term planning period.  As shown in the table, up to 8,500 square feet of space 
could be needed in the long term for general aviation passengers.  The amount of space currently of-
fered in the airport terminal building is over 15,000 square feet; however, not all of this space is dedi-
cated for aircraft passengers.  The space includes designated areas for a passenger waiting lobby, air-
port administration, restroom facilities, and aviation-related businesses.   
 
TABLE 3J  
General Aviation Terminal Area Facilities  
Arlington Municipal Airport  

  Currently 
Available 

Short Term 
Need 

Long Term 
Need 

General Aviation Services Facility Area (s.f.) 15,200* 7,500 8,500 
Design Hour Passengers 54 60 68 
Passenger Multiplier 2.5 2.6 2.8 
Auto Parking Spaces 500** 200 225 
*Includes space offered in airport terminal building only 
**Approximate number of marked auto parking spaces on east side of Airport 
Source: Coffman Associates analysis  
 
 
The FBO and other specialty aviation operators on the airfield also provide space for pilots and passen-
gers.  As detailed in Chapter One, these operators offer an array of terminal services including offices, 
conference rooms, flight planning, pilots’ lounges, and other amenities.  Although the amount of ter-
minal area provided by these operators varies, it can be assumed that adequate services and space is 
provided to accommodate their customers. 
 
General aviation vehicular parking demands have also been determined for Arlington Municipal Air-
port.  Space determinations for itinerant passengers were based on an evaluation of existing airport 
use, as well as standards set forth to help calculate projected terminal facility needs.   
 
The parking requirements of based aircraft owners should also be considered.  Although some owners 
prefer to park their vehicles in their hangar, safety can be compromised when automobile and aircraft 
movements are intermixed.  For this reason, separate parking requirements, which consider one-half 
of based aircraft at the airport, were applied to general aviation automobile parking space require-
ments.  Utilizing this methodology, parking requirements for general aviation activity call for 200 spac-
es in the short term, increasing to 225 spaces in the long term planning horizon.  It is estimated that 
there are 500 marked automobile parking spaces at Arlington Municipal Airport currently serving vari-
ous airport activities, including terminal services, the FBO, rental car parking, and other aviation and 
non-aviation functions.  Furthermore, additional automobile parking serving Bell Helicopter’s facilities 
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is located on the west side of the Airport.  Approximately 500 marked parking spaces are provided for 
Bell Helicopter’s employees and customers.   
 
 
AIRCRAFT HANGARS 
 
The demand for aircraft hangars typically depends on local climate, security, and owner preferences.  
The trend in general aviation aircraft, whether single or multi-engine, is toward more sophisticated air-
craft (and, consequently, more expensive aircraft); therefore, many aircraft owners prefer enclosed 
hangar space to outside tiedowns. 
 
The demand for aircraft storage hangars is dependent upon the number and type of aircraft expected 
to be based at an airport in the future.  For planning purposes, it is necessary to estimate hangar re-
quirements based upon forecast operational activity.  However, hangar development should be based 
upon actual demand trends and financial investment conditions. 
 
While the majority of aircraft owners prefer enclosed aircraft storage, a number of based aircraft will 
still use outdoor tiedown spaces (due to lack of hangar availability, hangar rental rates, and/or opera-
tional needs).  Therefore, enclosed hangar facilities do not necessarily need to be planned for each 
based aircraft.  At Arlington Municipal Airport, it is estimated that approximately 10 percent of aircraft 
are currently based on aircraft parking aprons, with the remainder housed in hangar spaces. 
 
Hangar types vary in size and function.  T-hangars and linear box hangars are popular with aircraft 
owners having only one small aircraft.  These hangars provide individual spaces within a larger struc-
ture.  Aircraft owners are allowed privacy and individual access to their space.  There is an estimated 
247,200 square feet of storage space at the Airport comprised of T-hangars and linear box hangars.  
For determining future aircraft storage needs, a planning standard of 1,200 square feet per aircraft is 
utilized. 
 
Executive hangars are open-space facilities with no interior supporting structure.  These hangars can 
vary in size and typically house multi-engine, turboprop, or jet aircraft, in addition to helicopters.  Ex-
ecutive hangar space at the Airport is estimated at 18,400 square feet.  For future planning, a standard 
of 2,500 square feet per aircraft is utilized for executive hangars.   
 
Conventional hangars are open space facilities with no supporting structure interference that can store 
several aircraft.  Often, other airport services are offered from the conventional hangars, such as FBO 
activities.  Conventional hangars are estimated to encompass 174,000 square feet of space at Arlington 
Municipal Airport.  For future planning needs, 2,500 square feet per aircraft is utilized for conventional 
hangars.   
 
In total, there is approximately 439,600 square feet of hangar, maintenance, and office space provided 
on the Airport for general aviation activities.  It should be noted that Bell Helicopter provides an addi-
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Due to the projected increase in 
based aircraft, annual general 
aviation operations, and hangar 
storage needs, facility planning 
will consider additional hangars 
at the Airport. 

tional 156,000 square feet of hangar space that is used specifically for its operational activities and, as 
a result, was not factored into this analysis.    
 
Future hangar requirements for the Airport are summarized in Table 3K.  While some based aircraft 
will continue to utilize aircraft parking apron space instead of hangar facilities, the overall percentage 
of aircraft seeking hangar space is projected to increase during the long term planning period.  Since 
portions of the hangars are known to be used for aircraft maintenance servicing, requirements for 
maintenance/ service hangar area was estimated using a planning standard of 150 square feet per 
based aircraft. 
 
TABLE 3K 
Aircraft Storage Hangar Requirements  
Arlington Municipal Airport  
  Currently Available Short Term Need Long Term   Need 
Total Based 254 275 300 
Aircraft To Be Hangared 229 253 282 
Hangar Area Requirements  
T-Hangar/Linear Box Hangar (s.f.) 247,200 277,000 290,000 
Executive Hangar (s.f.) 18,400 20,000 32,000 
Conventional Hangar (s.f.) 174,000 160,000 191,000 
Total Hangar Area (s.f.) 439,600*     
Maintenance Area (s.f.)   41,300 45,000 
Total Hangar Area Projected Need (s.f.)   498,300 558,000 
*Includes estimated hangar, maintenance, and office space  
Source: Airport records; Coffman Associates analysis  
 
 
The analysis shows that future hangar requirements indi-
cate that there is a potential need for 558,000 square feet 
of hangar storage space to be offered through the long 
term planning period.  This includes a mixture of hangar 
and maintenance areas.  Due to the projected increase in 
based aircraft, annual general aviation operations, and 
hangar storage needs, facility planning will consider addi-
tional hangars at the Airport.  Furthermore, the advanced 
age of a significant portion of the storage hangars at Arling-
ton Municipal Airport could further necessitate the need for additional hangar development through 
the long term planning horizon.  It is expected that the aircraft storage hangar requirements will con-
tinue to be met through a combination of hangar types. 
 
It should be noted that hangar requirements are general in nature and based on the aviation demand 
forecasts.  The actual need for hangar space will further depend on the actual usage within hangars.  
For example, some hangars may be utilized entirely for non-aircraft storage, such as maintenance, yet 
from a planning standpoint, they have an aircraft storage capacity.  Therefore, the needs of an individ-
ual user may differ from the calculated space necessary.    
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AIRCRAFT PARKING APRONS 
 
The aircraft parking apron is an expanse of paved area intended for aircraft parking and circulation.  
Typically, a main apron is centrally located near the airside entry point, such as the terminal building or 
FBO facility.  Ideally, the main apron is large enough to accommodate transient airport users as well as 
a portion of locally based aircraft.  Often, smaller aprons are available adjacent to FBO hangars and at 
other locations around the airport.  The apron layout at Arlington Municipal Airport follows this typical 
pattern. 
 
The total aircraft parking apron area at Arlington Municipal Airport is approximately 50,500 square 
yards and includes those spaces on the east side of Runway 16-34.  A planning criterion of 800 square 
yards was used for single and multi-engine itinerant aircraft, while a planning criterion of 1,600 square 
yards was used to determine the area for transient turboprop and jet aircraft.   
 
A parking apron should also provide space for the number of locally based aircraft that are not stored 
in hangars.  Locally based tiedowns typically will be utilized by smaller single engine aircraft; thus, a 
planning standard of 360 square yards per position is utilized.  For local tiedown needs, an additional 
25 spaces are identified for maintenance activities.  Maintenance activities would include the move-
ment of aircraft into and out of hangar facilities and temporary storage of aircraft on the apron.   
 
The total apron parking requirements are presented in Table 3L.  Currently, there are approximately 
135 marked positions available for based and itinerant aircraft at Arlington Municipal Airport on the 
east side of the Airport.  As shown in the table, it appears that there are adequate marked tiedown po-
sitions available through the planning period of this study; however, there will be a need for additional 
aircraft parking apron space, especially in the form of large aircraft parking to accommodate jet air-
craft.  It should be noted that over 20,000 square yards of aircraft parking apron space located on the 
south side of the Airport is currently leased for development.  This further reduces the amount of 
apron space and tiedowns available for general aviation aircraft, creating a need for additional apron 
space at the Airport in the future.  
 
TABLE 3L 
Aircraft Parking Apron Requirements  
Arlington Municipal Airport  

  Currently 
Available Short Term Need Long Term 

Need 
Transient Single/Multi-Engine Aircraft Positions   24 27 
   Apron Area (s.y.)  N/A 19,200 21,900 
Transient Turboprop/Jet Positions   24 27 
   Apron Area (s.y.)  N/A 38,300 43,800 
Locally-Based Aircraft Positions   47* 43* 
   Apron Area (s.y.)  N/A 16,900 15,500 
Total Marked Positions 135 95 93 
Total Apron Area (s.y.) 50,500 74,400 81,200 
*Factors an additional 25 positions for aircraft maintenance 
Source: Coffman Associates analysis 
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In addition to fixed-wing aircraft parking, areas should also be dedicated for helicopter parking.  Heli-
copters also operate on various apron areas shared by fixed-wing aircraft at Arlington Municipal Air-
port.  Helicopter operations should be segregated to the extent practicable to increase safety and effi-
ciency of aircraft parking aprons.  Long term facility planning will consider dedicated helicopter activity 
areas at the Airport. 
 
A summary of the general aviation landside facilities previously discussed at Arlington Municipal Air-
port is presented on Exhibit 3H. 
 
 
AIRPORT SUPPORT FACILITIES 
 
Various other landside facilities that play a supporting role in overall airport operations have also been 
identified.  These support facilities include: 
 
• Aviation Fuel Storage • Aircraft Rescue and Firefighting 
 
 
Aviation Fuel Storage 
 
As previously discussed in Chapter One, there is currently one fuel farm located on the Airport.  An ad-
ditional fuel storage tank associated with a self-service fuel facility is located on the south side of the 
Airport.  Furthermore, fuel trucks operated by the FBO on the airfield are capable of handling addition-
al fuel storage.  As presented in Table 3M, there is 60,000 gallons of fuel storage capacity on airport 
property, with 55 percent being dedicated to Jet A fuel. 
 
TABLE 3M 
Fuel Storage Capacity  
Arlington Municipal Airport  

  Tank Storage  
Capacity (gallons) 

Truck Storage 
Capacity (gallons) 

Total Storage 
Capacity (gallons) 

100LL 25,000 2,000 27,000 
Jet A  24,000 9,000 33,000 
Source: Airport records  
 
 
Fuel storage requirements are typically based upon keeping a two-week supply of fuel during an aver-
age month; however, more frequent deliveries can reduce the fuel storage capacity requirements.  
Generally, fuel tanks should be of adequate capacity to accept a full refueling tanker, which is approx-
imately 8,000 gallons, while maintaining a reasonable level of fuel in the storage tank.  Future aircraft 
demand experienced by the FBO will determine the need for additional fuel storage capacity.  It is im-
portant that airport personnel work with FBOs to plan for adequate levels of fuel storage capacity 
through the long term planning period of this study. 
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General Aviation Services Facility Area (s.f.) 15,200* 7,500 8,500

Automobile Parking Spaces 500** 200 225

   

   

Aircraft to be Hangared 229 253 282

T-Hangar/Linear Box Hangar (s.f.) 247,200 277,000 290,000

Executive Hangar (s.f.) 18,400 20,000 32,000

Conventional Hangar (s.f.) 174,000 160,000 191,000

Total Hangar Area (s.f.) 439,600***  

Maintenance Area (s.f.)  41,300 45,000

Total Hangar Area (s.f.)  498,300 558,000

   

   

Transient Single and Multi-Engine Aircraft Positions  24 27

Apron Area (s.y.)  19,200 21,900

Transient Turboprop / Jet Positions   24 27

Apron Area (s.y.)  38,300 43,800

Locally-Based Aircraft Positions  47 43

Apron Area (s.y.)  16,900 15,500

Total Marked Positions 135 95 93

Total Apron Area (s.y.) 50,500 74,400 81,200

Long Term
 Need

GENERAL AVIATION TERMINAL SERVICES GENERAL AVIATION TERMINAL SERVICES 

AIRCRAFT STORAGE HANGAR REQUIREMENTS

AIRCRAFT PARKING APRON REQUIREMENTSAIRCRAFT PARKING APRON REQUIREMENTS

*Includes space offered in airport terminal building only 
**Approximate number of marked auto parking spaces on east side of Airport
***Includes estimated hangar, maintenance, and office space  

Currently
Available

Short Term
Need

Exhibit 3H
LANDSIDE FACILITIES SUMMARY

AIRPORT DEVELOPMENT PLAN
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Aircraft Rescue and Firefighting 
 
Arlington Municipal Airport is currently served by the City of Arlington Fire Station #12, which is locat-
ed on the east side of the Airport.  The facility provides emergency and rescue services to the Airport 
and the surrounding area through at least three full-time firefighters that are present at the facility 24 
hours per day, seven days per week.   
 
Unless federal regulations change, there will not be a regulatory requirement for aircraft rescue and 
firefighting (ARFF) facilities on the airport; however, given the significant amount of aircraft operations, 
including a large number of jet aircraft on the airfield, it is desirable that emergency services provided 
by Fire Station #12 be maintained to promote the highest degree of safety. 
 
 
SECURITY RECOMMENDATIONS 
 
In cooperation with representatives of the general aviation community, the Transportation Security 
Administration (TSA) published security guidelines for general aviation airports.  These guidelines are 
contained in the publication entitled, Security Guidelines for General Aviation Airports, published in 
May 2004.  Within this publication, the TSA recognized that general aviation is not a specific threat to 
national security.  However, the TSA does believe that general aviation may be vulnerable to misuse by 
terrorists as security is enhanced in the commercial portions of aviation and at other transportation 
links. 
 
To assist in defining which security methods are most appropriate for a general aviation airport, the 
TSA defined a series of airport characteristics that potentially affect an airport’s security posture.  
These include: 
 
1.  Airport Location – An airport’s proximity to areas with over 100,000 residents or sensitive sites that 

can affect its security posture.  Greater security emphasis should be given to airports within 30 
miles of mass population centers (areas with over 100,000 residents) or sensitive areas such as mil-
itary installations, nuclear and chemical plants, centers of government, national monuments, 
and/or international ports. 

 
2.  Based Aircraft – A smaller number of based aircraft increases the likelihood that illegal activities 

will be identified more quickly.  Airports with based aircraft weighing more than 12,500 pounds 
warrant greater security measures. 

 
3.  Runways – Airports with longer paved runways are able to serve larger aircraft.  Shorter runways 

are less attractive as they cannot accommodate the larger aircraft which have more potential for 
damage. 

 
4.  Operations – The number and type of operations should be considered in the security assessment. 
 
Table 3N summarizes the recommended airport characteristics and ranking criterion.  The TSA suggests 
that an airport rank its security posture according to this scale to determine the types of security en-
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hancements that may be appropriate.  As shown in the table, the Arlington Municipal Airport’s ranking 
on this scale is 42.  Points are assessed for the Airport being located in a mass population area and near 
sensitive areas, including military installations and major centers of government.  Points are also as-
sessed for a based aircraft count of 254, some of which are over 12,500 pounds, and having a runway 
greater than 5,001 feet in length made of concrete.  The ATCT has historically reported well over 
50,000 annual operations, and Title 14 CFR Part 135 charter operations, flight training operations, air-
craft rental, and maintenance on larger aircraft are all offered at the Airport, thus enhancing the need 
for adequate security.  It should be noted that the Airport occasionally falls within temporary flight re-
strictions (TFRs) associated with special events (i.e., Super Bowl) at the AT&T Stadium located a rela-
tively short distance north of the Airport. 
 
TABLE 3N 
General Aviation Airport Security Measurement Tool 
Transportation Security Administration 
  Assessment Scale 

Security Characteristic Public Use 
Airport 

Arlington Municipal 
Airport 

Airport Location 
Within 20nm of mass population areas¹ 5 5 
Within 30nm of a sensitive site² 4 4 
Falls within outer perimeter of Class B airspace 3 3 
Falls within boundaries of restricted airspace 3 0 
Based Aircraft 
Greater than 101 based aircraft 3 3 
26-100 based aircraft 2 0 
11-25 based aircraft 1 0 
10 or fewer based aircraft 0 0 
Based aircraft over 12,500 pounds 3 3 
Runways 
Runway length greater than 5,001 feet 5 5 
Runways less than 5,000 feet and greater than 2,001 feet 4 0 
Runway length less than 2,000 feet 2 0 
Asphalt or concrete runway 1 1 
Operations  
Over 50,000 annual operations 4 4 
Part 135 operations (Air taxi and fractionals) 3 3 
Part 137 operations (Agricultural aircraft) 3 0 
Part 125 operations (20 or more passenger seats) 3 0 
Flight training 3 3 
Flight training in aircraft over 12,500 pounds 4 0 
Rental aircraft 4 4 
Maintenance, repair, and overhaul facilities conducting long-term 
storage of aircraft over 12,500 pounds 4 4 

Totals 64 42 
¹ An area with a population over 100,000  
² Sensitive sites include military installations, nuclear and chemical plants, centers of government, national monuments, 
and/or international ports 
Source:  Security Guidelines for General Aviation Airports (TSA 2004) 
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As shown in Table 3P, a rating of 42 points places Arlington Municipal Airport in the second tier ranking 
of security measures by the TSA.  This rating clearly illustrates the importance of meeting security 
needs at Arlington Municipal Airport as activity at the airport grows.  Based upon the results of the se-
curity assessment, the TSA recommends 13 potential security enhancements for Arlington Municipal 
Airport.  These enhancements are discussed in detail as follows: 
 
TABLE 3P 
Recommended Security Enhancements  

  Points Determined Through Airport Security 
Characteristics Assessment 

Security Enhancements Tier 1 
> 45 

Tier 2 
25-44 

Tier 3 
15-24 

Tier 4 
0-14 

   Fencing         
   Hangars         
   Closed-Circuit Television (CCTV)         
   Intrusion Detection System         
   Access Controls         
   Lighting System         
   Personal ID/Vehicle ID System         
   Challenge Procedures         
   Law Enforcement Support         
   Security Committee         
   Transient Pilot Sign-In/Sign-Out Procedures         
   Signs         
   Documented Security Procedures         
   Positive/Passenger/Cargo/Baggage ID         
   Aircraft Security         
   Community Watch Program         
   Contact List         
Source: Security Guidelines for General Aviation Airports 
 
 
Access Controls: To delineate and adequately protect security areas from unauthorized access, it is im-
portant to consider boundary measures such as fencing, walls, or other physical barriers, electronic 
boundaries (e.g., sensor lines, alarms), and/or natural barriers.  Physical barriers can be used to deter 
and delay the access of unauthorized persons onto sensitive areas of airports.  Such structures are usu-
ally permanent and are designed to be a visual and psychological deterrent as well as a physical barri-
er.  The Airport provides perimeter fencing with access control gates for vehicles and pedestrians. 
 
Lighting System: Protective lighting provides a means of continuing a degree of protection from theft, 
vandalism, or other illegal activity at night.  Security lighting systems should be connected to an emer-
gency power source, if available. 
 
Personal ID System: This refers to a method of identifying airport employees or authorized tenants and 
allowing access to various areas of the airport through badges or biometric controls. 
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Vehicle ID System: This refers to an identification system which can assist airport personnel and law 
enforcement in identifying authorized vehicles.  Vehicles can be identified through the use of decals, 
stickers, or hang tags. 
 
Challenge Procedures: This involves an airport watch program which is implemented in cooperation 
with airport users and tenants to be on guard for unauthorized and potentially illegal activities at the 
airport. 
 
Law Enforcement Support: This involves establishing and maintaining a liaison with appropriate law 
enforcement, including local, state, and federal agencies.  These organizations can better serve the air-
port when they are familiar with airport operating procedures, facilities, and normal activities.  Proce-
dures may be developed to have local law enforcement personnel regularly or randomly patrol ramps 
and aircraft hangar areas, with increased patrols during periods of heightened security. 
 
Security Committee: This committee should be composed of airport tenants and users drawn from all 
segments of the airport community.  The main goal of this group is to involve airport stakeholders in 
developing effective and reasonable security measures and disseminating timely security information. 
 
Transient Pilot Sign-In/Sign-Out Procedures: This involves establishing procedures to identify non-
based pilots and aircraft using their facilities, and implementing sign-in/sign-out procedures for all 
transient operators and associating them with their parked aircraft.  Having assigned spots for transi-
ent parking areas can help to easily identify transient aircraft on an apron. 
 
Signs: The use of signs provides a deterrent by warning of facility boundaries, as well as notifying of the 
consequences for violation. 
 
Documented Security Procedures: This refers to having a written security plan.  This plan would in-
clude documenting the security initiatives already in place at Arlington Municipal Airport, as well as 
any new enhancements.  This document should consist of airport and local law enforcement contact 
information, and include utilization of a program to increase airport user awareness of security precau-
tions, such as an airport watch program. 
 
Positive/Passenger/Cargo/Baggage ID:  A key point to remember regarding general aviation passen-
gers is that the persons boarding these flights are generally better known to airport personnel and air-
craft operators than the typical passenger on a commercial airliner.  Recreational general aviation pas-
sengers are typically friends, family, or acquaintances of the pilot in command. Charter/ sightseeing 
passengers typically will meet with the pilot or other flight department personnel well in advance of 
any flights.  Suspicious activities, such as use of cash for flights or probing or inappropriate questions, 
are more likely to be quickly noted and authorities could be alerted.  For corporate operations, typical-
ly all parties onboard the aircraft are known to the pilots.  Airport operators should develop methods 
by which individuals visiting the airport can be escorted into and out of aircraft movement and parking 
areas. 
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Aircraft Security: The main goal of this security enhancement is to prevent the intentional misuse of 
general aviation aircraft for criminal purposes.  Proper securing of aircraft is the most basic method of 
enhancing general aviation airport security.  Pilots should employ multiple methods of securing their 
aircraft to make it as difficult as possible for an unauthorized person to gain access to it.  Some basic 
methods of securing a general aviation aircraft include: ensuring that door locks are consistently used 
to prevent unauthorized access or tampering with the aircraft; using keyed ignitions where appropri-
ate; storing the aircraft in a hangar, if available; locking hangar doors, using an auxiliary lock to further 
protect aircraft from unauthorized use (i.e., propeller, throttle, and/or tie-down locks); and ensuring 
that aircraft ignition keys are not stored inside the aircraft. 
 
Community Watch Program:  The vigilance of airport users is one of the most prevalent methods of 
enhancing security at general aviation airports.  Typically, the user population is familiar with those in-
dividuals who have a valid purpose for being on the airport property.  Consequently, new faces are 
quickly noticed.  A watch program should include elements similar to those listed below.  These rec-
ommendations are not all-inclusive.  Additional measures that are specific to each airport should be 
added as appropriate, including: 
 
• Coordinate the program with all appropriate stakeholders, including airport officials, pilots, busi-

nesses, and/or other airport users. 
 
• Hold periodic meetings with the airport community. 
 
• Develop and circulate reporting procedures to all who have a regular presence on the airport. 
 
• Encourage proactive participation in aircraft and facility security and heightened awareness 

measures.  This should include encouraging airport and line staff to “query” unknowns on ramps, 
near aircraft, etc. 

 
• Post signs promoting the program, warning that the airport is watched.  Include appropriate emer-

gency phone numbers on the sign. 
 
• Install a bulletin board for posting security information and meeting notices. 

 
• Provide training to all involved for recognizing suspicious activity and appropriate response tactics. 
 
Contact List: This involves the development of a comprehensive list of responsible personnel/agencies 
to be contacted in the event of an emergency procedure.  The list should be distributed to all appropri-
ate individuals.  Additionally, in the event of a security incident, it is essential that first responders and 
airport management have the capability to communicate.  Where possible, coordinate radio communi-
cation and establish common frequencies and procedures to establish a radio communications net-
work with local law enforcement. 
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FRACTIONAL JET OPERATOR SECURITY REQUIREMENTS 
 
The major fractional jet operators have established minimum standards for airports serving their air-
craft.  These minimum standard documents specify the following general security requirements: 
 
Identification: The Airport should issue unique identification badges for employees who have access to 
the aircraft operations areas.  Unescorted passenger access to the ramp is prohibited. 
 
Employees: The Airport must conduct FAA-compliant background checks on each employee.  The Air-
port must have pre-employment drug screening. 
 
Aircraft Security: Aircraft cannot be left unattended when the ground power unit or auxiliary power 
unit is operating.  Aircraft must be locked when unattended.  Aircraft must be parked in well-lit, highly 
visible areas with a minimum of six-foot chain link fencing.  Security cameras are preferred. Sightseers 
or visitors are not allowed access aboard or near aircraft. 
 
Facility Security:  Visual surveillance of all aircraft operational areas belonging to the Airport is re-
quired.  The Airport shall establish controlled access to the aircraft operational areas.  The Airport 
should maintain at least six feet between the safety fence and parked ground equipment.  Bushes and 
shrubs must be less than four feet in height. 
 
 
SECURITY SUMMARY 
 
Other security measures may be considered by the Airport as the local need demands and may include 
full perimeter fencing, hangar availability, closed-circuit television, and intrusion detection systems to 
name a few.  The Airport is currently pursuing safety and security enhancements through the imple-
mentation of additional perimeter fencing that includes six-foot fencing topped by three-strand barbed 
wire around the entire airport property.  This project is scheduled for implementation later in 2014.     
 
The security guidelines outlined here are only recommendations and are not regulatory in nature for 
general aviation airports.  As such, there is no specific federal funding eligibility associated with the 
ranking for the Airport. 
 
 
SUMMARY 
 
The intent of this chapter has been to outline the safety design standards and facilities required to 
meet potential aviation demand projected at Arlington Municipal Airport for the next 10 years.  In an 
effort to provide a more flexible Development Plan, the yearly forecasts from Chapter Two have been 
converted to planning horizon levels.  The short term roughly corresponds to a five-year timeframe and 
the intermediate term is approximately 10 years.  By utilizing planning horizons, airport management 
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The intent of this chapter has been 
to outline the safety design stand-
ards and facilities required to meet 
potential aviation demand project-
ed at Arlington Municipal Airport 
for the next 10 years. 

can focus on demand indicators for initiating projects and grant requests rather than on specific dates 
in the future. 
 
In Chapter Four, potential improvements to the airside 
and landside systems will be examined through a series 
of airport development alternatives.  Most of the alter-
natives discussion will focus on those capital improve-
ments that would be eligible for federal and state grant 
funds.  Other projects of local concern will also be pre-
sented.  Ultimately, an overall airport development plan 
that presents a vision beyond the 10-year scope of this 
planning document will be developed. 
 

Chapter Three - 54



DEVELOPMENT ALTERNATIVES
Chapter Four

The previous chapter outlined airside and landside facili es required to sa sfy avia on demand through 
the short term (years 1-5) and long term (years 6-10) planning periods of the Development Plan.  The 
next step in the planning process is to evaluate reasonable and prac cal ways these facili es can be 
provided.  The purpose of this chapter is to evaluate varied development alterna ves based on iden fied 
opportuni es as well as limita ons and constraints at Arlington Municipal Airport.  Each alterna ve 
provides a differing approach to meet exis ng and future facility needs, and those layouts are presented 
for purposes of evalua on. 

Some airports become constrained due to limited space availability, while others may become 
constrained due to adjacent land use development.  Arlington Municipal Airport has adequate land 
available to sa sfy projected avia on demand through the long term planning period of this study.  
Proper es adjacent to the Airport accommodate a variety of land uses, including commercial, industrial, 
and residen al.  Careful considera on should be given to the layout of future facili es and impacts to 
poten al airfield improvements, especially those related to the runway and taxiway system.  Proper 
planning at this me can ensure the long term viability of the Airport for avia on and economic growth.   

The primary goal of this planning process is to develop a viable plan for mee ng the needs resul ng from 
the projected market demand over the next 10 years.  The plan of ac on should be developed in a 
manner that is consistent with the future goals and objec ves of the City of Arlington, airport users, and 
ci zens of Arlington, who have a vested interest in the development and opera on of Arlington 
Municipal Airport.  
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The primary goal for the Development Plan is to 
define a future concept which positions the Air‐
port to be marketed, developed, and safely op‐
erated for the betterment of its users and the 
community as a whole. 

The ultimate goal is to develop the underlying rationale which supports the final recommended devel‐
opment concept.  Through this process, an evaluation of the highest and best uses of airport property 
will be made while also weighing local development goals, physical and environmental constraints, and 
appropriate airport design standards. 
 
 

AIRPORT DEVELOPMENT OBJECTIVES 
 
It is the overall objective of this Development Plan to produce a balanced aviation facility to serve fore‐
cast demands.   Before defining  and  evaluating  specific  alternatives,  airport development objectives 
should  be  established.    As  owner  and 
operator, the City of Arlington provides 
the overall guidance  for  the operation 
and  development  of  the Airport.    The 
primary goal for the Development Plan 
is to define a future concept which po‐
sitions the Airport to be marketed, de‐
veloped,  and  safely  operated  for  the 
betterment of its users and the community as a whole.  With this in mind, the following development 
objectives have been defined for this planning effort.   
 

 Conform with  Federal Aviation Administration  (FAA)  and  Texas Department  of  Transportation  – 
Aviation Division  (TxDOT) design and safety standards, wherever practical,  for  the mix of aircraft 
that could potentially use the Airport during the 10‐year planning period. 

 

 Develop a safe, attractive, and efficient aviation facility in accordance with applicable federal, state, 
and local regulations. 

 

 Provide sufficient airport capacity which will meet the long term planning horizon demand levels. 
 

 Reflect and support the long term planning efforts currently applicable to the region. 
 

 Develop facilities to safely and efficiently serve aviation users and support future growth. 
 

 Identify any future land acquisition needs. 
 

 Develop a facility with a focus on self‐sufficiency in both operational and development cost recov‐
ery. 

 

 Ensure that future development is environmentally compatible.   
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REVIEW OF PREVIOUS AIRPORT PLANS 
 
The previous Master Plan  for Arlington Municipal Airport was completed  in 2008 during  the master 
planning process.  The resulting Airport Layout Drawing (ALD) was approved by the FAA and TxDOT in 
June 2009.  The ALD is shown on Exhibit 4A. 
 
The  2008  Master  Plan  recommended  airfield  improvements  to  include  extending  Runway  16‐34  to 
6,780  feet,  increasing runway pavement strength to 120,000 pounds dual wheel  loading  (DWL), con‐
structing a parallel  taxiway on  the west side of Runway 16‐34, and  installing navigational aids  to  in‐
clude a medium intensity approach lighting system with runway alignment indicator lights (MALSR).  In 
addition, the Master Plan called for the construction of a new terminal building with associated aircraft 
parking apron space (and removal of existing building), and the allowance for additional hangar facility 
construction.   
 
Since the time of these recommendations, significant investments have been made at Arlington Munic‐
ipal Airport to include: 
 

 A redeveloped terminal area that includes a new terminal building and associated vehicle parking. 

 A partial parallel taxiway (Taxiway G) constructed on the west side of Runway 16‐34. 

 The implementation of a MALSR on Runway 34. 

 Landside development in the form of additional hangars and access taxiways on the east side of the 
Airport. 

 The reconstruction and/or rehabilitation of runway and taxiway pavements. 
 
The analysis presented in this chapter will revisit the recommendations presented in the previous Mas‐
ter Plan and included on the current ALD.  Since completion of the last plan, the FAA has made some 
significant modifications to airport design standards as outlined in the previous chapter.  As such, some 
of  the  previous  plan’s  elements may  be  carried  over  to  this Development  Plan  and  others may  be 
changed and/or removed from further consideration. 
 
 

AIRPORT PLANNING CONSIDERATIONS 
 
The development alternatives are categorized into two functional areas: airside and landside.  Airside 
considerations  relate  to  runways,  taxiways, navigational aids,  lighting and marking aids, etc. and  re‐
quire the greatest commitment of  land area to meet the physical  layout of the Airport as well as the 
required airfield safety standards.  The design of the airfield also defines minimum set‐back distances 
from  the  runway and object clearance standards.   These criteria are defined  first  to ensure  that  the 
fundamental needs of the Airport are met.   Landside considerations  include hangars, aircraft parking 
aprons, terminal services, as well as utilization of remaining property to provide revenue support for 
the Airport and to benefit the economic development and well‐being of the regional area.   
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Airside facilities are, by nature, the focal 
point of an airport complex. 

Each  functional area  interrelates and affects the development potential of the others.   Therefore, all 
areas must be examined individually and then coordinated as a whole to ensure the final plan is func‐
tional, efficient, and cost‐effective.   The total  impact of all these factors must be evaluated to deter‐
mine  if  the  investment  in Arlington Municipal Airport will meet  the needs of  the  surrounding  area, 
both during and beyond the planning period of this study.   
 
Exhibit  4B  presents  both  airside  and  landside  planning  considerations  that  will  be  specifically  ad‐
dressed  in this analysis.   These  issues are the result of the  findings of the aviation demand  forecasts 
and  facility  requirements evaluations, as well as  input  from  the Planning Advisory Committee  (PAC) 
and airport management.   
 
The remainder of this chapter will describe various development alternatives for airside and  landside 
facilities.   Although each area  is treated separately, ultimate planning will  integrate the  individual re‐
quirements so that they can complement one another.   
 
 

AIRSIDE DEVELOPMENT CONSIDERATIONS 
 
This section identifies and evaluates various airside development factors at Arlington Municipal Airport 
to meet  the  requirements  set  forth  in Chap‐
ter Three.  Airside facilities are, by nature, the 
focal point of an airport complex.  Because of 
their  primary  role  and  the  fact  that  they 
physically dominate airport  land use, airfield 
facility needs are often the most critical factor in the determination of viable development options. 
 
 
AIRPORT DESIGN CRITERIA 
 
Applicable  standards  for  airport  design  are  outlined  in  FAA  Advisory  Circular  (AC)  150/5300‐13A, 
Change 1, Airport Design.  The design of airfield facilities is primarily based on the physical and opera‐
tional characteristics of the critical design aircraft using the airport.   
 
The critical design aircraft is defined as the most demanding category of aircraft, or family of aircraft, 
which conducts at least 500 annual itinerant operations at an airport.  Planning for future aircraft use is 
of particular  importance since the design standards are used to determine safety area needs  for the 
runway system and separation distances between  facilities.   These  future standards must be consid‐
ered now to ensure that short term development does not preclude the reasonable long range poten‐
tial needs of an airport.   
 
Selection of the current and future critical aircraft must be realistic in nature and supported by current 
data and realistic projections.   A detailed analysis was conducted  in Chapter Three that  identified the 
types and number of  jet operations at Arlington Municipal Airport based upon the FAA’s Traffic Flow 
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Exhibit 4A
AIRPORT LAYOUT DRAWING

AIRPORT DEVELOPMENT PLAN
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Exhibit 4B
PLANNING CONSIDERATIONS

AIRPORT DEVELOPMENT PLAN

AIRSIDE CONSIDERATIONS

• Evaluate improvements necessary for Runway 16-34 to meet Runway Design Code (RDC) 
 C-III design standards.

• Examine potential extensions on Runway 16-34 to meet aircraft operational requirements.

• Consider a pavement design strength of 150,000 pounds dual wheel loading (DWL) on Runway 16-34.

• Analyze the width of certain taxiways to meet proper Taxiway Design Group (TDG) standards.

• Locate runway/taxiway hold lines per FAA standards.

• Evaluate the taxiway system in meeting airfield safety and geometry standards.

• Consider implementing light emitting diode (LED) lighting on the runway and taxiway system.

• Identify land acquisition needed to accommodate safety areas associated with existing/ultimate 
 conditions on Runway 16-34.

LANDSIDE CONSIDERATIONS

• Identify locations for additional hangar development to meet projected demand.

• Analyze redevelopment options to maximize airport property to meet projected demand and
 for revenue enhancement opportunities.

• Research areas for additional aircraft parking apron space to meet the demands of peak period 
 activity on the airfield.

• Evaluate options to better segregate fixed wing aircraft and helicopter operations.

• Determine efficient land uses that allow the airport to meet aviation and non-aviation demand.

• Examine options for additional vehicle parking access while best segregating aircraft and vehicle 
 traffic on airport movement areas.

• Identify potential revenue support parcels to include both airfield access and 
 non-airfield access areas.
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Analysis has indicated that Arlington Municipal 
Airport should plan for large business jets up to 
design category C‐III through the long term 
planning period of this study. 

Management System Counts (TFMSC).   As presented  in Table 4A, over the past several years Aircraft 
Approach Category (AAC) C has served as the most demanding AAC to exceed 500 annual operations, 
and Airplane Design Group (ADG) II constituted the most demanding ADG to experience over 500 an‐
nual operations.  As a result, the current critical design aircraft for Arlington Municipal Airport is C‐II.    
 
TABLE 4A  
Total Jet Operations by Aircraft Approach Category and Airplane Design Group 
Arlington Municipal Airport  

   Annual Operations 

   2010  2011  2012  2013  2014* 

AAC 

A   20  20  30 86  90
B  1,852  1,822  1,692 1,992  1,746
C  862  752  556 768  1,002
D  170  186  148 124  104

ADG 

I   790  926  950 1,076  900
II  2,046  1,794  1,432 1,684  1,584
III  66  58  44 210  458

* Includes May 2013 – April 2014 
AAC ‐ Aircraft Approach Category  
ADG ‐ Airplane Design Group  

Source: Traffic Flow Management System Counts from FAA Database 

 
 
Chapter Three defined airport and runway classifications, as outlined in FAA AC 150/5300‐13A, Change 
1, Airport Design, which are based upon the critical design aircraft operating at the Airport.  A Runway 
Design Code (RDC)  is applied to the runway  in order to  identify the appropriate design standards for 
the  runway and associated  taxiway  system.   The RDC  is made up of  the AAC,  the ADG, and  the ap‐
proach visibility minimums expressed in runway visual range (RVR) values.  The highest RDC is also con‐
sidered the overall Airport Reference Code (ARC) for an airport.      
 
Analysis has indicated that Arlington Municipal Airport should plan for large business jets up to design 
category C‐III through the long term planning period of this study.  Furthermore, the Airport has expe‐

rienced  an  increase  in air  cargo opera‐
tions during the past two years, mainly 
associated with the DC‐9, which  is also 
categorized  as  a  C‐III  aircraft.    The  in‐
crease  in AAC C and ADG  III operations 
at  the  Airport  in  recent  years  is  also 

presented  in Table 4A.   As a result, the 
RDC for Runway 16‐34 at Arlington Municipal Airport is planned at C‐III‐2400.  The RVR value of 2400 
indicates the runway is planned for an instrument approach with visibility minimums lower than ¾‐mile 
but not lower than ½‐mile.  This scenario currently exists on the lowest minimums associated with the 
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instrument  landing  system  (ILS) and global positioning  system  (GPS) approaches  serving Runway 34.  
The ultimate ARC for Arlington Municipal Airport will be planned at C‐III based upon the RDC designa‐
tion.   
 
 
SAFETY AREAS 
 
The design of airfield facilities includes both the pavement areas to accommodate landing and ground 
operations of aircraft, as well as  the  required  safety areas  to protect aircraft operational areas and 
keep them free of obstructions that could affect the safe operation of aircraft at the Airport.  The safe‐
ty areas  include the runway safety area (RSA), runway object free area (ROFA), runway obstacle free 
zone  (ROFZ), and  runway protection  zone  (RPZ).   The applicable design standards  for Runway 16‐34 
were previously outlined in Chapter Three.   As depicted on Exhibit 4C, there are areas on the airfield 
that do not conform to safety design standards related to the RSA, ROFA, and RPZ.   The ROFZ stand‐
ards are currently met on Runway 16‐34 at Arlington Municipal Airport. 
 
 
Runway Safety Area 
 
The  southwestern‐most  portion  of  the  RSA,  located  approximately  920  feet  from  the  Runway  34 
threshold, is currently penetrated by a portion of the perimeter access road, perimeter fencing, and a 
public roadway (Southeast Green Oaks Boulevard).   The portion of the RSA extending onto Southeast 
Green Oaks Boulevard is outside airport property, thus the Airport is unable to actively control and mit‐
igate this area.   
 
As previously discussed in Chapter Three, the existing RSA deficiency was identified in the 2008 Airport 
Master Plan and  it has been evaluated with FAA and TxDOT personnel  in  the past.   Previously, FAA 
standards required 1,000 feet of RSA prior to the approach end of Runway 34; however, the decision 
was made to keep the runway threshold  in  its current  location so as to prevent  impacts with aircraft 
holding short of the runway to remain clear of the precision obstacle free zone (POFZ) associated with 
an ILS approach serving Runway 34.  Subsequently, the FAA has revised the RSA standard to a required 
600 feet prior to the approach end of Runway 34; however, the full 1,000 feet required beyond the de‐
parture end of the runway remains unmet. 
 
Future planning should consider meeting the full RSA for C‐III standards beyond the departure end of 
Runway 16.    Ideally,  a portion of  Southeast Green Oaks Boulevard  could be  relocated  and outright 
property acquisition could be obtained on the currently deficient RSA area.   This would prove rather 
costly and may not be practical given the small amount of RSA affected.  As a result, the runway exten‐
sion alternatives to follow provide potential solutions to meeting RSA standards beyond the departure 
end of Runway 16 in the event that the FAA changes its previous position allowing for the 80‐foot defi‐
cient RSA. 
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Runway Object Free Area 
 
On the south side of the runway, perimeter fencing and a portion of Southeast Green Oaks Boulevard 
fall within the ROFA  in the same general area where the RSA  is obstructed.   On the north side of the 
runway, a dense area of trees penetrates the northwestern‐most portion of the ROFA.  Similar to the 
RSA, it would be ideal for the Airport to clear the ROFA and gain positive control over the property in 
order to meet design standards.   
 
It should be noted that under certain circumstances, the FAA may approve a Modification to Standard 
for non‐standard conditions on the airfield related to certain safety areas such as the ROFA.  A Modifi‐
cation to Standard cannot be approved for RSA deficiencies on an airport.  The runway extension alter‐
natives to follow provide potential solutions to meeting ROFA standards beyond each end of Runway 
16‐34. 
 
 
Runway Protection Zone 
 
FAA AC 150/5300‐13A, Change 1, defines the RPZ as “An area at ground level prior to the threshold or 
beyond the runway end to enhance the safety and protection of people and property on the ground.”  
The goal of the RPZ standard  is to  increase safety for both pilots and people on the ground by main‐
taining the RPZ free of items that attract groupings of people or property.   
 
The disposition of RPZs for each runway end should be considered individually.  The FAA recommends 
that an airport have ownership of the RPZ lands where feasible.  If outright ownership is not feasible, 
then easements can be acceptable.  Easements in the RPZ should allow an airport to positively limit the 
height of structures.  A third option for protection of the RPZs that extend beyond airport property is 
implementation of strict land use zoning that, at a minimum, prohibits residential development or oth‐
er development that could serve as a congregating point for people and restricts structure heights.   
 
All runway ends have two RPZs: an approach RPZ and a departure RPZ.  The size of each is dependent 
upon  the  type of aircraft or RDC  for which  the  runway  is being designed.   The approach RPZ  is also 
sized according to the lowest visibility minimums provided by the approved instrument approach pro‐
cedure(s).   For runways without a displaced threshold,  it  is common for the approach and departure 
RPZs to be in the same location.  This is currently the case for the approach and departure RPZs beyond 
the north end of the runway.  On the south end, the approach RPZ serving Runway 34 is larger than the 
departure RPZ associated with Runway 16 due to  instrument approach procedures providing visibility 
minimums down to ½‐mile on Runway 34.     FAA’s RPZ criterion applies to both the approach and de‐
parture RPZ. 
 
In the past, FAA guidance did not clearly identify all objects which could be located inside the RPZ ex‐
cept to qualify that the object could not be an attractant to a congregation of people.  In newer guid‐
ance, however,  the FAA  stipulates  that  certain  land uses are permissible without  further evaluation 
and other land uses will require further evaluation and ultimate FAA approval.  Chapter Three outlined 
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the updated guidance provided  in AC 150/5300‐13A, Change 1, and  Interim Guidance on  Land Uses 
within a Runway Protection Zone (9.27.2012)    
 
If an airport cannot fully control the entirety of the RPZ, the RPZ land use standards have recommenda‐
tion status for that portion of the RPZ not controlled by the airport owner.  In essence, this means that 
the FAA can require a change to the runway environment so as to properly secure the entirety of the 
RPZ.   The FAA has always held that residences, businesses, and similar uses should be excluded from 
the RPZ although this objective was not uniformly enforced.   Objects such as public roads, however, 
have always been allowed under previous guidance unless it posed an airspace obstruction.  FAA’s cur‐
rent guidance does not readily allow for public roads in the RPZ.   
 
As detailed on Exhibit 4C, the RPZs serving each end of Runway 16‐34 currently contain incompatibili‐
ties.  The approach and departure RPZs north of the runway end extend beyond airport property and 
over a portion of the outer road associated with U.S. Interstate 20.  A large portion of property within 
these RPZs is controlled through fee simple acquisition and an avigation easement.  The RPZs encom‐
pass 1.68 acres of land currently not under some type of control mechanism.   
 
On the south side of the runway, the approach and departure RPZs extend over Southeast Green Oaks 
Boulevard.  The outer portion of the departure RPZ extends beyond airport property but is contained 
within an existing avigation easement.  The Runway 34 approach RPZ extends even farther beyond the 
end of the runway due to the instrument approach procedures providing visibility minimums of ½‐mile.  
As such, 8.42 acres of the RPZ fall outside of airport property and the existing avigation easement to 
include portions of Southeast Green Oaks Boulevard, South Collins Street, and approximately 9  resi‐
dential homes.   
 
As previously discussed in Chapter Three, since the new RPZ guidance addresses new or modified RPZs, 
existing incompatibilities may be grandfathered under certain conditions.  For example, roads that are 
in  the current RPZ are  typically allowed  to  remain as grandfathered unless  the  runway environment 
changes.   The  airport  sponsor  should  take  reasonable  actions  to meet RPZ design  standards, which 
could  include  removing  the  residential homes  from within  the RPZ  to  the south of  the Airport.   The 
public roadways could be considered acceptable since they have existed since before the RPZ stand‐
ards were published.   Alternatives discussed  later  in  this chapter will  further evaluate  the effects of 
mitigating RPZ incompatibilities on the airfield system.   
 
 
RUNWAY LENGTH 
 
Runway 16‐34 is currently 6,080 feet long.  Analysis in the previous chapter recommended that the De‐
velopment Plan consider a potential runway extension  in order to support the needs of business and 
air cargo jets that frequent the Airport on a regular basis.  Several of these jets require additional run‐
way length, especially during hot weather conditions and/or under heavy loads.  Many of these aircraft 
are capable of operating at the Airport throughout most of the year, but will be weight‐restricted dur‐
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The 2008 Master Plan and 2009 ALD both call 
for a future runway length of 6,780 feet. 

ing hot days as jet engines are less efficient during higher temperatures.  Weight restrictions generally 
correlate with taking on less fuel, boarding fewer passengers, or hauling less cargo. 
 
The 2008 Master Plan and 2009 ALD both call for a future runway length of 6,780 feet.  An extension to 
the runway will not be simplistic as the Airport has been encroached on all sides by urban residential, 
commercial, and  industrial development.  
Furthermore, the Airport  is bound to the 
north  and  south  by  existing  roadways, 
which  include  U.S.  Interstate  20  to  the 
north  and  Southeast  Green  Oaks  Boule‐
vard  to  the  south.   Moreover, on‐airport and adjacent  land  topography will present  significant chal‐
lenges to runway extension options.  Further challenging matters is that the south end of Runway 16‐
34 does not conform to RSA and ROFA standards as previously discussed.   
 
Given the complexities involved with a potential runway extension at Arlington Municipal Airport, the 
alternatives  analysis  in  this  chapter will  consider  a 700‐foot extension  as proposed on  the  FAA  and 
TxDOT‐approved ALD.  Due to the proximity of Southeast Green Oaks Boulevard adjacent to the south 
end of the runway, the alternatives will only consider a northerly extension.  The alternatives will make 
distinctions  from the extension as outlined on the existing ALD and the proposed extension meeting 
updated FAA design criteria, in particular for RSA and RPZ standards. 
 
 
RUNWAY WIDTH 
 
The FAA design standard  for runway width  is based on the RDC and approach visibility minimums to 
the  runway.   Runway 16‐34 at Arlington Municipal Airport  is currently 100  feet wide and meets  the 
standard for RDC C‐II design criteria.   
 
FAA design standards call for a runway width of 150 feet to serve aircraft up to RDC C‐III with a maxi‐
mum certificated takeoff weight of 150,000 pounds or  less when the approach visibility minimums to 
the runway are lower than ¾‐mile.  Since the approach visibility minimums on Runway 34 are ½‐mile, 
planning should consider widening the runway to 150 feet in the event the Airport transitions to RDC 
C‐III.   Exhibit 4C depicts  the potential widening of Runway 16‐34 by adding 25  feet of pavement  to 
each side of the centerline.   
 
 
RUNWAY STRENGTH 
 
The pavement  strength  for Runway 16‐34  is  reported at 60,000 pounds  single wheel  loading  (SWL).  
While aircraft weighing more than the certified strength can operate on the runway, the  life span of 
the pavements can be shortened due to the utilization of these heavier loads over time. 
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FAA AC 150/5300‐13A, Change 1, Airport De‐
sign, instituted new design standards for taxi‐
ways, some of which impact planning Arlington 
Municipal Airport. 

According to a recent pavement evaluation conducted at the Airport, future consideration should be 
given to increasing the pavement strength to 150,000 pounds dual wheel loading (DWL) on Runway 16‐
34.  This strength rating will better accommodate increased operations by larger business jets, such as 
the Gulfstream V and Global Express, as well as air cargo aircraft such as the DC‐9, 727, and 737. 
 
 
TAXIWAY DESIGN 
 
Taxiway design has historically  followed  the critical aircraft utilizing  the  runway and  taxiway system.  
Common design issues have included parallel taxiway separation from the runway, taxiway width, and 

overall  system  efficiency.    FAA  AC 
150/5300‐13A,  Change  1,  Airport  De‐
sign,  instituted  new  design  standards 
for  taxiways,  some  of  which  impact 
planning  for  Arlington  Municipal  Air‐
port.    Most  of  the  new  or  updated 
standards were enacted to mitigate the 

potential for runway incursion events.  Changes were also aimed at improving pilot situational aware‐
ness.    The  FAA  has  indicated  that  all  airfields  should  be  planned  to meet  these  standards.   Actual 
changes will be made over time as grant funding is made available. 
 
Arlington Municipal Airport  is served by a taxiway system which  includes parallel, entrance/exit, and 
connector  taxiways  serving  Runway  16‐34.   While  the  existing  taxiway  system meets most  of  the 
standards outlined  in the AC, there are some  issues that should be addressed.   The following are the 
taxiway geometry concerns on the airfield: 
 
1. Taxiway C provides direct access to Runway 16‐34 from an aircraft parking area;    
2. Taxiways D and J provide a runway crossing opportunity in the high energy area for Runway 16‐34, 

now discouraged under new FAA guidelines; and  
3. Taxiway H does not provide a right‐angle connection to Runway 16‐34.  
 
 
Indirect Access 
 
A new taxiway design standard put into place under AC 150/5300‐13A, Change 1, is the prohibition of 
direct access between an aircraft parking area and a runway.   At Arlington Municipal Airport, the ex‐
tension of Taxiway C on the east side of the runway offers a direct pavement connection between the 
respective aircraft parking/hangar area and Runway 16‐34 as called out on Exhibit 4C.  Taxiway routing 
markings are not considered sufficient per FAA guidance.  As such, the FAA recommends constructing 
“No Taxi Islands” or removing the taxiways and replacing them in a location that does not provide di‐
rect access. 
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FAA guidance highly discourages the location 
of taxiways which route aircraft across a run‐
way in the high energy area. 

No Taxi Islands can be developed using markings around the island, green paint to identify the island, 
and lighting around the island; or, the islands can be developed by removing the pavement altogether.  
Either option will present an obstruction which will require a pilot to navigate a turn prior to entering a 
runway environment.  The FAA has found that requiring a turn prior to entering a runway can minimize 
runway incursion events.  A No Taxi Island has previously been implemented farther north on the main 
aircraft parking apron adjacent to the intersection of Taxiway D.    
 
A marked No Taxi Island is not capable of being implemented at the connector taxiway providing direct 
access to Taxiway C, as  it would negatively affect the circulation of aircraft utilizing the taxilane adja‐
cent to the aircraft storage hangars.   As a result, Exhibit 4C calls for the removal of the existing con‐
nector taxiway and replaces  it with a taxiway, placed  in such a manner that would require a pilot to 
turn the aircraft prior to entering a runway system.  In doing so, the  likelihood of a runway  incursion 
event could be minimized.  The actual construction of the proposed taxiway to enhance airfield safety 
should only be undertaken if directed by the FAA and TxDOT.   
 
 
High Energy Intersections 
 
FAA design standards also present a new concept of a runway’s “high energy area.”   The high energy 
area is defined as the middle third of a runway and is typically the location where aircraft are moving 
rapidly for takeoff or landing.  It is this area that aircraft are more vulnerable to accidents with aircraft 
crossing  through  as  they  cannot  readily 
slow or stop to avoid impacts.  FAA guid‐
ance  highly  discourages  the  location  of 
taxiways  which  route  aircraft  across  a 
runway in the high energy area. 
 
Arlington Municipal Airport has one taxiway which provides for a runway crossing  in the high energy 
area on Runway 16‐34, as depicted on Exhibit 4C.  Taxiway D on the east side of the runway and Taxi‐
way J on the west side of the runway serve as crossing taxiways providing access to multiple aviation‐
related facilities on the east side of the Airport and the enhanced run‐up area on the west side of the 
Airport.  In order to eliminate this crossing opportunity for the existing runway configuration, Taxiway J 
could be removed and replaced with a taxiway extending west of Taxiway E.  Alternatives to follow will 
include options to mitigate runway crossings in the high energy area based upon a proposed extension 
on Runway 16‐34.   
 
 
Right‐Angle Intersections 
 
All taxiways connecting the runway and parallel taxiway system currently provide right‐angle intersec‐
tions  on  Runway  16‐34  except  for  Taxiway  H.    Right‐angle  intersections  are  the  standard  run‐
way/taxiway intersection, except when there is a need for a high‐speed taxiway exit to accommodate 
airfield capacity demand.   Right‐angle  taxiways provide  the best visual perspective  for a pilot  to ob‐
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serve an aircraft in both directions.  Future planning should consider aligning Taxiway H at a right angle 
to Runway 16‐34.  Taxiway H is currently 105 feet wide.  As such, a large majority of its existing pave‐
ment could be utilized to align the taxiway at a 90‐degree angle to the runway.  As with other taxiway 
design enhancements, the actual realignment of this taxiway should only be undertaken if directed by 
the FAA and TxDOT.   
 
 
Taxiway Width 
 
Future taxiway development should meet Taxiway Design Group (TDG) 3 standards on Runway 16‐34.  
TDG 3 standards call for a taxiway width of 50 feet.   Currently, parallel Taxiway A on the east side of 
the runway, as well as Taxiways A, C, E, F, and A connecting parallel Taxiway A and the runway range 
from 35 feet to 45 feet in width.  As illustrated on Exhibit 4C, these taxiways are ultimately planned for 
a width of 50 feet.   Taxiways B and D on the east side of the runway and the partial parallel taxiway 
system on the west side of the runway currently meet or exceed TDG 3 standards.    
 
In addition, taxiway pavement  fillets should be planned to meet TDG 3 standards and accommodate 
proper cockpit over centerline steering methodology as defined  in AC 150/5300‐13A, Change 1.   The 
design of taxiway fillets should consider constructability and maintenance, and it is often preferable to 
construct more pavement  than  the minimum  required  in order  to maintain  the  taxiway edge  safety 
margin.  Designing taxiway fillets for a particular aircraft is subject to FAA and TxDOT review. 
 
 
Taxiway Separation Standards 
  
Taxiway  separation  standards  are  a  function  of  the  critical  design  aircraft  for  the  future  condition.  
Separation standards are directly related to the wingspan of the critical design aircraft, which is 49 feet 
to 79 feet for ADG II and 79 feet to 118 feet for ADG III.   
 
Parallel Taxiway A and partial parallel Taxiway G are both situated at 400 feet from Runway 16‐34 (cen‐
terline to centerline).  This distance meets the separation standard for C‐II and C‐III design with lower 
than ¾‐mile visibility minimums.   
 
Separation standards also apply to distances between parallel taxiways and/or taxilanes on the airfield.  
On the east side of the airfield, the separation between parallel Taxiway A and a taxilane providing ac‐
cess to T‐hangar development south of the terminal area does not meet ADG II or III separation stand‐
ards.   Currently,  the distance between  the  taxiway and  taxilane  is 60  feet  (centerline  to centerline).  
ADG  II standards call for a separation distance of 105 feet and ADG  III standards call for a separation 
distance of 152  feet.    In  addition, a  taxilane  serving marked  aircraft  tiedowns on  the  south aircraft 
parking apron is separated from parallel Taxiway A by a distance of 80 feet.  Similarly, this separation 
does not meet ADG II and III standards.       
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When planning for landside facilities, consideration must also be given to the design standards for sep‐
arating structures.  The taxiway object free area (TOFA) is the area required to be clear of object pene‐
trations surrounding taxiways.  For ADG II aircraft, the TOFA  is 131 feet wide as centered on the taxi‐
way.  For ADG III aircraft, the TOFA is widened to 186 feet.  Currently, the ADG II and III TOFAs for par‐
allel Taxiway A are obstructed in various locations adjacent to the east side of the taxiway.  The vehicle 
drive lane on the main aircraft parking apron is located approximately 40 feet east of the taxiway cen‐
terline and serves as a penetration to the ADG II TOFA.  For ADG III, the drive lane and approximately 
10 marked aircraft tiedowns are situated within the ultimate TOFA associated with Taxiway A.  Farther 
north, approximately 10 marked vehicle parking spaces adjacent to private conventional hangar devel‐
opment are located within the ADG II and ADG III TOFAs.  The landside analysis later in this chapter will 
discuss options for mitigating the separation deficiencies associated with parallel Taxiway A. 
 
While  these design  standards  should be  implemented  for all primary movement areas  (e.g., parallel 
taxiways, aprons), facilities not intended to serve the critical design aircraft can be designed to differ‐
ent separation standards.  For example, an area that is planned for nested T‐hangars can apply differ‐
ent separation standards for smaller single engine aircraft. 
 
 
HOLD LINE MARKINGS 
 
The current hold line markings associated with Taxiways A, C, D, E, F, and A on the east side of Runway 
16‐34 are located 250 feet from the runway centerline, which meets C‐II standards.  The standard for 
hold  lines associated with an RDC C‐III runway  is 250 feet, plus one foot for each additional 100 feet 
above sea  level.   As depicted on Exhibit 4C, planning should consider relocating the hold  lines on the 
taxiways previously mentioned to a distance of 257 feet from the runway centerline to meet appropri‐
ate design standards.  The hold line markings on Taxiways G, H, J, and G west of the runway, as well as 
Taxiway B on  the east  side of  the  runway are  located at 257  feet  from  the  runway  centerline,  thus 
meeting the ultimate marking standard for C‐III design.   
 
 
AIRFIELD LIGHTING 
 
During the course of the planning period, medium intensity runway lighting (MIRL) should continue to 
be applied  to Runway 16‐34 and medium  intensity  taxiway  lighting  (MITL) should be provided on all 
active taxiways serving the runway system.   In addition, the Airport should consider removing the  in‐
candescent airfield  lighting and  signage  systems, and  replacing  them with  light emitting diode  (LED) 
technology.   
 
The lighting upgrades could be undertaken on Runway 16‐34 and the taxiway system in the event that 
they are widened to 150 feet and 50 feet, respectively.  As discussed in Chapter Three, LED lighting has 
many advantages, including lower energy consumption and longer lifetimes. 
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FAA design standards call for an airport to pro‐
vide positive land use control over the land in 
the RPZ. 

AIRSIDE ALTERNATIVES 
 
The  following  section  describes  alternatives  as  they  relate  to  airside  considerations  previously  dis‐
cussed.  The first three alternatives are related to the Runway 34 approach RPZ and detail the impacts 
that would result from removing the RPZ from incompatible land uses south of the Airport.  Two other 
alternatives analyze the proposed 700‐foot runway extension as called  for on the existing ALD.   Also 
considered with  these  two alternatives are  taxiway geometry  improvements, options  for addressing 
the safety area deficiencies beyond the south end of the runway, and land acquisition needs.    
 
 
RUNWAY 34 APPROACH RPZ ANALYSIS 
 
As previously discussed, Runway 34  is served by ILS and GPS approaches that allow for visibility mini‐
mums down to ½‐mile.   As a result, the approach RPZ serving Runway 34 extends 2,700 feet beyond 
the south end of the runway and encompasses incompatible land uses, including two public roadways 
and approximately nine private residences.   The airport sponsor should take reasonable and practical 
actions  to meet RPZ  design  standards  in  order  to  protect  the  approach  visibility minimums  serving 
Runway 34.  
 
FAA design standards call for an airport to provide positive  land use control over the  land  in the RPZ.  
The most effective and FAA‐recommended control of the RPZ is outright ownership of the land so as to 
keep  it open space.   Purchasing airspace and  land use rights through avigation easements  is another 
option.  Finally, if ownership of the prop‐
erty  is not possible,  land use controls via 
zoning can be used.   For  rural and some 
suburban airports, the three RPZ options 
can  be  simply  achieved.    For  urban  air‐
ports in heavily populated areas, such as the case for Arlington Municipal Airport, these three options 
are very challenging.    It  should be noted  that a  large portion of property within  the Runway 34 ap‐
proach RPZ  is controlled through  fee simple acquisition and an avigation easement.   This property  is 
currently free of any incompatibilities.   
 
In order to completely clear the approach RPZ of incompatibilities, the recommended option would be 
to acquire property not under control of the Airport and relocate the  incompatible  land uses outside 
the RPZ.   While  an  option,  the  cost  of  relocating  portions  of  Southeast Green Oaks Boulevard  and 
South Collins Street would be substantial and the logistics involved with relocating the roadways, espe‐
cially Southeast Green Oaks Boulevard outside of the RPZ, would be practically impossible.  While this 
remains an option,  it  is very  likely  that  the FAA would not support  the costs  to do so and  the costs 
would  likely  exceed  the  ability of  the City of Arlington  to undertake  these projects without  federal 
funding assistance.   The alternative of purchasing and relocating the nine residences from within the 
RPZ is possible and will be further detailed later in this section.   
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Another option to meeting RPZ standards on Runway 34 would be to modify the existing runway envi‐
ronment  so as  to move  the approach RPZ off  the  incompatible  land uses.   This can be done  in  two 
ways.  The first would be to simply reduce the runway length.  This option would then shift the RPZ in 
relation to the amount of runway reduced.  As previously noted, the Airport and its users would like to 
achieve greater runway length, not less.  Reducing the runway pavement would impact both landings 
in one direction and takeoffs in the other.  As a result, this option is not preferred and should be avoid‐
ed if possible.  A second option is to allow the runway pavement to remain intact but instead limit op‐
erational runway length through the displacement of the landing threshold.  The following alternatives 
further detail these options. 
 
 
Runway 34 Approach RPZ – Alternative 1    
 
Alternative 1 on Exhibit 4D shifts the Runway 34 approach RPZ to the north in order to be fully situated 
on airport property and clear of Southeast Green Oaks Boulevard.  Since the RPZ begins 200 feet prior 
to the  landing threshold, this alternative would require displacing the Runway 34 threshold by 1,936 
feet.  In doing so, only 4,144 feet of runway length would be available for aircraft landing on Runway 
34.   
 
Other  significant  airfield  impacts  associated with  Alternative  1 would  include  the  relocation  of  the 
MALSR.  Approximately 1,800 feet of the MALSR would need to be located in the pavement, so as not 
to be an obstruction  to aircraft movements.   The  remaining portion of  the approach  lighting system 
can be constructed aboveground.   
 
The glide slope antenna associated with the ILS approach to Runway 34 would also have to be relocat‐
ed to account for the displaced threshold.  According to the FAA, glide slope antennas can be sited be‐
tween 750 feet and 1,250 feet from a runway threshold.  As such, the relocation of the glide slope an‐
tenna and  its associated critical area would make  the  southern portion of partial parallel Taxiway G 
unusable for aircraft movements.  While Alternative 1 would shift the approach RPZ onto airport prop‐
erty,  it would also  introduce new  incompatibilities on the east side of the Airport to  include two air‐
craft storage hangars and a portion of the south aircraft parking apron.   
 
 
Runway 34 Approach RPZ – Alternative 2 
 
Exhibit 4D also presents Alternative 2  in dealing with the Runway 34 approach RPZ.   The goal of this 
alternative would be to relocate the RPZ off the residential land uses.  As depicted, the RPZ would need 
to be shifted a minimum of 200 feet north so as to remain clear of the residences farther south.  In do‐
ing so, the Runway 34 threshold would be displaced 200 feet, providing for a landing distance of 5,880 
feet on Runway 34.     
 
The southeast portion of the approach RPZ would encompass approximately 0.89 acres of uncontrolled 
property, to include a portion of South Collins Street.  At a minimum, the Airport sponsor would need 
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to pursue positive control over  this property  through an easement.   Farther north, Southeast Green 
Oaks Boulevard would also remain in the RPZ.   
 
Alternative 2 would necessitate changes to the MALSR but not to the extent as in Alternative 1.  Since 
the MALSR light‐lanes are situated at 200‐foot increments, the 200‐foot displaced threshold would re‐
quire shifting the light‐lanes accordingly but not involve a total relocation of the MALSR as in the first 
alternative.   The  initial  light‐lane would need  to be built  into  the pavement as  it would begin at  the 
physical end of runway pavement.     
 
In  this alternative,  the glide  slope antenna may be allowed  to  remain  in  its current  location  since  it 
would be situated approximately 800 feet from the displaced threshold.  The FAA would need to make 
a determination of  its suitability at 800 feet from threshold.   As a result, the use of Taxiway G on the 
west side of the Airport could continue.    
 
 
Runway 34 Approach RPZ – Alternative 3 
 
Alternative 3 depicted at the bottom of Exhibit 4D calls for the acquisition of approximately 2.40 acres 
of land in the southwest corner of the approach RPZ that currently include the residential land uses.  In 
doing so, the Airport could gain positive control over the property and remove the homes from within 
the RPZ.   The RPZ would continue  in  its existing  location, allowing for the airfield configuration to re‐
main  in  its current condition.   Approximately 1.55 acres of  land  in  the  southeast portion of  the RPZ 
would  remain uncontrolled.    It would be desirable  for  the City  to pursue positive  control over  this 
property through an easement if fee acquisition is not possible or practical.     
 
While this alternative would allow for the full 6,080 feet of  length for aircraft  landing on Runway 34, 
the cost associated with  removing and  relocating  residences outside  the existing RPZ would be sub‐
stantial.   Further coordination would be needed with the FAA and TxDOT to determine the  likelihood 
of this alternative. 
 
 
Runway 34 Approach RPZ Summary 
 
It is evident from this evaluation that Arlington Municipal Airport cannot fully meet the Runway 34 ap‐
proach RPZ standards without substantial and costly improvements.  In Alternative 1, the relocation of 
the RPZ onto airport property would not be feasible as the decrease in landing distance on Runway 34 
would render  it unusable by existing aviation demand, particularly turbine aircraft.   Furthermore, the 
relocation of the MALSR and glide slope antenna would prove very costly and a portion of Taxiway G 
on  the west  side of  the  runway would have  to be  closed, which dismisses  a  significant  investment 
made at the Airport in recent years.  As a result, it is not practicable for the Airport to meet RPZ stand‐
ards as depicted in Alternative 1 and this alternative will not be pursued. 
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Alternative 2 helps to decrease incompatibilities within the approach RPZ by removing it from the resi‐
dential land uses to the south.  This would require a 200‐foot displacement on Runway 34 and decreas‐
ing the  landing  length to  less than 6,000 feet.   The major airfield  improvement needed to accommo‐
date this alternative involves modifying the MALSR, which would include installing a new in‐pavement 
light‐lane at the existing end of runway pavement.   It should be noted that since this alternative calls 
for a change to the runway environment (i.e., displaced threshold as a result of the relocated approach 
RPZ), the Airport would need to coordinate this modification with the FAA’s proper  lines of business 
(including APP‐400) to get an official approval on the relocation of the RPZ as proposed.   
 
Alternative 3 aims to satisfy the FAA‐recommended approach of securing positive control of the RPZ 
through fee simple acquisition of the property currently encompassing residential  land uses.   As a re‐
sult,  the homes  can be  removed  and/or  relocated  from within  the RPZ.   A portion of  South Collins 
Street would still remain in the outer portion of the RPZ, but the FAA may allow this roadway since it is 
considered an existing condition.   The same would apply to Southeast Green Oaks Boulevard  farther 
north.   
 
Implementation of  any of  the  alternatives would  result  in  similar environmental  impacts  associated 
with potential land acquisition and the relocation of navigational approach aids on and adjacent to the 
Airport.      
 
 
RUNWAY 16‐34 EXTENSION ANALYSIS 
 
As previously discussed, the 2008 Master Plan and 2009 ALD propose a 700‐foot extension on Runway 
16‐34.  Runway extensions greater than 700 feet were also analyzed; however, given the existing con‐
straints  to  the north and  south of  the Airport, namely U.S.  Interstate 20 and Southeast Green Oaks 
Boulevard, and  the  investment necessary  to construct  such an extension,  this  study considers  it not 
practicable to do so.  Furthermore, updated FAA design standards will make it difficult for the Airport 
to justify any runway extension scenario, not to mention one in excess of what is depicted on the exist‐
ing ALD.  As a result, no runway extension options beyond the existing ALD approved 700‐foot exten‐
sion will be evaluated.    
 
The exhibits to follow analyze two separate alternatives dealing with the 700‐foot extension.  The first 
alternative depicts the extension as called for in the previous Master Plan and on the existing ALD.  The 
second alternative applies updated FAA guidance to properly meet safety design standards associated 
with the proposed extension.  Both alternatives include options for improving taxiway geometry. 
 
 
Runway 16‐34 Extension – Alternative 1 
 
Alternative 1, depicted on Exhibit 4E,  considers  the 700‐foot northerly extension on Runway 16‐34, 
achieving an overall usable pavement length of 6,780 feet.  The proposed RSA and ROFA would extend 
beyond the north property boundary, necessitating the need to acquire  land.   As proposed, approxi‐
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mately 24.40 acres of land would be acquired between the existing airport property line and the road‐
way network associated with U.S. Interstate 20 to provide an enhanced safety and land use compatibil‐
ity buffer.  It should be noted that a large portion of this area is currently controlled by the Airport via 
an  avigation  easement.    In  order  to  satisfy  safety  standards,  the  RSA  and  ROFA would  need  to  be 
cleared of trees and any other obstructions and the terrain graded.  In addition, the relocation of the 
localizer associated with the ILS approach to Runway 34 is called for to maintain a compatible RSA.              
 
As a result of the proposed runway extension, the approach and departure RPZs would extend farther 
north over U.S. Interstate 20 and encompass portions of two parking lots that serve large commercial 
office buildings as well as one of these buildings.  Since the approach and departure RPZs for Runway 
16 are the same size, the exhibit depicts only one RPZ for the north end.    In order for the Airport to 
gain positive control over this area, an avigation easement is proposed over the commercial land uses 
that would encompass approximately 5.45 acres.  Based upon updated FAA guidance detailed earlier in 
this chapter, the FAA strongly discourages the introduction of new incompatibilities within RPZs, such 
as U.S. Interstate 20 and the commercial business complexes. 
 
Beyond the south end of the runway, Alternative 1 depicts the existing approach and departure RPZs 
associated with the airfield system.  In order to obtain control over portions of the approach RPZ that 
extend outside of airport property,  this alternative calls  for  two separate avigation easements.   One 
would entail 0.34 acres of land in the southeast portion of the RPZ adjacent to South Collins Street, and 
the other would  include 2.40 acres of  land over residential  land uses  in the southwest portion of the 
approach RPZ.   
 
The RSA and ROFA deficiencies at the south end of the runway are not fully mitigated  in this alterna‐
tive.   As previously discussed,  the  FAA and TxDOT are aware of  this  safety deficiency and have ap‐
proved the non‐standard condition on the existing ALD.     
 
Updated FAA guidance  includes  the need  to plan  for airfield geometry  improvements  in order  to  in‐
crease safety, primarily by avoiding runway  incursions.   As noted earlier  in this chapter, the FAA dis‐
courages the  location of taxiways which route aircraft across a runway  in the high energy area.   The 
high energy area is defined as the middle third of a runway and is typically the location where aircraft 
are moving rapidly for takeoff or landing.  The high energy area associated with the proposed length on 
Runway 16‐34 is outlined on Exhibit 4E.  Under this condition, in order to limit runway crossings in the 
high energy area, Alternative 1 calls for the removal of Taxiway J on the west side of the runway and 
replaces  it with a taxiway farther south extending west of Taxiway C to parallel Taxiway G.   The rea‐
lignment of Taxiway H  is also depicted that would provide a preferred right angle  intersection to the 
runway.     
 
 
Runway 16‐34 Extension – Alternative 2 
 
As presented on Exhibit 4F, Alternative 2 includes a 700‐foot northerly extension to Runway 16‐34 and 
proposes a displaced landing threshold and the use of declared distances in order to mitigate RSA and 
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Alternative 2 includes a 700‐foot nor‐
therly extension to Runway 16‐34 and 
proposes a displaced landing threshold 
and the use of declared distances in or‐
der to mitigate RSA and RPZ incompat‐
ibilities to the runway environment. 

RPZ incompatibilities to the runway environment.  Declared distances are the effective runway length 
that the airport operator declares available for takeoff run, takeoff distance, accelerate‐stop distance, 
and  landing distance requirements.   Pilots utilize these measurements  in their runway  length calcula‐
tions.  The four declared distances are defined as the following:   
 
Takeoff run available (TORA) ‐ The length of the 
runway declared available and suitable to accel‐
erate  from  brake  release  to  lift‐off,  plus  safety 
factors. 
 
Takeoff  distance  available  (TODA)  ‐  The  TORA 
plus  the  length  of  any  remaining  runway  or 
clearway beyond the far end of the TORA availa‐
ble to accelerate from brake release past lift‐off, 
to start of take‐off climb, plus safety factors. 
 
Accelerate‐stop distance available (ASDA) ‐ The length of the runway plus stopway declared available 
and suitable to accelerate from brake release to take‐off decision speed, and then decelerate to a stop, 
plus safety factors. 
 
Landing distance available (LDA) ‐ The distance from the threshold to complete the approach, touch‐
down, and decelerate to a stop, plus safety factors. 
 
The TORA and TODA are often equal to the actual runway length.  The ASDA and the LDA are the pri‐
mary considerations  in determining  the  runway  length available  for use by aircraft, as  these calcula‐
tions must consider providing the full RSA and ROFA to standard in operational calculations.  The ASDA 
and LDA can be figured as the usable portions of the runway length less the distance required to main‐
tain adequate safety areas beyond the ends of the runway or prior to the landing threshold.  By regula‐
tion, a full 1,000 feet of RSA and ROFA must be available at the far end of a departure operation in the 
ASDA  calculation.    For  LDA  calculations,  600  feet of RSA  and ROFA  is  required prior  to  the  landing 
threshold, and 1,000 feet of RSA and ROFA is required beyond the far end of the landing operation. 
 
In contrast to the previous alternative, a 700‐foot displaced threshold is proposed on Runway 16.  Ac‐
cording to AC 150/5300‐13A, Change 1, a runway’s threshold is located to provide proper clearance for 
landing aircraft over existing obstacles while on approach to  landing.   Runway thresholds can be dis‐
placed to provide: 
 
1) A means for obtaining RSA prior to the threshold; 
2) A means for obtaining additional ROFA prior to the threshold; 
3) A means for locating the RPZ to mitigate unacceptable incompatible land uses; and 
4) Mitigation of environmental impacts. 
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The proposed 700‐foot displacement in Alternative 2 would allow for proper RSA and ROFA prior to the 
landing threshold, as well as allowing for the approach RPZ to remain in  its existing  location, which  is 
clear of  incompatible  land uses  farther north  to  include U.S.  Interstate 20 and  commercial business 
complexes.  Approximately 1.68 acres of the RPZ would still fall outside of Airport control.  Under this 
scenario, the RPZs remain as they currently exist.   
 
With a 700‐foot extension proposed, the TORA and TODA would increase to 6,780 feet for Runway 16.  
In order to gain the full use of runway pavement in the TORA and TODA calculations, the assumption 
made  is that Southeast Green Oaks Boulevard  is allowed to remain  in the departure RPZ beyond the 
south end of the runway.   The ASDA would decrease to 6,700 feet to account for the RSA deficiency 
that exists beyond  the south end of  the  runway.    It  should be noted  that under  this alternative  the 
ROFA deficiency could be acceptable through a Modification to Standard as previously discussed.  The 
ASDA on Runway 16 would still account for nearly the full length of the runway which is preferred for 
jet aircraft since this is the primary direction for takeoff during times when high temperatures and high 
density altitudes require greater runway  lengths  for  larger aircraft.    In order  to account  for  the 700‐
foot displaced threshold and 80‐foot RSA insufficiency, the LDA on Runway 16 would decrease to 6,000 
feet.   
 
Even though 6,780 feet of pavement is proposed in Alternative 2, the TORA, TODA, ASDA, and LDA on 
Runway 34 are all calculated to remain at 6,080.  The TORA and TODA must be reduced in accordance 
with  the  location of  the departure RPZ beyond  the north end of  the  runway,  thereby  reducing  the 
takeoff calculation by 700 feet.  The ASDA and LDA would be 6,080 feet in order to account for the full 
1,000 feet of RSA and ROFA needed beyond the north end of the runway.  This will allow the localizer 
to remain in its current location.  It should be noted that under this alternative the Airport should pur‐
sue the acquisition of residential  land uses  in the southwest portion of the approach RPZ  in order to 
clear  it of  the homes.    It  is assumed  that portions of South Collins Street and Southeast Green Oaks 
Boulevard will be allowed to remain in the existing approach RPZ.         
 
Exhibit 4F accounts for mitigating the RSA deficiency that exists beyond the south end of Runway 16‐
34.   Previous discussion has  indicated that the FAA and TxDOT are aware of the RSA deficiency and a 
mutual decision was made at the time to maintain the existing runway environment, in essence, allow‐
ing the RSA deficiency to remain.  During this planning process, it is prudent to analyze this issue and 
present alternatives for conforming to full safety standards to the extent practicable.  Table 4B further 
outlines  the declared distances  that would be proposed with  three  separate  scenarios dealing with 
safety standards associated with  the RSA beyond  the south end of  the  runway when  taking  into ac‐
count the 700‐foot extension as previously detailed.  It should be noted that one of the scenarios also 
accounts for meeting full ROFA standards.  
 
Alternative 2 also accounts for improvements to airfield geometry included in the runway’s high ener‐
gy area.  Similar to Alternative 1, the proposed high energy area is outlined and the placement of cor‐
responding taxiway connectors is depicted on the west side of the runway to adhere to FAA guidance 
regarding high energy intersections. 
   

Chapter Four - 31



 
 

 

TABLE 4B 
Proposed Declared Distances Scenarios 
Arlington Municipal Airport  

   Runway  

Meet RSA Standards (as on Exhibit 4F)  16  34 

Takeoff Run Available (TORA)  6,780  6,080 
Takeoff Distance Available (TODA)  6,780  6,080 
Accelerate‐Stop Distance Available (ASDA)  6,700  6,080 
Landing Distance Available (LDA)  6,000  6,080 

Meet RSA and ROFA Standards   16  34 

Takeoff Run Available (TORA)  6,780  6,080 
Takeoff Distance Available (TODA)  6,780  6,080 
Accelerate‐Stop Distance Available (ASDA)  6,680  6,080 
Landing Distance Available (LDA)  5,980  6,080 

Allow RSA Deficiency to Remain  16  34 

Takeoff Run Available (TORA)  6,780  6,080 
Takeoff Distance Available (TODA)  6,780  6,080 
Accelerate‐Stop Distance Available (ASDA)  6,780  6,080 
Landing Distance Available (LDA)  6,080  6,080 

Source: Coffman Associates analysis 

 
 
Runway 16‐34 Extension Summary 
 
The previous runway extension alternatives considered methods which attempt to provide additional 
runway length, while also attempting to meet FAA and TxDOT airport safety design criteria.  Any capital 
expenditures  required  to meet  the needs of aircraft utilizing Arlington Municipal Airport will  require 
specific justification.  The FAA and TxDOT typically stipulate that if a runway extension is planned, doc‐
umentation of 500 annual itinerant operations of the design aircraft will be required.   
 
There are several methods to track aircraft activity.  The FAA has made available a comprehensive da‐
tabase called the Traffic Flow Management System Counts (TFMSC).   There are also several user sub‐
scription services, such as Airport IQ and Flight Aware, which offer similar services.  The Airport’s fixed 
base operator (FBO) can also track individual activity by business jets.  This would be recommended as 
some aircraft operating under visual  flight rules  (VFR) may not be documented  in the FAA database.  
Finally, letters from operators addressing their runway needs can provide documentation for justifica‐
tion of FAA and TxDOT support.  
 
Based upon updated FAA guidance,  it  is  likely that Alternative 2 would be  implemented  in the event 
that a runway extension is approved at the Airport.  The extension would provide additional operating 
length for departures on Runway 16 which is desirable for hot temperatures and high density altitude 
conditions; however, landings on Runway 16 and departures and landings on Runway 34 would only be 
able to utilize the existing pavement length of 6,080 feet in order to satisfy safety requirements.  As a 
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The best approach to landside facility 
planning is to consider the development 
to be like that of a community where 
land use planning is the guide. 

The Airport should plan for the construction of addi‐
tional aircraft hangars over the next 10 years.  
Hangar development takes on a variety of sizes cor‐
responding with several different intended uses.

result, the 700‐foot extension would  in essence be considered one‐way pavement  for departures on 
Runway 16 only, making the costs associated with construction even more substantial.    
 
Implementation of the runway extension alternatives would result in environmental impacts.  The area 
adjacent to the north end of the Airport would need to be improved to allow for the extension of the 
runway and parallel taxiway systems.  Biological and cultural surveys would also be needed beyond the 
north end when considering the extension and associated safety areas.   
 
 

LANDSIDE DEVELOPMENT CONSIDERATIONS 
 
Generally, landside issues are related to those facilities necessary, or desired, for the safe and efficient 
parking and storage of aircraft, movement of pilots and passengers to and from aircraft, airport sup‐

port  facilities,  and  overall  revenue  support  func‐
tions.   Landside planning considerations, summa‐
rized previously on Exhibit 4B, will focus on strat‐
egies following a philosophy of separating activity 
levels.    To  maximize  airport  efficiency,  it  is  im‐
portant  to  locate  facilities  together  that  are  in‐
tended  to  serve  similar  functions.    The  best  ap‐

proach  to  landside  facility planning  is  to  consider  the development  to be  like  that of  a  community 
where land use planning is the guide.  For airports, the land use guide in the terminal area should gen‐
erally be dictated by aviation activity levels.  Due to the amount of developable land available at Arling‐
ton Municipal Airport, consideration will also be given to non‐aviation uses that can provide additional 
revenue support to the Airport and support economic development for the region.  
 
 
HANGAR DEVELOPMENT 
 
Analysis in Chapter Three indicated that the Airport should plan for the construction of additional air‐
craft hangars over the next 10 years.   Hangar development takes on a variety of sizes corresponding 
with several different intended uses. 
 
Commercial  general  aviation  ac‐
tivities  are  essential  to  providing 
the  necessary  services  on  an  air‐
port.    This  includes  privately 
owned  businesses  involved  with, 
but  not  limited  to,  aircraft  rental 
and  flight  training,  aircraft  char‐
ters, aircraft maintenance,  line service, and aircraft fueling.   These types of operations are commonly 
referred  to as  FBOs or  specialized aviation  service operators  (SASOs).   The  facilities associated with 
businesses such as these include large conventional type hangars that hold several aircraft.  High levels 
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of activity often characterize these operations, with a need for apron space for the storage and circula‐
tion of aircraft.   These facilities are best placed along ample apron frontage with good visibility from 
the runway system for transient aircraft.  Utility services are needed for these types of facilities, as well 
as vehicle parking areas. 
 
Aircraft hangars used for the storage of smaller aircraft primarily involve T‐hangars or linear box hang‐
ars.   Since storage hangars often have  lower  levels of activity, these types of facilities can be  located 
away from the primary apron areas in more remote locations of the airport.  Limited utility services are 
needed for these areas. 
 
Other types of hangar development can include executive hangars for accommodating either one larg‐
er aircraft or multiple smaller aircraft.  Typically, these types of hangars are   used by corporations with 
company‐owned aircraft or by an individual or group of individuals with multiple aircraft.  These hang‐
ar areas typically require all utilities and segregated roadway access.   
 
Table 4C summarizes the aircraft hangar types and corresponding size and aviation uses that are typi‐
cally  associated with each  facility.   Currently,  there  is  approximately 439,600  square  feet of hangar 
space (including maintenance area) provided on the Airport made up of a combination of the hangar 
types previously discussed.    In addition, Bell Helicopter utilizes 156,000  square  feet of hangar  space 
specifically for its operational activities. 
 
TABLE 4C 
Aircraft Hangar Types  
Arlington Municipal Airport  

Hangar Type  Typical Size  Aviation Uses 

Conventional  
Clearspan hangars greater than 
10,000 square feet 

FBOs, SASOs, and other commercial aviation 
activities resulting in high activity uses 

Executive 
Clearspan hangars less than 
10,000 square feet 

SASOs, Corporate flight departments, and pri‐
vate aircraft storage resulting in medium‐to‐high 
activity uses 

T‐Hangar/Linear Box 
Individual storage spaces offering 
1,200 ‐ 1,500 square feet 

Private aircraft storage resulting in low activity 
uses 

FBO – Fixed Base Operator 
SASO – Specialized Aviation Service Operator 

 
 
INTERIOR VEHICLE ACCESS 
 
A planning consideration  for any airport  is the segregation of vehicles and aircraft operational areas.  
This is both a safety and security consideration for an airport.  Aircraft safety is reduced and the poten‐
tial for accidents increase when vehicles and aircraft share the same pavement surfaces.  Vehicles con‐
tribute to the accumulation of debris on aircraft operational surfaces, which increases the potential for 
foreign object debris (FOD) damage, especially for turbine‐powered aircraft.  The potential for runway 
incursions is increased, as vehicles may inadvertently access active runway or taxiway areas if they be‐
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The best solution is to provide dedicated vehicle ac‐
cess roads to each landside facility that is separated 
from  the  aircraft  operational  areas  with  security 
fencing. 

Two primary factors contribute to the 
determination of the BRL: type of run‐
way (utility or other‐than‐utility) and the 
capability of the instrument approaches. 

come  disoriented  once  on  the  air‐
port  operational  area  (AOA).    Air‐
field security may be compromised 
as  there  is  loss of control over  the 
vehicles  as  they  enter  the  AOA.  
The  greatest  concern  is  for  public 

vehicles, such as delivery vehicles and visitors, which may not fully understand the operational charac‐
teristics of aircraft and the markings in place to control vehicle access.  The best solution is to provide 
dedicated vehicle access roads to each landside facility that is separated from the aircraft operational 
areas with security fencing. 
 
The segregation of vehicle and aircraft operational areas  is supported by FAA guidance established  in 
June 2002 and amended in March 2008.  FAA AC 150/5210‐20, Ground Vehicle Operations on Airports, 
states, “The control of vehicular activity on the airside of an airport is of the highest importance.”  The 
AC further states, “An airport operator should  limit vehicle operations on the movement areas of the 
airport to only those vehicles necessary to support the operational activity of the airport.” 
 
The present landside facility layout of the Airport requires vehicle traffic to operate on active taxilanes 
and aircraft parking aprons in order to get access to certain hangars and other aviation operators.  This 
is acceptable for activity associated with small private aircraft storage.  In locations where larger hang‐
ars that serve commercial general aviation activities exist, it is preferred to segregate aircraft and vehi‐
cle operations, while also maximizing the use of potential landside development.  
 
 
BUILDING RESTRICTION LINE 
 
The building restriction line (BRL) is a line that identifies suitable building area locations on the airport 
and helps limit building proximity to aircraft movement areas.  The BRL should be set beyond the RPZs, 
ROFAs, ROFZs, navigational aid critical areas, areas required for terminal  instrument procedures, and 
other areas necessary for meeting line‐of‐sight criteria. 
 
Two primary  factors contribute  to  the determi‐
nation of the BRL: type of runway (utility or oth‐
er‐than‐utility) and  the  capability of  the  instru‐
ment approaches.   Runway 16‐34  is considered 
an  “other‐than‐utility”  runway  since  it  accom‐
modates  an  array  of  aircraft  activity  including 
large business jets. 
 
The BRL  is the product of Title 14 CFR Part 77 transitional surface clearance requirements.   These re‐
quirements stipulate that no object be located in the primary surface, defined as being no closer than 
250  feet  from a non‐precision  instrument  runway  centerline  (visibility minimums not  lower  than ¾‐
mile) and not closer  than 500  feet  to a  runway served by a precision  instrument approach  (visibility 
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minimums lower than ¾‐mile).  For Arlington Municipal Airport, the primary surface is 1,000 feet wide 
(500 feet either side of the runway centerline).  From the primary surface, the transitional surface ex‐
tends outward at a slope of one vertical foot to every seven horizontal feet.   
 
The  location of the BRL  is dependent upon the selected allowable structure height.   Traditionally, the 
BRL is set at a point where the transitional surface is 20 feet or 35 feet above runway elevation.  The 
alternatives  to  follow  consider a 20‐foot BRL  in  relationship  to  the  runway  system and existing and 
proposed  land uses.   Due to the relatively  limited amount of space between the runway system and 
existing landside facilities on the east side of the Airport, the BRL will be a factor in future landside de‐
velopment within these areas. 
 
 
ROTORCRAFT OPERATIONS 
 
Arlington Municipal Airport accommodates a significant number of rotorcraft (helicopter and tiltrotor) 
operations, a majority of which are related to flight testing and training activities associated with Bell 
Helicopter and AgustaWestland.  Bell Helicopter conducts operations from its facility on the west side 
of the Airport.   AgustaWestland and other helicopter operators utilize Runway 16‐34 and the parallel 
taxiway system on each side of the runway for flight testing and training.   There  is  limited dedicated 
helicopter parking on the apron areas and, as a result, helicopters often have to hover adjacent to fixed 
wing aircraft in order to arrive at their intended landing destination.  Furthermore, airport traffic con‐
trol tower (ATCT) personnel are tasked with combining rotorcraft and other aircraft operations at the 
Airport which can at times be difficult to segregate given a rotorcraft’s different operational capabili‐
ties in the traffic pattern. 
 
The alternatives  to  follow will consider segregated parking areas  for helicopters  from  fixed‐wing air‐
craft.    In addition, to better accommodate rotorcraft activities as well as to  increase the airfield’s ca‐
pacity, an independent touch‐down and lift‐off (TLOF) area for rotorcraft will be analyzed. 
 
 
TAXIWAY ADG STANDARDS 
 
As detailed earlier in this chapter, there are incompatibilities adjacent to the east side of parallel Taxi‐
way A that do not meet TOFA and separation standards for existing ADG II and ultimate ADG III design.  
Exhibit 4G depicts the ADG II and III TOFAs, extending 65.5 feet and 93 feet east of the taxiway center‐
line, respectively.  The vehicle drive lane and approximately 10 marked aircraft tiedowns on the main 
aircraft parking apron are located within the existing and ultimate TOFAs.  At a minimum, the marked 
tiedowns should be  removed, and  if demand dictates,  relocated  to another area away  from  taxiway 
development.  Ideally, the vehicle drive lane could be relocated away from the parallel taxiway; how‐
ever,  since  it  is designated only  for approved personnel,  it could be  justified  in  its existing  location.  
Farther north, approximately 10 marked vehicle parking  spaces  should be  removed  from within  the 
existing and ultimate Taxiway A TOFAs.     
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Consideration should be given to con‐
structing a dedicated maintenance facili‐
ty for the storage of maintenance 
equipment and to provide work areas for 
airport maintenance personnel. 

Moving south of the terminal area, a taxilane serving several T‐hangar facilities, as called out on Exhibit 
4G,  is  located  too close  to parallel Taxiway A.   Separation standards between a parallel  taxiway and 
taxilane (centerline to centerline) are 105 feet and 152 feet from ADG II and ADG III design, respective‐
ly.  The current distance between the taxiway and taxilane in this area is only 60 feet.  One option to 
improving this separation deficiency is to remove the need for the taxilane.  This could be done by in‐
filling the grass islands between parallel Taxiway A and the taxilane with pavement, which would allow 
aircraft to taxi directly from the hangar areas to the taxiway system.  Otherwise, in order to adhere to 
proper separation standards, portions of six T‐hangar  facilities would have  to be  removed.   Further‐
more, the existing and ultimate TOFAs  limit aircraft parking on the west side of two of the T‐hangars 
that are aligned with Taxiway A as they are very close to the existing facilities.   The only way to truly 
mitigate this shortcoming would be redevelopment of this hangar area.  It should be noted that a Mod‐
ification to Standard could be sought, allowing  for the acceptance of these design standard deficien‐
cies. 
 
Finally, the south aircraft parking apron contains a taxilane that is located 80 feet west of the parallel 
taxiway centerline.   Future planning should consider  in‐filling the grass  island between the apron and 
taxiway.    In doing  so, aircraft could  taxi directly  from  the marked  tiedown positions  to  the  taxiway.  
Another option would be to remove nine marked aircraft tiedown spaces that utilize this taxilane to 
access the parallel taxiway system.  The removal of the tiedown spaces will render the taxilane without 
function, allowing it to be removed from the parking apron.     
 

 
AIRPORT MAINTENANCE FACILITY 
 
Presently, there  is not a dedicated maintenance 
facility at the Airport.  Airport maintenance per‐
sonnel utilize various hangars on the Airport for 
equipment  storage.    Consideration  should  be 
given  to  constructing  a  dedicated maintenance 
facility  for  the  storage  of  maintenance  equip‐

ment and  to provide work areas  for airport maintenance personnel.   The  landside alternatives pre‐
sented later in this chapter will depict locations on the Airport that could accommodate a maintenance 
facility. 
 
 
REVENUE SUPPORT LAND USES 
 
Due to the amount of  land on airport property exceeding the space needed for forecast aviation de‐
mand, consideration is given for Arlington Municipal Airport to utilize portions of its property for non‐
aviation purposes, to include commercial, industrial, or manufacturing development.  It should be not‐
ed that the Airport does not have the approval to use undeveloped property for non‐aviation purposes 
at this time.  Specific approval from the FAA and TxDOT will be required to utilize undeveloped proper‐
ty for non‐aviation uses.  This planning document does not gain approval for non‐aviation uses, even if 
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these uses are ultimately shown in the Development Plan and on the ALD.  A separate request justify‐
ing the use of airport property for non‐aviation uses will be required.   This study can be a source for 
developing that justification. 
 
An environmental determination will also be required.  While FAA Order 1050.1E, Environmental Poli‐
cies and Procedures,  states  that a  release of an airport  sponsor  from  federal obligations  is normally 
categorically excluded and would not normally  require an Environmental Assessment  (EA),  the  issu‐
ance of a categorical exclusion  is not automatic, and  the FAA must determine  that no extraordinary 
circumstances exist at  the airport.   Extraordinary  circumstances would  include a  significant environ‐
mental impact to any of the environmental resources governed by federal law.  An EA may be required 
if there are extraordinary circumstances.  The generalized land use alternatives to follow outline areas 
on the Airport which could be planned and ultimately developed for non‐aviation related uses.   
 
 
On‐Airport Land Use Obligations 
 
The Airport has accepted grants for capital improvements from the FAA.  As such, the City of Arlington 
(airport sponsor) has agreed to certain grant assurances.  Grant assurances related to land use assure 
that airport property will be reserved for aeronautical purposes.   If the airport sponsor wishes to sell 
(release) airport land or lease airport land for a non‐aeronautical purpose (land use change), they must 
petition the FAA for approval.  The ALD and the Airport Property Map must then be updated to reflect 
the sale or land use change of the identified property. 
 
 
Release of Airport Property 
 
A release of airport property would entail the sale of land that is not needed for aeronautical purposes 
currently or into the future.  The following documentation is required to be submitted to the FAA for 
consideration of a land release: 
 
1. What is requested. 
2. What agreement(s) with the United States are involved.  
3. Why the release, modification, reformation, or amendment is requested. 
4. What facts and circumstances justify the request. 
5. What requirements of state or local law or ordinance should be provided for in the language of an 

FAA‐issued document if the request is consented to or granted. 
6. What property or facilities are involved. 
7. How the property was acquired or obtained by the airport owner.  
8. What is the present condition and what present use is made of any property or facilities involved. 
9. What use or disposition will be made of the property or facilities. 
10. What  is the appraised fair market value of the property or facilities. Appraisals or other evidence 

required to establish fair market value.  
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11. What proceeds are expected  from  the use or disposition of  the property and what will be done 
with any net revenues derived. 

12. A comparison of the relative advantage or benefit to the airport from sale or other disposition as 
opposed to retention for rental income. 

 
Each request should have a scaled drawing attached showing all airport property and facilities which 
are currently obligated for airport purposes by agreements with the United States. Other exhibits sup‐
porting or  justifying  the  request, such as maps, photographs, plans, and appraisal  reports should be 
attached as appropriate.  There are no areas of airport property currently planned for release from ob‐
ligation and/or sale. 
 
 
Land Use Change 
 
A  land use change permits  land to be  leased for non‐aeronautical purposes.   A  land use change does 
not authorize the sale of airport land.  Leasing airport land to produce revenue from non‐aeronautical 
uses allows the  land to earn revenue for the airport, as well as serve the  interests of civil aviation by 
making the airport as self‐sustaining as possible.  Airport sponsors may petition for a land use change 
for the following purposes: 
 
 So  that  land  not  needed  for  aeronautical  purposes  can  be  leased  to  earn  revenue  from  non‐

aviation uses.  This is land that is clearly surplus to the airport’s aviation needs. 
 

 So that  land which cannot be used for aeronautical purposes can be  leased to earn revenue from 
non‐aviation uses.  This is land that cannot be used by aircraft or where there are barriers or topog‐
raphy that prevents an aviation use. 

 
 So that land not presently needed for aeronautical purposes can be rented on a temporary basis to 

earn revenue from non‐aviation uses. 
 
A  land use  change  shall not be  approved by  the  FAA  if  the  land has  a present or  future  airport or 
aviation purpose, meaning  the  land has a clear aeronautical use.    If  land  is needed  for aeronautical 
purposes, a  land use change  is not  justified.   Ordinarily,  land on or  in proximity to the flight  line and 
airport operations area  is needed  for aeronautical purposes and  should not be used or planned  for 
non‐aviation purposes. 
 
The proceeds derived from the land use change must be used exclusively for the benefit of the airport.  
The  proceeds  derived  from  the  land  use  change may  not  be  used  for  a  non‐airport  purpose.    The 
proceeds  cannot  be  diverted  to  the  airport  sponsor’s  general  fund  or  for  general  economic 
development unrelated to the airport. 
 
Generally, a  land use change of airport property will be reviewed on a case‐by‐case basis at the time 
that the change is necessary.  However, the airport land use drawing, which is included as part of the 
airport layout plan set, shows those areas likely eligible to be released from obligation. 
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The primary purpose of land use plan‐
ning is to adequately plan for future 
needs in an organized, efficient, and 
beneficial manner. 

AVIATION LAND USE PLANNING 
 
Land use planning  is a very common practice  for communities across  the country.   The primary pur‐
pose of land use planning is to adequately plan for future needs in an organized, efficient, and benefi‐
cial manner.  Airport planning also commonly considers land use planning concepts to ensure that de‐
velopment is orderly, efficient, safe, and maximizes available land inventories.   
 
This  planning  effort  will  utilize  common  land 
use  planning  methods  to  delineate  available 
property by types of use.  In doing so, the long 
term growth of an airport will adequately seg‐
regate aviation uses and users by similar types, 
thereby,  enhancing  operational  efficiency  and 
maximizing  development  potential.    For  avia‐
tion purposes at Arlington Municipal Airport, land use types can be segregated as Airfield Operations, 
Aviation Industrial, Aviation Commercial, Aviation Residential, and Non‐Aviation Related.  Segregation 
of these activities/uses  is  important because grouping similar uses together will  increase operational 
efficiencies of each user group.   
 
The Airfield Operations land use category is designated simply to delineate areas available for landside 
development.  This area has been established based on existing airfield conditions and includes safety 
areas associated with each  runway, as well as  the clearances needed  for  taxiways.   This area should 
remain clear of objects except for those fixed by navigational function.  If changes are made in line with 
airside alternatives previously discussed, the Airfield Operations land use area would change, thereby 
potentially changing  landside use options as well.   However, since Arlington Municipal Airport  is only 
served by one runway and has established parallel taxiways, any changes to the airside system will like‐
ly not impact landside use activities.    
 
Aviation Industrial uses are best defined as those activities related to aircraft manufacturing, modifica‐
tion, flight testing, overhaul, and heavy maintenance.  This type of use typically entails a large property 
footprint and can consist of several large hangar facilities and apron areas.  Aviation Industrial entities 
require their facilities be located in a concentrated area to improve and maintain operational efficien‐
cies.  At Arlington Municipal Airport, Bell Helicopter leases approximately 60 acres on the west side of 
the Airport and would be considered an Aviation Industrial activity.  In addition, AgustaWestland oper‐
ates out of a large conventional hangar on the east side of the Airport and conducts extensive aircraft 
manufacturing and flight testing.  Its activities would also be considered Aviation Industrial for purpos‐
es of this planning study.   
 
Aviation  Commercial  includes  users  that  provide more  limited  aviation  services  or  house  corporate 
flight departments.  A good example of this type of use is a FBO or SASO.  These users will generate a 
moderate to high activity level on both the airside and landside, including based aircraft and itinerant 
aircraft traffic.  Facilities typical of commercial uses range from executive to larger conventional hang‐
ars.   These users, however, are more commonly those that only have one primary hangar facility and 
are best suited for immediate flight line access.  There are a wide array of Aviation Commercial activi‐
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ties at Arlington Municipal Airport that include the FBO located on the south side of the terminal area, 
as well as a flight school and aircraft sales and service providers located north of the terminal area.    
 
Aviation Residential uses  include  low  level  activity  facilities  that  serve  a primary purpose of  storing 
based aircraft.   The most common use  is  for general aviation aircraft T‐hangars and small  linear box 
hangars.   Daily activity for these areas  is relatively  low as the aircraft owners will commonly operate 
only sporadically throughout the week, or  less often.   Aviation Residential areas should be  located  in 
less conspicuous areas set  farther back  from  the higher activity areas and do not require  immediate 
flight line access.  There are currently Aviation Residential land uses in different areas on the east side 
of the Airport.  The largest area consists of multiple T‐hangars and linear box hangars south of the ter‐
minal area.    It  is  important to note that the Aviation Residential  land use designation  in this study  is 
associated with aviation‐related activities only and does not authorize non‐aviation related  functions 
associated with the residential use (housing) of people within a hangar facility.      
 
Non‐Aviation Related uses are allowed on airports  for areas not  required  for aviation purposes.    In 
some cases, airport  land  inventories allow for Non‐Aviation Related uses as  long as the areas are not 
accessible to the airfield.  This use could support commercial, industrial, or business park development 
and would provide  the airport with an opportunity  to  improve  revenue  streams on  land  that would 
otherwise remain vacant.   Currently, only a small area of property  immediately north of the terminal 
building with direct access from South Collins Street is utilized for Non‐Aviation Related activities.   
 
Table 4D provides a detailed listing of the aviation land uses previously discussed.  The alternatives to 
follow will further outline areas on airport property that could potentially accommodate these various 
land use designations. 
 
TABLE 4D 
Airport Land Uses 
Arlington Municipal Airport 

Land Use  Associated Facilities Activity Use 

Airfield Operations  Fixed‐by‐function navigational aids 
Maintain free of landside development in order 
to accommodate runway and parallel taxiway 
system and associated airfield safety areas. 

Aviation Industrial 

Conventional and executive hangars; Ex‐
panded apron space; Taxiway access; Ve‐
hicle parking; Requires a large property 
footprint 

Specialized aviation activities such as manufac‐
turing, modification, flight testing, overhaul, 
heavy maintenance, etc.  

Aviation Commercial 
Conventional and executive hangars; 
Apron space with flight line access; Taxi‐
way access; Vehicle parking 

FBOs and SASOs. 

Aviation Residential 
T‐hangars and linear box hangars; Taxi‐
way/taxilane access 

Private aircraft storage. 

Non‐Aviation Related 
Manufacturing facilities; Warehouses; 
Office Complexes; Vehicle access 

Commercial, industrial, and business park de‐
velopment. 

FBO ‐ Fixed Base Operator  
SASO ‐ Specialized Aviation Service Operator  
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LANDSIDE ALTERNATIVES 
 
Now that the  land use concepts have been developed, alternative  layouts can be examined.   The fol‐
lowing section will detail  two generalized  land use alternatives.   The primary goal of  this alternative 
exercise is to provide growth opportunities for the different land uses, while also concentrating similar 
uses together.  It is also important to designate the land uses in such a manner to meet future aviation 
demand and to maximize development opportunities for the Airport and private entities.   
 
 
GENERALIZED LAND USE PLAN ANALYSIS 
 
It is important to note that the options available for general aviation landside development are numer‐
ous.  This applies even more for landside development where demand presents itself at different times 
and by widely ranging groups.  The alternatives to be presented are not the only options for develop‐
ment.  In some cases, a portion of one alternative could be intermixed with another.  Also, some land 
use concepts could be replaced with others.   The final recommended plan only serves as a guide for 
the Airport which will aid  the City of Arlington  in strategic marketing of available Airport properties.  
After further evaluation through this alternatives process, a generalized land use plan will be selected.  
The next chapter will present a recommended concept that details different hangar  facilities and re‐
spective layouts within each land use designation. 
 
 
Generalized Land Use Plan – Alternative A 
 
Alternative A, as depicted on Exhibit 4H, considers several areas on the east side of the Airport to con‐
tinue serving existing activities based upon land use designations previously outlined.  The center por‐
tion of the midfield area  is designated  for Aviation Commercial uses that would  include the terminal 
building, main aircraft parking apron, FBO, and other commercial aviation operators.  On the northeast 
and southeast sides of airport property, Aviation Residential uses are shown that would complement 
the existing T‐hangars and linear box hangars that are located in these areas.  The south aircraft park‐
ing apron can cater to Aviation Commercial activities and support future development farther east ad‐
jacent to South Collins Street.   
 
This alternative does call for land use redevelopment immediately south of the terminal area.  Current‐
ly, four T‐hangar facilities owned by the City of Arlington are situated in this area and provide an Avia‐
tion Residential use.   Given this area’s midfield  location with direct access to the airfield system, the 
Airport should consider redeveloping this area to satisfy Aviation Commercial activities.  Furthermore, 
the  redevelopment of  this area could  satisfy existing  separation deficiencies associated with parallel 
Taxiway A and improve building setbacks related to the BRL that were discussed earlier in the chapter.  
The construction of additional T‐hangars could occur in the Aviation Residential area on the southeast 
side of the Airport.   
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Immediately south of the proposed Aviation Commercial redevelopment area, the plan calls for rede‐
velopment of Aviation Residential uses.   These hangars are privately owned and many have  lease op‐
tions for at least the next 10 years.  Airport management should continue to work with the leasehold‐
ers and formulate a viable long term plan to redevelop this area in such a manner as to provide proper 
separation standards associated with parallel Taxiway A.   Similar to the Aviation Commercial redevel‐
opment  area,  this  redevelopment area  should  consider  improving building  setbacks  associated with 
the BRL.  Land immediately east of this area is designated for future fuel farm expansion.   
 
Farther north along the east side of parallel Taxiway A, Alternative A dedicates an area for Aviation In‐
dustrial use.   As proposed, one rotorcraft TLOF  is shown and aligned with the existing runway  layout 
and could satisfy tiltrotor activities associated with AgustaWestland, as well as other local and itinerant 
helicopter operations.   
 
Exhibit 4H also designates land uses on the west side of Runway 16‐34 in order to fully utilize all areas 
on the Airport.  The construction of parallel Taxiway G provides aircraft access to the west side, making 
it more attractive and suitable for development potential.  Furthermore, the planned extension of Cen‐
ter Street adjacent to the west side of the Airport will create improved vehicle access to this area.   
 
Maintaining the philosophy of grouping similar activity  levels and  land uses together, this alternative 
dedicates a large area adjacent to Taxiway G for Aviation Commercial activities.  To the north is a large 
tract of land designated for Aviation Industrial that currently accommodates Bell Helicopter’s facilities.  
A small area between the two land uses is designated for a future airport maintenance facility.  As pre‐
viously discussed, this maintenance facility and associated staging area would be dedicated to the stor‐
age of airport equipment and maintenance activities and could serve as a buffer between the proposed 
Aviation Commercial and existing Aviation Industrial land uses.  Farther west, an area comprising Non‐
Aviation Related land use is depicted that could provide enhanced revenue opportunities on property 
that would otherwise be vacant.   
 
 
Generalized Land Use Plan – Alternative B 
 
Exhibit 4J depicts Alternative B  and  includes  areas  that  constitute  a different approach  to  land use 
planning when compared to the previous alternative.   Under this alternative, the entire midfield area 
on the east side of the Airport would ultimately cater to Aviation Commercial activities and include the 
redevelopment of  the existing City T‐hangars and privately‐owned T‐hangars and  linear box hangars 
south of the terminal area.  As previously discussed, the reconfiguration of hangar facilities and aircraft 
movements in this area could better position the Airport to meet separation standards associated with 
parallel Taxiway A and the BRL.   
 
On the northeast side of the Airport, the currently vacant parcel adjacent to Taxiway A  is designated 
for Aviation Commercial activities.  As such, this area could accommodate SASOs similar to those that 
occupy space  immediately south  in  the Airport’s main  terminal area.   Towards  the southeast side of 
the Airport, Alternative B proposes an area that could accommodate helicopters in order to better seg‐
regate them from fixed‐wing operations.   
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These alternatives will provide a good 
starting point for discussions which will 
lead to a recommended development 
plan to be outlined in the next chapter. 

On the west side of the Airport, Exhibit 4J includes three separate land use designations.  Immediately 
south of  the Bell Helicopter  leasehold, a  large area  is dedicated  to Aviation  Industrial activities  that 
could cater to a similar type of tenant that would require a  large parcel of  land or provide additional 
buffer for associated Aviation Industrial activities to the north.  A rotorcraft TLOF is included in this ar‐
ea that could support specialized operations associated with Aviation Industrial activities.  South of the 
ATCT, a large area of proposed Aviation Commercial land use is depicted.  This area could satisfy FBO 
and SASO activities and would provide  ideal access to the runway and taxiway system.   Farther west, 
an area  is dedicated  for Non‐Aviation Related activities that could be provided vehicle access  from a 
roadway extending east from the proposed construction of Center Street. 
 
This alternative  includes the construction of an airport maintenance facility and staging area approxi‐
mately 600  feet  south of  the ATCT.   This  location  is  set  farther back  from airside development and 
could be granted vehicle access from the existing roadway that leads to the ATCT.   
 
 
Landside Alternatives Summary 
 
The land use designation layout should follow the basic industry standards, such as locating higher ac‐
tivity development areas associated with Aviation  Industrial and Aviation Commercial on or near the 
main  aircraft  parking  aprons  with  immediate 
access  to  the  runway  and  taxiway  system.  
Lower activity Aviation Residential uses should 
be set back  from  the  flight  line.   Sustainability 
in planning  should also be  considered by  such 
means  as  maximizing  available  land  area  and 
limiting the need to extend utilities.   
 
Table 4E presents a summary of  the  total  land use designation areas proposed  for each alternative.  
The alternatives provide a significant amount of space for each land use that likely exceeds what would 
be needed through the long term planning period of this study.  Nonetheless, it is beneficial to provide 
a long term vision for the Airport.  These alternatives will provide a good starting point for discussions 
which will lead to a recommended development plan to be outlined in the next chapter.   
 
TABLE 4E 
Generalized Land Use Alternatives Summary  
Arlington Municipal Airport  
Land Use Designation  Alternative A Alternative B
Aviation Industrial (acres)  64.39 88.87
Aviation Commercial (acres)  82.12 84.95
Aviation Residential (acres)  28.90 22.12
Non‐Aviation Related (acres)  19.25 7.46
Source: Coffman Associates analysis 
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SUMMARY 
 
Planning future development of both the airside and  landside  is  important because  individual actions 
taken in one area can impact the potential for other options in the future.  Therefore, it is important to 
examine alternative development options  in order to maximize a precious resource, which  is  land on 
an airport.  
 
Several development alternatives related to both the airside and  landside have been presented.   The 
process utilized  in assessing these alternatives  involved a detailed analysis of short and  long term re‐
quirements as well as future growth potential.  After review and input from the PAC, airport manage‐
ment, City of Arlington, and interested local citizens, a recommended development concept for Arling‐
ton Municipal Airport to include a detailed capital improvement program will be presented in the next 
phase of this study.     
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RECOMMENDED DEVELOPMENT 
CONCEPT

Chapter Five

The process for the prepara on of the Development Plan has included technical efforts in the previous 
chapters intended to establish the role of Arlington Municipal Airport, project poten al avia on demand, 
establish airside and landside facility needs, and evaluate op ons for improving the Airport to meet 
those facility needs.  The planning process has included the development of dra  phase reports.  These 
have been presented to the Planning Advisory Commi ee (PAC), which is comprised of cons tuents with 
an investment or interest in the Airport and surrounding area.  This diverse group has provided extremely 
valuable input into the Development Plan.  Addi onally, a series of Public Informa on Workshops are 
being conducted as part of this planning process, providing the general public an opportunity to be 
involved and educated about the study.  

The alterna ves that outlined future growth and development scenarios in the previous chapter have 
been refined into a single development concept for the Development Plan, which is included for 
presenta on in this chapter.  Environmental condi ons that need to be considered during development 
are also examined later in the chapter.

One of the objec ves of the Development Plan is to equip decision-makers with the ability to either accelerate 
or slow development goals based on actual demand.  If demand slows, development of the Airport beyond 
rou ne safety and maintenance could be minimized.  If avia on demand accelerates, development could be 
expedited.  Any plan can account for limited development, but the lack of a plan for accelerated growth can 
some mes be challenging.  Therefore, to ensure flexibility in planning and development in order to respond to  
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unforeseen needs,  the Development Concept considers  the  full and balanced development potential 
for Arlington Municipal Airport. 
 
 

DEVELOPMENT PLAN CONCEPT 
 
The Development Concept, as shown on Exhibit 5A, presents the recommended configuration for Ar‐
lington Municipal Airport which preserves and enhances the role of the facility while meeting Federal 
Aviation Administration (FAA) and Texas Department of Transportation – Aviation Division (TxDOT) de‐
sign and safety standards to the extent practicable.  It is important to note that the concept provides 
for anticipated facility needs over the next 10 years, as well as establishing a vision and direction for 
meeting facility needs beyond the planning period of this study.  A phased program to achieve the rec‐
ommended Development Concept  is presented  in Chapter Six.   When assessing development needs, 
this study has separated the airport system  into airside and  landside functional areas.   The following 
sub‐sections describe the Development Concept in detail. 
 
Arlington Municipal Airport  is classified by  the FAA and TxDOT as a general aviation  reliever airport.  
This designates the facility as an attractive alternative for general aviation aircraft to utilize so as to re‐
lieve congestion at busy commercial service airports, such as Dallas/Fort Worth  International Airport 
and Dallas Love Field.   Arlington Municipal Airport  is also  included  in the FAA’s National Plan of  Inte‐
grated Airport Systems (NPIAS).  NPIAS airports are considered important to the national aviation sys‐
tem and are eligible for development grant funding from the FAA and TxDOT.  The FAA has further cat‐
egorized the Airport as a “regional” airport, which describes the facility as one that supports regional 
economies by connecting communities  to statewide and  interstate markets.   These airports  typically 
have very high  levels of activity and service a wide range of aircraft up to and  including  large and so‐
phisticated business jets.  Arlington Municipal Airport is no exception, as it experiences a wide array of 
aircraft activity including significant business jet operations.   
 
 

AIRSIDE CONCEPT 
 
The airside plan generally considers  those  improvements  related  to  the  runway and  taxiway  system 
and often  requires  the greatest commitment of  land area  to meet  the physical  layout of an airport.  
Operational activity at Arlington Municipal Airport is anticipated to grow modestly through the 10‐year 
planning horizon of  this Development Plan  and  the Airport  is projected  to  continue  serving  the  full 
range of general aviation aircraft operations in addition to air carrier activity associated with air cargo 
operators. 
 
The major airside issues addressed in the Development Concept include the following: 
 

 Adhere to ultimate Runway Design Code (RDC) C‐III design standards on Runway 16‐34 and Taxiway 
Design Group (TDG) 3 standards on those taxiways serving the runway system. 
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 Extend Runway 16‐34 700 feet to the north to better accommodate the projected mix of aircraft 
operations utilizing the Airport. 

 

 Realign Taxiway H as it intersects Runway 16‐34 in order to improve airfield geometry. 
 

 Relocate midfield Taxiway J from within the high energy area on Runway 16‐34.   
 

 Acquire land for approach protection north of the runway system.   
 

 Locate holding position lines on all taxiways associated with Runway 16‐34 to be 257 feet from the 
runway centerline. 

 

 Extend perimeter access roads on airport property to assist airport personnel in better maintaining 
a safe aircraft operational environment. 

 
 
RUNWAY DIMENSIONAL STANDARDS 
 
The FAA has established design criteria to define the physical dimensions of the runways and taxiways, 
as well as the imaginary surfaces surrounding them which protect the safe operation of aircraft at air‐
ports.  These design standards also define the criteria for the placement of landside facilities.   
 
As discussed previously,  the design  criteria  for  airside development primarily  relates  to  an  airport’s 
critical design aircraft.   The critical design aircraft  is the most demanding aircraft or family of aircraft 
which currently, or are projected to, conduct 500 or more operations (takeoffs or landings) per year at 
an airport.   Airport design  factors  include an aircraft’s wingspan, approach speed, tail height, and,  in 
some cases, the  instrument approach visibility minimums  for each runway.   The FAA has established 
the RDC to relate these design aircraft factors to airfield design standards.  The highest RDC is also con‐
sidered the overall Airport Reference Code (ARC) for an airport.   
 
Analysis in Chapters Three and Four concluded that the current RDC for Runway 16‐34 falls in C‐II.  Ar‐
lington Municipal Airport  should  continue  to plan  for  large business  jets up  to design  category C‐III 
through the  long term planning period of this study.   In addition, the Airport continues to experience 
large air cargo aircraft operations, such as the DC‐9, which  is also categorized as a C‐III aircraft.   As a 
result, planning considers an ultimate RDC of C‐III for Runway 16‐34. 
 
Table 5A provides a summary of the planned RDC for Runway 16‐34.    In addition to the physical and 
operational components of an aircraft, the RDC also considers the instrument approach capabilities for 
the runway expressed in runway visual range (RVR) values.  For Runway 16‐34, the RVR value of 4,000 
indicates an  instrument approach with  lower  than ¾‐mile visibility minimums but not  lower  than ½‐
mile visibility minimums, which currently correspond to the precision  instrument  landing system (ILS) 
and global positioning system (GPS) approaches to Runway 34.  Note: The previously approved Airport 
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Layout Drawing (ALD) approved in June 2009 indicated an existing ARC C‐II and ultimate ARC C‐III plan‐
ning standard for Arlington Municipal Airport. 
 
 
TABLE 5A 
Runway Design Code  
Arlington Municipal Airport 

Runway   
Planned Runway 
Design Code* 

16‐34  C‐III‐4000 

*The ultimate ARC for Arlington Municipal Airport is C‐III based upon the RDC designation.  

 
 
INSTRUMENT APPROACH AND RUNWAY PROTECTION ZONE ANALYSIS 
 
As detailed earlier, straight‐in instrument approach procedures are offered on Runway 34 and include 
the ILS, GPS, and very high frequency omnidirectional range (VOR) with distance measuring equipment 
(DME) approaches.   Historically, the ILS and GPS approaches allowed for visibility minimums down to 
¾‐mile.   
 
Shortly  after  the  onset  of  the Development  Plan  in  2014,  the Airport’s medium  intensity  approach 
lighting system with sequenced flashing lights (MALSF) was upgraded to a medium intensity approach 
lighting system with runway alignment  indicator  lights  (MALSR).   The MALSR  is a more sophisticated 
system, and can allow for visibility minimums down to ½‐mile.  Once the MALSR was installed, the FAA 
moved to develop and publish updated  ILS and GPS approaches with ½‐mile visibility minimums that 
took effect in July 2014.   
 
However, after coordination with the City of Arlington and TxDOT, it was determined that the Airport 
would pursue the request to increase visibility minimums back to ¾‐mile in an effort to enhance safety 
of persons and property on the ground inside the RPZ and eliminate the need to acquire land and un‐
dertake other  costly  improvements  in order  to  satisfy  airport operations.   The Airport  requested  in 
February 2015 that the  ILS and GPS approaches be amended back to ¾‐mile visibility minimums, and 
since this time, the FAA has  followed through with the request.   Exhibit 5B details the published  ILS 
and GPS  instrument approach procedures and  their  corresponding  visibility minimums  that are  cur‐
rently in effect on Runway 34.  The remainder of this Development Plan and subsequent Airport Layout 
Plan  (ALP) drawing set will consider existing and ultimate ¾‐mile visibility minimums associated with 
Runway 34.   Exhibit 5C depicts  the corresponding approach RPZ  that has been  implemented on  the 
runway. 
 
Three factors led to this decision.  First, the previously approved ALD associated with the 2008 Master 
Plan indicated that the nine residences would be located within the RPZ, without proposing a remedia‐
tion since TxDOT and the FAA allowed such at that time.  Since then, the FAA has strengthened its posi‐
tion on incompatible land uses.  If the ½‐mile visibility minimums were retained, the FAA would require 
a disposition for the homes within the expanded RPZ.  
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Exhibit 5B
UPDATED ILS AND GPS INSTRUMENT APPROACH PROCEDURES

AIRPORT DEVELOPMENT PLAN
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Second, in September 2012, the FAA published Interim Guidance on Land Uses within a Runway Protec‐
tion Zone.  The guidance addresses action necessary for new or modified RPZs.  Any action that would 
introduce new land use compatibilities into the RPZ will have to be specifically reviewed and approved 
by the FAA.   This updated guidance also calls out public roadways as being an  incompatible  land use 
within RPZs.  As such, if an existing road is modified or new roads in the RPZ are proposed, the FAA will 
require further study and will make a determination if they can be allowed.  Moreover, any changes to 
the existing runway ends will effectively remove the “grandfathering” allowance for any existing roads.   
 
Finally, another important airfield standard linked to approach visibility minimums at Arlington Munic‐
ipal Airport is runway width.  The FAA design standard calls for a runway width of 150 feet to serve air‐
craft up to RDC C‐III with a maximum certificated takeoff weight of 150,000 pounds or  less when the 
approach visibility minimums to the runway are lower than ¾‐mile.  In the event the Airport transitions 
to RDC C‐III, planning would have to consider widening the runway to 150 feet if it were served with a 
½‐mile visibility minimum approach.    
 
Analysis of weather data concludes that a ½‐mile visibility minimum approach provides approximately 
0.27 percent (less than 1/3 of one percent) additional landing availability to the runway system when 
compared to a ¾‐mile visibility minimum approach.  The implementation of this alternative still allows 
the MALSR system to operate as it does now, providing enhanced identification of the runway system 
during poor weather conditions, and no costs or other capital resources would be necessary.   
 
 
RUNWAY 16‐34 LENGTH 
 
The Development Concept  includes extending Runway 16‐34 700 feet to the north  in order to better 
support the needs of business and air cargo jets that frequently utilize the Airport.  This will allow for 
6,780 feet of physical runway  length, which  is previously called for  in the 2008 Master Plan and 2009 
ALD.  The proposed extension closely mirrors Alternative 2 presented in the runway extension analysis 
in Chapter Four.    It differs  from  the 2008 Master Plan and 2009 ALD  in  that  it applies updated FAA 
guidance  to meet  safety design  standards, most notably  for  runway  safety area  (RSA) and RPZ  con‐
formance north of the Airport. 
 
As depicted on Exhibit 5A, a 700‐foot displaced landing threshold and the use of declared distances are 
planned  in association with the runway extension  in order to mitigate the RSA and RPZ  incompatibili‐
ties to the runway environment.  The proposed 700‐foot displacement on Runway 16 would allow for 
proper RSA and runway object free area (ROFA) prior to the landing threshold, as well as allowing for 
the approach RPZ  to  remain  in  its existing  location, which  is clear of  incompatible  land uses  farther 
north to include U.S. Interstate 20 and commercial development.   
 
As detailed in Chapter Four, declared distances are the effective runway length that the airport opera‐
tor declares  for  takeoff  runway  available  (TORA),  takeoff distance  available  (TODA),  accelerate‐stop 
distance available (ASDA), and  landing distance available (LDA).   For Runway 16, the TORA and TODA 
would  be  equal  to  the  actual  runway  length  being  proposed  using  the  assumption  that  Southeast 
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Green Oaks Boulevard is allowed to remain in the departure RPZ beyond the south end of the runway.  
The ASDA would also increase to 6,780 feet, allowing for an additional 700 feet of usable length for air‐
craft departing on Runway 16.  This is preferred for jet aircraft since Runway 16 is utilized most often, 
especially during the summer months when hot temperatures and high density altitudes require great‐
er runway  lengths.   The LDA on Runway 16 would remain at 6,080  feet due to the planned 700‐foot 
displaced threshold.  
 
As previously discussed  in Chapters  Three  and  Four,  the RSA  and ROFA  are obstructed beyond  the 
south end of the runway by a perimeter access road, perimeter fencing, and small portion of Southeast 
Green Oaks Boulevard.  The FAA and TxDOT are aware of this safety deficiency and have approved the 
non‐standard condition on the existing ALD.  As a result, the Development Concept does not fully miti‐
gate  the RSA and ROFA deficiencies at  the south end of  the runway.    In  the event  that  the FAA and 
TxDOT determine that the full RSA standard must be adhered to in the future, it is recommended that 
declared distances be  further  implemented  to properly mitigate.   As a  result,  the ASDA and LDA on 
Runway 16 would be further decreased by 80 feet and published at 6,700 feet and 6,000 feet, respec‐
tively.  The Airport could pursue a Modification to Standard to allow for acceptance of the ROFA defi‐
ciency.  
 
For Runway 34, the TORA, TODA, ASDA, and LDA are all to remain at 6,080 feet.  The TORA and TODA 
must consider the  location of the departure RPZ beyond the north end of the runway, thus reducing 
the  takeoff calculation by 700  feet.   The ASDA and LDA would be 6,080  feet  to account  for  the  full 
1,000 feet of RSA and ROFA needed beyond the north end of the runway.  As a result, the localizer as‐
sociated with  the  ILS approach  to Runway 34  could  remain  in  its existing  location and  the RSA and 
ROFA would be contained entirely on existing airport property. 
 
 
RUNWAY PAVEMENT STRENGTH 
 
The current strength rating on Runway 16‐34  is 60,000 pounds single wheel  loading  (SWL).   The rec‐
ommended plan includes reconstructing the runway to obtain ultimate pavement strength of 150,000 
pounds dual wheel  loading  (DWL).   This strength rating will better accommodate  larger business  jets 
and air cargo operators that frequent the Airport and allow for an increased useful life of the runway 
pavement. 
 
 
APPROACH PROTECTION 
 
The FAA recommends that the airport sponsor own in fee simple the RPZ property.  When fee simple 
ownership  is not  feasible, positive  land use measures should be  implemented  in order  to protect an 
airport  from encroachment by  incompatible  land uses or obstructions.   Currently, a  large portion of 
property within the RPZs associated with Runway 16‐34 are positively controlled by the Airport either 
through fee simple acquisition or an avigation easement. 
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The Development Concept considers acquiring an additional 1.68 acres of property north of the Airport 
adjacent to the outer road associated with U.S. Interstate 20.  At a minimum, an easement should be 
acquired similar to what is in place on the property immediately to the south.  The easement could be 
designed  to control  future  structure heights and  incompatible  land uses  from encroaching upon  the 
Airport.  
 
 
TAXIWAY DESIGN 
 
While no significant airfield capacity improvements should be necessary during the course of the plan‐
ning period, the Development Concept considers improving airfield efficiency through the use of addi‐
tional taxiways.  An extension on Runway 16‐34 would necessitate the need for parallel Taxiways A and 
G to extend north to serve its ultimate configuration.   
 
In order for taxiway development to meet ultimate TDG 3 standards, the FAA calls for a taxiway width 
of  50  feet.    As  such,  the  plan  includes  increasing  the  width  of  parallel  Taxiway  A,  as  well  as  en‐
trance/exit Taxiways A (both ends of the runway), C, E, and F on the east side of Runway 16‐34 to 50 
feet.   Future extensions on parallel Taxiways A and G associated with a northerly  runway extension 
should also be designed to 50 feet.   It should be noted that Taxiways B and D on the east side of the 
runway and all  taxiways on  the west side of  the  runway currently meet or exceed TDG 3 standards.  
Upgrading taxiway pavement fillets are also assumed in the redevelopment of these taxiways to meet 
TDG 3 standards. 
 
 
TAXIWAY GEOMETRY ENHANCEMENTS 
 
A  significant  taxiway  improvement proposed on  the Development Concept  in order  to promote en‐
hanced operational safety on the airfield is the reconfiguration of Taxiway H as it intersects Runway 16‐
34.  The plan calls for aligning the taxiway at a 90‐degree angle so as to provide better visual guidance 
for a pilot to observe the runway environment.  It should be noted that the ultimate width of Taxiway 
H is planned for 100 feet. 
 
Taxiway D on the east side of the runway and Taxiway J on the west side of the runway do not meet 
current design standards since they provide a runway crossing in the “high energy area” on Runway 16‐
34.  Runway crossings should be located in the first or last third of the runway because the middle third 
is where pilots have reduced ability to avoid potential collisions due to the higher rate of speed in this 
location.  The Development Concept shows the high energy portion of Runway 16‐34 as based on the 
proposed runway extension.   The  future plan calls  for  the relocation of Taxiway  J  farther south con‐
necting it with Taxiway C. 
 
Another safety project  involving taxiway design at Arlington Municipal Airport  is to ensure that direct 
access from an aircraft parking apron to runway  is not provided.   Configurations that allow for direct 
access from an apron to the runway have been targeted as they tend to  increase risks for runway  in‐
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cursions.   Currently,  the extension of Taxiway C on  the east side of  the runway offers a direct pave‐
ment connection between the aircraft parking/hangar area and Runway 16‐34.  Under this scenario, it 
is recommended that the taxiway connecting the parking area to Taxiway C be relocated so that a pilot 
would be required to turn the aircraft prior to entering the runway system.    
 
The Development Concept ultimately calls for two apron in‐fill areas in this general location that could 
accommodate parking and provide more efficient taxiing operations along the flight line.  Furthermore, 
the construction of aircraft parking apron space is proposed on the west side of the runway as well.  In 
doing so, No Taxi Islands could be developed adjacent to Taxiway C and proposed Taxiway J, similar to 
the one that has been implemented on the main aircraft parking apron adjacent to the intersection of 
Taxiway D. 
 
 
HOLD LINE MARKINGS 
 
The hold line markings associated with Taxiways A (both ends of the runway), C, D, E, and F on the east 
side of Runway 16‐34 are currently located 250 feet from the runway centerline, meeting RDC C‐II de‐
sign standards.  In the event that Runway 16‐34 transitions to RDC C‐III, the standard for runway cen‐
terline to hold  line separation  is 250 feet plus one additional foot for each 100 feet above mean sea 
level (MSL).  Arlington Municipal Airport is situated at 628 feet MSL.  As a result, the hold lines associ‐
ated with these entrance/exit taxiways would need to be relocated to 257 feet from the runway cen‐
terline.    The  hold  lines  associated  with  Taxiway  B  on  the  east  side  of  Runway  16‐34  and  all  en‐
trance/exit taxiways on the west side of Runway 16‐34 already meet the C‐III standard. 
 
 
PERIMETER ACCESS ROADS 
 
In an effort to provide better access to the airfield system, the plan calls for extending portions of the 
perimeter access road in areas on the north, south, and west sides of the Airport.  When complete, the 
road will allow airport personnel  the opportunity  to better monitor airfield operations and also de‐
crease  the number of  times  that  internal vehicle and maintenance operations will have  to cross  the 
runway system while traversing from the east to west side of the Airport and vice versa. 
 
 

LANDSIDE CONCEPT 
 
Landside components include hangars, aircraft parking aprons, terminal services, as well as the utiliza‐
tion of remaining airport property to provide revenue support and to benefit the economic well‐being 
of the regional area.  The primary goal of landside facility planning is to provide adequate aircraft stor‐
age space to meet forecast needs, while also maximizing operational efficiencies and  land uses.   Also 
important  is  identifying the overall  land use classification of airport property  in order to preserve the 
aviation purpose of the facility well into the future.  Exhibit 5A presents the view of the planned land‐
side development for Arlington Municipal Airport. 
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There are numerous potential facility layout concepts that could be considered.  Generalized land use 
layouts were presented in the previous chapter.  The Development Concept provides a more detailed 
layout  of  proposed  landside  facilities  which  attempts  to  maximize  potential  aviation  development 
space on the airfield.  It also follows the design philosophy of co‐locating facilities which would be in‐
tended for similar levels of activity.  For the most part, new development is planned in close proximity 
to existing facilities in order to take advantage of existing infrastructure availability and reduce future 
development costs.  
 
The major landside issues addressed in the Development Concept include the following: 
 

 Construct additional aircraft storage hangars in existing development areas, as well as through the 
redevelopment of certain parcels on airport property. 

 

 Construct additional aircraft parking apron space to better meet aircraft demand. 
 

 Consider separation standards associated with Taxiway A. 
 

 Designate a touch‐down and  lift‐off (TLOF) area to better segregate rotorcraft and fixed‐wing air‐
craft operations. 

 

 Construct airport  support  facilities  to  include a dedicated maintenance  facility and aircraft wash 
rack. 

 

 Plan for vehicle access roadways on the west side of the Airport to provide opportunities for  long 
term development. 

 
 
AIRCRAFT HANGARS 
 
The  landside development concept on Exhibit 5A establishes  the  location of certain hangar  types by 
primarily  following  the philosophy of separation of activity  levels.   The plan depicts hangar develop‐
ment/redevelopment items on the east and west sides of the Airport that includes the following: 
 
East Side of Airport 
 

 Construction of one row of linear box hangars and two rows of large executive‐style hangars on the 
northeast  side of  the Airport  to  satisfy aircraft  storage and potential  specialized aviation  service 
operators (SASOs). 

 Redevelopment of the City of Arlington’s T‐hangar area to include larger conventional hangars that 
could support high levels of aviation activity typically associated with fixed base operator (FBO) and 
SASO operations. 
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 Continued development of T‐hangar facilities on the southeast side of the Airport to support indi‐
vidual aircraft storage hangar needs. 

 
West Side of Airport 
 

 Construction of a mix of hangar types to include conventional, executive, and T‐hangars/ linear box 
hangars.    These  facilities would  likely meet  the  long  range  demands  of  the Airport  beyond  the 
planning horizon of this Development Plan and are dependent on other support facilities to include 
aircraft parking apron space, access taxilanes, and vehicle access. 

 
Table 5B presents the total hangar area proposed  in the  landside development plan.   As can be seen 
from the table, the layout provides over 584,000 square feet of additional hangar space, which exceeds 
the amount of hangar space needed through the  long term planning period based upon the aviation 
demand forecasts.  Therefore, the hangar layout presented can represent a vision for the Airport that 
extends beyond the scope of this study.   The reason for this  is to provide decision‐makers with dedi‐
cated areas on the Airport that should be reserved for certain hangar types.   
 
TABLE 5B 
Aircraft Hangar Storage Space Planned  
Arlington Municipal Airport  

Hangar Type  Provided in Development Concept
East Side of Airport 
  T‐Hangar/Linear Box Hangar Area (s.f.)  176,400 
  Executive Hangar Area (s.f.)  81,000 
  Conventional Hangar Area (s.f.)  57,600 
Subtotal  315,000 
West Side of Airport 
  T‐Hangar/Linear Box Hangar Area (s.f.)  68,000 
  Executive Hangar Area (s.f.)  21,600 
  Conventional Hangar Area (s.f.)  180,000 
Subtotal  269,600 

Total Hangar Storage Area (s.f.)  584,600 

 
 
It  should  be  noted  that  the  Development  Concept  includes  the  depiction  of  a  35‐foot  building  re‐
striction line (BRL) on the east and west sides of the runway.  Chapter Four provided a detailed descrip‐
tion of the BRL, which is a product of Title 14 Code of Federal Regulations (CFR) Part 77 transitional sur‐
face requirements.   
 
Portions of existing and proposed hangars on the east side of the airfield are situated within the 35‐
foot BRL as shown on Exhibit 5A, and an evaluation of the heights of these facilities has been made in 
comparison to the BRL.  The majority of these facilities are T‐hangars and linear box hangars, with roof 
peaks approximately 15 to 20 feet above ground level (AGL), and thus, do not constitute a penetration.  
Future consideration will need to be given when constructing hangar facilities at the Airport, especially 
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on  the east side of  the airfield; however,  the areas considered  for development and  redevelopment 
should be able to accommodate an array of hangar types without penetrating the BRL. 
 
 
AIRCRAFT PARKING 
 
Analysis  in Chapter Three  indicated  that additional aircraft parking apron space  is needed  to accom‐
modate aircraft activities through the planning period of this study, especially during special events at 
the AT&T Stadium located a relatively short distance north of Arlington Municipal Airport.  Historically, 
certain taxiways on the airfield have been closed to help accommodate aircraft parking that overflows 
from existing apron space during these special events.   
 
Exhibit 5A proposes additional apron space on the east side of the airfield adjacent to the existing ter‐
minal area.  In addition, the redevelopment of the City T‐hangar area also incorporates additional air‐
craft parking apron  space  to  support high‐activity aviation uses.   An expansive parking apron  is also 
planned on the west side of the Airport and would likely be constructed in phases beginning in the long 
term planning horizon of the study.    
 
 
TAXIWAY SEPARATION STANDARDS  
 
Chapter Four detailed  incompatibilities associated with  the existing and ultimate  taxiway object  free 
area (TOFA) for Airplane Design Group (ADG) II and III standards on Taxiway A.  For ADG II aircraft, the 
TOFA is 131 feet wide as centered on the taxiway (65.5 feet either side of centerline).  Currently, a ve‐
hicle drive lane and approximately 10 marked vehicle parking spaces penetrate the ADG II TOFA on and 
adjacent to the main aircraft parking apron.  For ADG III standards, the TOFA increases to 186 feet (93 
feet either side of centerline) and, as a result, the vehicle drive lane and marked parking spaces, along 
with approximately 10 marked aircraft tiedowns, are situated within the ultimate TOFA.   
 
Ultimate planning should consider the removal of the 10 marked aircraft tiedowns and 10 vehicle park‐
ing spaces when Taxiway A transitions to ADG  III.   The proposed aircraft parking apron space on the 
east side of the airfield could help accommodate the displaced tiedowns as demand dictates.  Since the 
vehicle drive lane on the main aircraft parking apron is designated only for approved airport personnel, 
it could be justified in its existing location.   
 
Other separation standard deficiencies  involve the distance between Taxiway A and parallel taxilanes 
that serve more remote areas on the east side of the airfield.  In order to meet the separation stand‐
ards  for ADG  II and  III design,  the redevelopment of certain hangar areas, as well as portions of  the 
south aircraft parking apron, would be  required as discussed  in  the previous chapter.    If ADG  III be‐
comes a standard that the Airport is expected to meet, a Modification to Standard could be requested 
allowing for the acceptance of this design standard deficiency.     
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ROTORCRAFT TOUCH‐DOWN AND LIFT‐OFF FACILITY (TLOF) 
 
An exclusive use rotorcraft TLOF facility is proposed on the west side of the Airport.  A taxiway extend‐
ing west from Taxiway G would allow rotorcraft the opportunity to taxi or hover‐taxi  in order to gain 
access to the facility.  As previously discussed, Arlington Municipal Airport accommodates a significant 
number of  rotorcraft  (helicopter and  tiltrotor) operations.   The majority of  these operations  involve 
flight testing and training associated with Bell Helicopter and AgustaWestland.  The TLOF facility would 
be designed to specifically handle this type of activity in order to better segregate rotorcraft and fixed‐
wing aircraft operations.   
 
A TLOF facility is dimensioned according to rotor diameter of the design rotorcraft.  The design of the 
TLOF  can be either  square/rectangular or  circular.   A  square/rectangular  shape provides pilots with 
better alignment cues than a circular shape; however, a circular shape may be more recognizable in an 
urban environment.   
 
Table 5C provides the standards for the distance between the centerline of an approach to a runway 
and the centerline of an approach to a TLOF for simultaneous, same direction, visual flight rules (VFR) 
operations.   At Arlington Municipal Airport, the  location of the future TLOF facility should range from 
500 feet to 700 feet from Runway 16‐34, depending on the specifications of the most demanding ro‐
torcraft expected to utilize the facility on a regular basis.  
 

TABLE 5C 
Separation Distances for TLOF Facilities  

Aircraft Size 
Small Rotorcraft 

 (7,000 pounds or less) 
Medium Rotorcraft 

 (7,001 ‐ 12,500 pounds) 
Large Rotorcraft 

 (over 12,500 pounds) 

Small Airplane 
(12,500 pounds or less) 

300 feet  500 feet  700 feet 

Large Airplane 
(12,500 to 300,000 
pounds) 

500 feet  500 feet  700 feet 

Heavy Airplane 
(over 300,000 pounds) 

700 feet  700 feet  700 feet 

Source: FAA AC 150/5390‐2C, Heliport Design 

 
 
AIRPORT SUPPORT FACILITIES 
 
The Development Concept calls  for the construction of a dedicated maintenance  facility on the west 
side of the Airport.  The proposed location is set back from the runway and taxiway system in order to 
allow developable property to accommodate aircraft‐access facilities.  The proposed perimeter access 
road would provide vehicle access to the maintenance facility.  Adequate space is available adjacent to 
the proposed facility to provide additional outside storage of airport‐related equipment as needed. 
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An aircraft wash rack  is currently  located on  the east side of  the Airport.   This  facility allows  for  the 
proper disposal of aircraft cleaning fluids.  The plan calls for the construction of a second wash rack on 
the west side of the Airport.  The construction of this facility would be dictated by future development 
on the west side of the airfield, and likely exceeds the 10‐year planning period of this study.  Nonethe‐
less, proper planning designates an area on  the west side  that could accommodate a  future aircraft 
wash rack. 
 
 
VEHICULAR ACCESS / WEST SIDE DEVELOPMENT 
 
The City of Arlington currently has plans for Center Street to extend south, adjacent to the west side of 
the Airport.   Similar to the previous Master Plan, this study proposes a roadway extending east from 
Center Street, providing public access to future aviation development in the west airfield area.  As de‐
picted on the Development Concept, the proposed location of the vehicle access roads would allow for 
significant development opportunities and could help satisfy an array of aviation demands on the Air‐
port.   
 
While  the Development Concept dedicates property on  the west  side  for ultimate build‐out,  actual 
demand will dictate the timeline for future development.   As previously discussed, there  is still space 
for aviation‐related development on the east side of the Airport, and it is likely that the majority of de‐
velopment potential at the Airport will continue to focus on the east side as it is able to better accom‐
modate near‐term development.   
 
 

ENVIRONMENTAL OVERVIEW 
 
Consideration of potential environmental impacts that could result during implementation of proposed 
airport development projects, depicted on Exhibit 5A,  is an  important component of the Airport De‐
velopment Plan process.  The purpose of the Environmental Overview is to identify FAA‐approved sig‐
nificance thresholds for the various resource categories contained in FAA Order 1050.1E, Environmen‐
tal Impacts: Policies and Procedures, and FAA Order 5050.4B, National Environmental Policy Act (NEPA) 
Implementation Instructions for Airport Actions. 
 
The  construction  of  any  improvements  depicted  on  the  recommended  development  concept  plan 
would require compliance with NEPA to receive federal financial assistance.  For projects not “categor‐
ically excluded” under  FAA Order 1050.1E,  compliance with NEPA  is  generally  satisfied  through  the 
preparation of an Environmental Assessment  (EA).    In  instances where significant environmental  im‐
pacts are expected, an Environmental  Impact Statement  (EIS) may be  required.   This portion of  the 
planning process  is not designed to satisfy the NEPA requirements for a categorical exclusion (CatEx), 
EA, or EIS, and is provided as preliminary review of environmental issues. 
 
The following sections provide a description of the environmental resources which could be impacted 
by the proposed ultimate airport development depicted on Exhibit 5A.  Through a review of previous 
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environmental studies and resource agency websites,  it was determined that the following resources 
are not present within airport environs or cannot be inventoried: 
 

 Coastal Resources – The Airport is located inland more than 300 miles from coastal areas. 

 Farmland – Arlington Municipal Airport is located within a designated U.S. Census Urban Area and, 
therefore, projects at the Airport are exempt from evaluation under the Farmland Protection Policy 
Act (FPPA). 

 Wild and Scenic Rivers – The closest designated Wild and Scenic River is the Cossotot River, located 
in the State of Arkansas, and is more than 200 miles northeast of the Airport. 

 
 
AIR QUALITY 
 
Air quality  in a given  location  is described by  the concentrations of various pollutants  in  the atmos‐
phere.   The significance of a pollution concentration  is determined by comparing  it  to  the state and 
federal  air quality  standards.    In  1971,  the U.S.  Environmental  Protection Agency  (EPA)  established 
standards that specify the maximum permissible short‐term and  long‐term concentrations of various 
air contaminants.  The National Ambient Air Quality Standards (NAAQS) consist of primary and second‐
ary standards for six criteria pollutants which include: Ozone (O3), Carbon Monoxide (CO), Sulfur Diox‐
ide (SO2), Nitrogen Oxide (NOx), Particulate matter (PM10 and PM2.5), and Lead (Pb). 
 
Based on federal air quality standards, a specific geographic area can be classified as either an “attain‐
ment,” “maintenance,” or “non‐attainment” area for each pollutant.  The threshold for non‐attainment 
designation varies by pollutant.  The Airport is located in Tarrant County, which is an attainment area 
for all criteria pollutants, except for ozone based on the 8‐hour standard.   Ground‐level ozone  is not 
emitted directly into the air, but is created by chemical reactions between oxides of nitrogen (NOX) and 
VOCs in the presence of sunlight.  Common sources of NOx and VOC emissions include industrial facili‐
ties, electric utilities, motor vehicle exhaust, gasoline vapors, and chemical solvents.  The pollutants are 
also emitted by aircraft; however, none of  the proposed  improvements are  likely  to  result  in opera‐
tional changes that would result in significant changes in emissions at the Airport. 
 
Temporary increases in NOx and VOC emissions would likely occur during the construction phases of all 
proposed  improvements,  including  the extension of Runway 16‐34, hangar development,  and other 
apron and taxilane projects.  Potential impacts associated with these projects may need to be evaluat‐
ed with emissions modeling as part of any  required environmental documentation  for planned pro‐
jects. 
 
NEPA analyses also  include an evaluation of project‐related greenhouse gas emissions.   Based on the 
operations  forecast,  an  increase  in  greenhouse  gas  (GHG)  emissions  would  occur  over  the  10‐year 
planning horizon of  this study.   However,  there are no  federal GHG emissions standards  that can be 
applied to this growth at this time.  The FAA is involved in several studies aimed at quantifying aviation 
contributions to GHG emissions and climate changes.   
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COMPATIBLE LAND USE 
 
The compatibility of existing and planned  land uses  in the vicinity of an airport  is typically associated 
with the extent of the airport’s noise  impacts, although attention  is also given to wildlife attractants 
and community disruption.   
 
Noise impacts are generally evaluated by comparing the extent of an airport’s noise exposure contours 
to the land uses within the immediate vicinity of the airport.  The City of Arlington adopted its compre‐
hensive plan in March 2015, which includes an action item of implementing the updated Airport Mas‐
ter Plan which will enable the City to provide a variety of transportation options.  Additionally, the City 
of Arlington has adopted an Airport Overlay Zone which “regulates the development of noise‐sensitive 
land uses so as to promote compatibility between the Airport and the surrounding  land uses; to pre‐
vent  the  encroachment  of  incompatible  uses  surrounding  the  Airport;  and  to  promote  the  public 
health, safety and welfare of property users.” 
 
As discussed  in the Noise section, which follows  later  in this chapter, the existing and ultimate (2014 
and 2024) 65 day‐night noise exposure level (DNL) noise contours remain entirely on airport property 
and do not encompass noise‐sensitive land uses.   
 
Wildlife attractants include those land uses that bring wildlife into areas where they could prove haz‐
ardous  to  aircraft  operations.   Wildlife  attractants  include  landfills, wastewater  treatment  facilities, 
wetlands, wildlife  refuges, or any other  land use  that attracts wildlife.   FAA AC 150/5200‐33B states 
that the aforementioned land uses prove hazardous if they are located within: 
 

 5,000 feet of an airport serving piston‐powered aircraft; 

 10,000 feet of an airport serving turbine‐powered aircraft; and/or 

 For all airports, the FAA recommends a distance of five miles between the farthest end of the air‐
port’s operating area and the hazardous wildlife attractant if the attractant could cause hazardous 
wildlife movement into or across the airport approach or departure airspace. 

 
The  location of  these boundaries  is shown on Exhibit 5D.   The primary wildlife attractant within  the 
vicinity of the Airport is Joe Pool Lake located to the southeast. 
 
 
CONSTRUCTION IMPACTS 
 
Construction  impacts  typically  relate  to  the effects on specific  impact categories, such as air quality, 
water quality, or noise during construction.   The use of best management practices (BMPs),  including 
those outlined within FAA Advisory Circular 150/5371‐10, Standards for Specifying Construction of Air‐
ports,  Item P‐156, Temporary Air and Water Pollution, Soil Erosion and Siltation Control, during con‐
struction is typically a requirement of construction‐related permits such as a Texas Pollution Discharge 
Elimination System (TPDES) permit.   Use of these measures typically alleviates potential resource  im‐
pacts. 
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-Airport Operations Area: All airport areas where aircraft can operate, either under their
 own power or while in tow.  The AOA included runways, taxiways, and apron areas.

-Perimeter B: For airports serving turbine-powered aircraft, hazardous wildlife
attractants must be 10,000 feet from the nearest air operations area.
(FAA AC 150/5200-33B, Hazardous Wildlife Attractants on or Near Airpors)

-Perimeter C: 5-mile range to protect approach, departure and circling airspace.
(FAA AC 150/5200-33B, Hazardous Wildlife Attractants on or Near Airports
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Short term construction‐related noise impacts that could occur include implementation of the Runway 
16‐34 extension, hangar development, and other apron and taxilane projects.  However, these impacts 
typically  do  not  arise  unless  construction  is  being  undertaken  during  early  morning,  evening,  or 
nighttime hours. 
 
Construction‐related air quality impacts can be expected.  Air emissions related to construction activi‐
ties will be  short  term  in nature and will be  included  in  the air emissions  inventory, as  required  for 
NEPA documentation efforts. 
 
The Airport and all applicable contractors will need to obtain and comply with the requirements and 
procedures of the construction‐related TPDES Construction General Permit,  including the preparation 
of a Notice of Intent and a Stormwater Pollution Prevention Plan, prior to the initiation of product con‐
struction activities. 
 
 
FLOODPLAINS 
 
As defined in FAA Order 1050.1E, floodplains consist of “lowland and relatively flat areas adjoining in‐
land and coastal water  including  flood prone areas of offshore  islands,  including at a minimum,  that 
area subject to one percent or greater chance of flooding in any given year.”  Federal agencies are di‐
rected to take action to reduce the risk of flood loss, minimize the impact of floods on human safety, 
health and welfare, and restore and preserve the natural and beneficial values served by floodplains.  
Floodplains have natural and beneficial values, such as providing ground water recharge, water quality 
maintenance,  fish, wildlife, plants, open  space, natural beauty, outdoor  recreation,  agriculture,  and 
forestry.  FAA Order 1050.1E (12) (c) indicates that “if the proposed action and reasonable alternatives 
are not within the limits of a base floodplain (100‐year flood area),” that it may be assumed that there 
are no floodplain impacts.  The limits of base floodplains are determined by Flood Insurance Rate Maps 
(FIRM) prepared by the Federal Emergency Management Agency (FEMA). 
 
New Flood Insurance Rate Maps were adopted for portions of Tarrant County in 2009.  In response, the 
City of Arlington amended its Flood Hazard Ordinance to reflect these changes effective September 25, 
2009.  The location of the floodplain is depicted on Exhibit 5A.  As indicated on the exhibit, the flood‐
plain is located immediately north, west, and south of the Airport and includes areas identified for fu‐
ture development.   These  include:   RPZ  land acquisition to the north and perimeter access road con‐
struction to the north and west.   Prior to construction within these areas, potential  impacts to flood‐
plains will need to be evaluated.  Coordination with the City of Arlington Floodplain Administrator may 
also be required to determine permitting requirements associated with development within the flood‐
plain. 
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FISH, WILDLIFE, AND PLANTS 
 
Biotic resources  include the various types of plants and animals that are present  in a particular area.  
The term also applies to rivers,  lakes, wetlands,  forests, and other habitat types that support plants, 
birds, and/or fish.  Typically, development in areas such as previously disturbed airport property, popu‐
lated places, or farmland would result in minimal impacts to biotic resources.  
 
The U.S.  Fish  and Wildlife  Service  (USFWS)  is  charged with  overseeing  the  requirements  contained 
within Section 7 of the Endangered Species Act.  This Act was put into place to protect animal or plant 
species whose populations are  threatened by human activities.   Along with  the FAA,  the USFWS  re‐
views projects  to determine  if a  significant  impact  to  these protected  species will  result with  imple‐
mentation of a proposed project.  Significant impacts occur when the proposed action could jeopardize 
the continued existence of a protected species or would result in the destruction or adverse modifica‐
tion of federally designated critical habitat in the area. 
 
Arlington Municipal Airport is located in the Northern Blackland Prairie subdivision of the Great Plains 
ecoregion.   According  to  the USFWS  Information  for Planning and Conservation  (IPaC) system,  there 
are four federally listed species that have potential habitat in the vicinity, two of which should be con‐
sidered only  if proposed development  includes wind energy projects.   As proposed airport develop‐
ments do not  include wind energy projects, the two species that would need to be considered under 
the Endangered Species Act at the Airport include the Least Tern and Whooping Crane, both of which 
are classified as Endangered.   
 
Interior least terns are known to breed from early April to early August in Texas along portions of the 
Rio Grande, Canadian River, Trinity River, and Prairie Dog Town Fork of the Red River. Nesting habitat 
for this species includes large areas of bare or sparsely vegetated sand, shell and gravel beaches, sand‐
bars, islands, and salt flats near large rivers and reservoirs.  Whooping cranes nest in Northwest Terri‐
tories and Alberta Provinces of Canada, and winter in and adjacent to Aransas National Wildlife Refuge 
along  the  central  Texas  coast.   During migration, whooping  cranes  travel  a nearly  straight path be‐
tween  these  two  locations,  feeding  in  croplands  and  roosting  in  large  flooded  fields, wetlands,  and 
sandbars in large rivers.   
 
Based on a review of aerial photography, habitat for either of these species  is not present at the Air‐
port.  However, during preparation of NEPA, the FAA or USFWS may request field surveys to document 
the presence or absence of these species.  There are no areas of designated critical habitat within the 
vicinity of the Airport.     
 
 
HAZARDOUS MATERIALS, POLLUTION PREVENTION, AND SOLID WASTE 
 
Federal, state, and local laws regulate hazardous materials use, storage, transport, and disposal.  These 
laws may extend to past and future landowners of properties containing these materials.  In addition, 
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disrupting sites containing hazardous materials or contaminates may cause significant  impacts to soil, 
surface water, groundwater, air quality, and the organisms using these resources. 
 
The EPA’s EJView online tool was consulted regarding the presence of  impaired waters and regulated 
hazardous sites within the vicinity of the Airport.  According to EJView, there are no Clean Water Act, 
Section 303d  impaired streams within the proposed project areas.   Additionally, according to EJView, 
there are no Superfund or Brownfield sites within one mile of the Airport. 
 
There are two areas of proposed property acquisition: one  is  located north of the runway within the 
RPZ and the second is located on the west side of the Airport and would provide roadway access to the 
west side development.   The proposed property acquisition areas may require the preparation of an 
environmental due diligence audit to determine the presence of any recognized environmental condi‐
tions (RECs).   An REC  is defined by the American Society for Testing and Materials as the presence or 
likely presence of any hazardous  substances or petroleum products on a property under  conditions 
that indicate an existing release, a past release, or a material threat of a release of any hazardous sub‐
stances, or petroleum products into the ground, groundwater, or surface water of a property. 
 
As previously discussed, a TPDES construction general permit may be required prior to on‐airport con‐
struction projects disturbing more than one acre.   The permit requires a Notice of  Intent  for all con‐
struction activities disturbing one or more acre of land.  In conjunction with the TPDES, a Stormwater 
Pollution Prevention Plan  (SWPPP) may be required  to outline  the BMPs  to be used  to minimize  im‐
pacts to stormwater conveyance systems. 
 
 
HISTORICAL AND CULTURAL RESOURCES 
 
Determination of a project’s impact to historical and cultural resources is made in compliance with the 
National Historic Preservation Act  (NHPA) of 1966, as amended  for  federal undertakings.   A historic 
property is defined as any prehistoric or historic district, site, building, structure, or object included in, 
or eligible for  inclusion  in, the National Register of Historic Places (NRHP).   Properties or sites having 
traditional religious or cultural importance to Native American Tribes may also qualify. 
 
A review of the NRHP  indicates that no  listed sites are  located on or within the Airport vicinity.   The 
nearest historic site listed on the National Register of Historic Places is the South Center Street Historic 
District,  located more than four miles north of the Airport   Archaeological field surveys are generally 
required when a project occurs  in an previously undisturbed area or  in conjunction with property ac‐
quisition.  As part of NEPA documentation, FAA or SHPO may request field surveys prior to undertaking 
the terminal area improvements or property acquisition projects.  The field surveys would be used to 
determine  the presence of previously unidentified historic properties or archaeological  resources  in 
these areas. 
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LIGHT EMISSIONS AND VISUAL IMPACTS 
 
Airport  lighting  is characterized as either airfield  lighting (i.e., runway, taxiway, approach and  landing 
lights) or  landside  lighting  (i.e.,  security  lights, building  interior  lighting, parking  lights, and  signage).  
Generally, airport lighting does not result in significant impacts unless a high intensity strobe light, such 
as a runway end identification light (REIL), would produce glare on any adjoining site, particularly resi‐
dential uses. 
 
Visual  impacts  relate  to  the extent  that  the proposed development contrasts with  the existing envi‐
ronment and whether a jurisdictional agency considers this contrast objectionable.  The visual sight of 
aircraft, aircraft contrails, or aircraft lights at night, particularly at a distance that is not normally intru‐
sive, should not be assumed to constitute an adverse impact. 
 
Lighting changes would occur with the Runway 16‐34 extension project and would extend the existing 
lighting systems to the north toward U.S. Interstate 20.  Additional security lighting may also be added 
during the construction of new hangar facilities on the east and west sides of the Airport.  This may re‐
sult in changes to lighting near existing residential areas. 
 
If the potential for lighting or visual impacts is determined to be associated with the planned develop‐
ment, consultation with  local residents and the owners of  light‐sensitive sites may be needed to de‐
termine possible  alternatives  to minimize  these effects without  risking  aviation  safety or efficiency.  
Measures such as shielding guidance lighting so that they are only visible to pilots or using vegetative 
buffers could be used to reduce the effects of airport‐related light emissions.  Additional coordination 
with state, regional, or local art or architecture councils, tribes, or other organizations having an inter‐
est in airport‐associated visual effects may be necessary. 
 
 
NOISE 
 
Per federal regulation, the DNL is used in this study to assess aircraft noise.  DNL is the metric currently 
accepted by the FAA, EPA, and Department of Housing and Urban Development (HUD) as an appropri‐
ate measure of  cumulative noise  exposure.    These  three  agencies have  each  identified  the 65 DNL 
noise contour as  the  threshold of  incompatibility.   Noise exposure contours are overlaid on maps of 
existing and planned land uses to determine areas that may be affected by aircraft noise at or above 65 
DNL.   The noise exposure contours are developed using the FAA‐approved Airport Environmental De‐
sign Tool (AEDT) which accepts inputs for several airport characteristics, including: aircraft type, opera‐
tions, flight tracks, time of day, and topography. 
 
Exhibit 5E depicts the existing (2014) condition noise exposure contours for the Airport.  As shown on 
the exhibit,  the 65 DNL noise contour extends beyond  the northeast and northwest  sides of airport 
property over light industrial and commercial land uses as well as undeveloped property.  The 65 DNL 
also extends beyond the south end of airport property over undeveloped areas owned by the City of 
Arlington and utilized as a linear park. 
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Exhibit 5E also depicts the ultimate condition (2024) noise contours, based on long range forecast op‐
erations outlined  in Chapter Two.   These contours are modeled with  the proposed 700‐foot  runway 
extension and proposed rotorcraft TLOF area on the west side of the Airport.  As shown on the exhibit, 
the  noise  exposure  contours  also  extend  beyond  airport  property  adjacent  to  the  northeast  and 
northwest sides of the Airport.   The 65 DNL remains on airport property to the south, mainly due to 
the proposed runway extension allowing for southerly‐departing aircraft to rotate and takeoff sooner, 
thus, achieving a higher altitude while still over airport property. 
 
 
NATURAL RESOURCES AND ENERGY SUPPLY 
 
In instances of proposed actions, such as the expansion of utilities, power companies or other suppliers 
of energy will need to be contacted to determine if the proposed project demands can be met by exist‐
ing or planned utility/power production facilities. 
 
Increased use of energy and natural resources are anticipated as the operations at the Airport grow.  
Temporary  increases  in  resource  consumption  can be anticipated during  construction.   None of  the 
planned development projects are anticipated to result in significant increases in energy consumption. 
 
 
SECONDARY (INDUCED) IMPACTS 
 
Secondary impacts address potential changes to surrounding communities resulting from the proposed 
development, including shifts in patterns of population growth, public service demands, and changes in 
business and economic activity to the extent influenced by airport development. 
 
Significant shifts in patterns of population movement or growth or public service demands are not an‐
ticipated as a result of the proposed development.  It could be expected, however, that the proposed 
development would potentially induce positive socioeconomic impacts for the community over a peri‐
od of years.  The Airport, with expanded facilities and services, would be expected to attract additional 
users.   It  is also expected to encourage  industry and trade and to enhance the future growth and ex‐
pansion of the community’s economic base.  Additionally, the proposed development projects will like‐
ly create construction jobs supporting local employment.  Future socioeconomic impacts resulting from 
the proposed development are anticipated to be primarily positive in nature. 
 
 
SECTION 4(f) RESOURCES 
 
Section 4(f) properties include publicly owned land from a public park, recreational area, or wildlife and 
waterfowl  refuge of national, state, or  local significance, or any  land  from a historic site of national, 
state, or local significance. 
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The following list summarizes the nearest properties of each type that may be protected under Section 
4(f) of the DOT Act: 
 

 Wilderness Area –There are no federally designated Wilderness Areas within 100 miles of the Air‐
port. 

 Historic  Site  Listed  on  the  National  Register  –  South  Center  Street  Historic  District  (four  miles 
north). 

 Locally Owned Public Park – There are several community parks within two miles of the Airport, the 
largest of which is Cravens Park, located west of the Airport. 

 Wildlife Refuge – Hagerman National Wildlife Refuge (85 miles north). 
 
The proposed  improvements  identified  in the Development Plan are unlikely to have a direct or  indi‐
rect impact on any of the potential Section 4(f) properties identified above as they would not result in 
a physical taking or constructive use of the properties.  A constructive use occurs when it is determined 
that an airport improvement would substantially impair a property.  An example of substantial impair‐
ment of a property would be the introduction of noise levels above the federal threshold as the result 
of a project. 
 
 
SOCIOECONOMIC IMPACTS, ENVIRONMENTAL JUSTICE, 
AND CHILDREN’S ENVIRONMENTAL HEALTH AND SAFETY RISKS 
 
Socioeconomic  impacts known to result from airport  improvements are often associated with reloca‐
tion activities or other community disruptions, including alterations to surface transportation patterns, 
division or disruption of existing communities, interferences with orderly planned development, or an 
appreciable change in employment related to the project.   
 
The acquisition of real property or displacing people or businesses  is required to conform to the Uni‐
form Relocation Assistance and Real Property Acquisition Policies Act of 1970 (URARPAPA).  These regu‐
lations mandate that certain relocation assistance services be made available to owners/tenants of the 
properties.  None of the proposed land acquisition would require the relocation of residences or busi‐
nesses.   However, all proposed property acquisition may  require coordination with  the FAA and  the 
property owner and additional environmental documentation. 
 
Executive Order 12898, Federal Action  to Address Environmental  Justice  in Minority Populations and 
Low‐Income Populations, and  the accompanying Presidential Memorandum, and Order DOT 5610.2, 
Environmental Justice, require FAA to provide for meaningful public involvement by minority and low‐
income populations, as well as analysis that identifies and addresses potential impacts on these popu‐
lations that may be disproportionately high and adverse. 
 
The  EPA’s  EJview  online  tool  was  consulted  regarding  the  presence  of  environmental  justice  areas 
within the airport environs.  According to the tool, 4.8 – 6.9 percent of the population within the Cen‐
sus  tracts encompassing  the Airport  is below  the poverty  level.   Additionally,  the population of  the 
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Census blockgroups which encompasses the Airport  is more than 60 percent minority.   Based on the 
nature  of  the  projects  identified within  the Development  Plan,  it  is  unlikely  that  the  proposed  im‐
provements would have disproportionately high and adverse human health or environmental effects 
on minority populations and low‐income populations.  However, coordination with the Environmental 
Protection Agency would likely be required to ensure that proper public consultation is undertaken. 
 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and Safety 
Risks,  federal agencies are directed to  identify and assess environmental health and safety risks that 
may disproportionately affect children.   These risks  include those that are attributable to products or 
substances that a child is likely to come in contact with or ingest, such as air, food, drinking water, rec‐
reational waters, soil, or products to which they may be exposed. 
 
During  construction  of  the  projects  outlined  within  the  Development  Plan,  appropriate  measures 
should be taken to prevent access by unauthorized persons to construction project areas.  Additionally, 
BMPs should be implemented to decrease environmental health risks to children.  
 
 
WATER QUALITY 
 
The Clean Water Act provides  the authority  to establish water quality standards, control discharges, 
develop waste treatment management plans and practices, prevent or minimize the loss of wetlands, 
and regulate other  issues concerning water quality.   Water quality concerns related to airport devel‐
opment most often relate to the potential  for surface runoff and soil erosion, as well as the storage 
and handling of fuel, petroleum products, solvents, etc. 
 
FAA AC 150/5370‐10G, Standards  for Specifying Construction of Airports,  Item P‐156, Temporary Air 
and Water Pollution, Soil Erosion and Siltation Control would be implemented during construction pro‐
jects at the Airport.  This AC and other BMPs that may be required by the State or County as part of a 
Texas Pollutant Discharge Elimination System (TPDES) General Construction Permit would be incorpo‐
rated into future airport development to minimize dust, emissions, and water quality concerns.   
 
 
WETLANDS AND WATERS OF THE U.S. 
 
The U.S. Army Corps of Engineers (USACE) regulates the discharge of dredge and/or fill material  into 
Waters of the United States, including adjacent wetlands, under Section 404 of the Clean Water Act. 
 
Wetlands are defined by Executive Order 11990, Protection of Wetlands, as “those areas that are inun‐
dated  by  surface  or  groundwater with  a  frequency  sufficient  to  support  and  under  normal  circum‐
stances does or would  support a prevalence of vegetation or aquatic  life  that  requires  saturated or 
seasonally  saturated  soil  conditions  for  growth  and  reproduction.”   Categories of wetlands  includes 
swamps, marshes, bogs,  sloughs, potholes, wet meadows,  river overflows, mud  flats, natural ponds, 
estuarine area, tidal overflows, and shallow lakes and ponds with emergent vegetation.  Wetlands ex‐
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hibit three characteristics: hydrology, hydrophytes (plants able to tolerate various degrees of flooding 
or frequent saturation), and poorly drained soils. 
 
Based on a desktop review, there are no wetlands within the vicinity of the projects  identified  in the 
Development Plan.  However, as part of NEPA documentation, the FAA or USACE may require field sur‐
veys to document the presence or absence of waters of the U.S. 
 
 

SUMMARY 
 
This chapter has been designed to help the City of Arlington in making decisions on the future growth 
and development of Arlington Municipal Airport by describing narratively and graphically the recom‐
mended Development Concept.  The plan presents an airfield facility that fulfills aviation needs for the 
Airport, while conforming to safety and design standards to the extent practicable.   It also provides a 
landside complex that will satisfy anticipated growth over the next several years and can be developed 
as demand dictates.   
 
Flexibility will be very important to future development at the Airport, as activity and growth may not 
occur as predicted.  The Airport Development Plan provides airport stakeholders with a general guide 
to maintain the facility’s long term viability as a general aviation reliever airport.  The next chapter of 
this Development Plan will consider strategies  for  funding  the recommended  improvements and will 
provide  a  reasonable  schedule  for  undertaking  the  projects  based  on  safety  and  demand  over  the 
course of the next 10+ years. 

 

Chapter Five - 31



FINANCIAL PROGRAM / 
CAPITAL IMPROVEMENTS

Chapter Six

The analyses completed in the preceding chapter outlines airside and landside development needs to 
meet projected avia on demand based on forecast ac vity, facility requirements, safety standards, and 
opera onal efficiency.  Now that the recommended concept has been developed and specific needs and 
improvements for the Airport have been established, the next step is to determine a realis c schedule 
for project implementa on as well as the associated costs for the plan.  This chapter will provide a 
descrip on and overall cost of each project iden fied in the capital improvement program (CIP) and 
development schedule.  The program outlined has been evaluated from a variety of perspec ves and 
represents a compara ve analysis of basic budget factors, demand, and priority assignments.   

The CIP is developed following Federal Avia on Administra on (FAA) and Texas Department of 
Transporta on – Avia on Division (TxDOT) guidelines for airport planning and primarily iden fies those 
projects that are likely eligible for FAA and/or TxDOT funding assistance.  Other avia on projects that are 
not programmed to receive federal and/or state funding par cipa on are also presented.  

The capital improvements and financial program have been organized into three sec ons.  First, the 
airport development schedule and project cost es mates are presented in narra ve and graphic form.  
Second, capital improvement funding sources on the federal, state, and local levels are iden fied and 
discussed.  Finally, an evalua on of the facili es and services available at Arlington Municipal Airport is 
made and strategies to further enhance the economic vitality of the Airport are offered.
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AIRPORT DEVELOPMENT SCHEDULE AND COST SUMMARIES 
 
With  the recommended Development Concept and specific needs and  improvements  for  the Airport 
having been established, the next step is to determine a realistic implementation timeline and associ‐
ated costs for the plan.  The recommended improvements are grouped by planning horizon: short term 
(1‐5 years) and long term (6‐10 years).  Table 6A summarizes key activity milestones for short and long 
term planning horizons.   
 
TABLE 6A 
Forecast Summary by Planning Horizon 
Arlington Municipal Airport 

  
Base Year 
(2014) 

Short 
Term 

Long 
Term 

BASED AIRCRAFT          

Single Engine Piston  205  217  228 
Multi‐Engine Piston  27  28  30 
Turboprop  3  6  10 
Jet  3  6  12 
Helicopter  16  18  20 

Total Based Aircraft  254  275  300 

AIRCRAFT OPERATIONS*          

General Aviation          

Itinerant  40,151  43,050  46,200 
Local  32,819  35,700  38,850 

Air Taxi          

Itinerant  1,262  1,680  2,310 

Air Carrier          

Itinerant  306  315  315 

Military          

Itinerant   64  210  210 
Local  43  105  105 

Total Itinerant Operations  41,783  45,255  49,035 

Total Local Operations  32,862  35,805  38,955 

Total Annual Operations  74,645  81,060  87,990 

*  Operations are adjusted by 5% to account for the hours (9:00 p.m. ‐ 7:00 a.m.) when the ATCT is closed. 

Source: Coffman Associates analysis 

 
 
A key aspect of this Airport Development Plan is the use of demand‐based planning milestones.  Many 
projects should be considered based on actual demand levels.  As short term horizon activity levels are 
reached, it will then be time to program for the intermediate term based upon the next activity mile‐
stones.   
 
Many development items included in the recommended concept will need to follow these demand in‐
dicators.   For example,  the plan  includes new hangar development.   Based aircraft necessitating  the 
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need for additional hangar development and the need to accommodate growth in overall airport activ‐
ity will be the primary indicator for these projects.  If based aircraft growth occurs as projected, addi‐
tional hangars should be constructed to meet the demand.  If growth slows or does not occur as fore‐
casted, some projects may be delayed.  As a result, capital expenditures are planned to be made on an 
as‐needed basis, which leads to a more responsible use of capital assets. 
 
Because of economic realities, fewer airports are constructing hangars on their own, instead relying on 
private developers.  In some cases, private developers can keep construction costs lower, which in turn 
lowers the monthly fee necessary to amortize the cost of development.  The development plan for Ar‐
lington Municipal Airport assumes that the potential for future hangars could be constructed through 
public/private partnerships. The Airport can also encourage hangar development by providing public 
access taxiways, which are eligible for FAA/TxDOT grant funding.   These taxiways can then be utilized 
by hangar tenants for aircraft access to the runway/taxiway system. 
 
The airport sponsor can construct hangars and act as the lessor, as they do on the existing City‐owned 
hangars.  The economics of hangar construction and leasing over the last decade have made it difficult 
to  amortize  a 20‐year  loan on  facilities while  charging  a  reasonable monthly  rent.    This  is  the  case 
across the country where local airport sponsors are relying increasingly on private developers to build 
facilities at airports.   Nonetheless, some airport sponsors see a benefit to building hangar facilities  in 
order  to stimulate aviation activity and business development, even  if  the monthly  rents have  to be 
subsidized to some degree.  As detailed in the CIP, T‐hangars and linear box hangars are planned that 
would be constructed by the City of Arlington. 
 
Some development  items do not depend  specifically on demand.   Safety‐related projects  should be 
programmed  in a  timely manner  regardless of  the  forecast growth  in activity.   Other  items,  such as 
pavement maintenance, should be addressed in a scheduled manner and are not dependent on reach‐
ing aviation demand milestones.  These types of projects typically are more associated with day‐to‐day 
operations. 
 
Since this Development Plan is a conceptual document, implementation of the capital projects should 
only be undertaken after further refinement of their design and costs through architectural and engi‐
neering analyses.   Moreover, some projects may require additional  infrastructure  improvements (i.e., 
drainage improvements, extension of utilities, etc.) that may increase the estimated cost of the project 
or increase the timeline for completion. 
 
Once a list of necessary projects was identified and refined, project‐specific cost estimates were devel‐
oped.  The cost estimates include design, engineering, construction administration, and contingencies 
that may arise on the project.  Capital costs presented here should be viewed only as estimates subject 
to further refinement during design.  Nevertheless, they are considered sufficient for planning purpos‐
es.   Cost estimates  for several projects  included  in  the CIP were provided by KSA Engineers,  the Air‐
port’s current engineering firm familiar with construction costs  in the area.   The detail on these cost 
estimates is provided in Appendix B.   Cost estimates for each of the development projects in the CIP 
are based on present‐day construction, design, and administration costs.  Adjustments will need to be 
applied over time as construction costs or capital equipment costs change.  
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Exhibit 6A summarizes the CIP for Arlington Municipal Airport through the  long term planning period 
of this study.  It should be noted that an ultimate term (10+ years) is also included and identifies cer‐
tain projects that could occur beyond the 10‐year planning period of this study.  Exhibit 6B graphically 
depicts the CIP overlaid onto the airport aerial photograph and broken out into planning horizons.   
 
The FAA and TxDOT each utilize a priority ranking system to help objectively evaluate potential airport 
projects.  Projects are weighted toward safety, infrastructure preservation, meeting design standards, 
and capacity enhancement.   These entities will participate  in the highest priority projects before con‐
sidering lower priority projects, even if a lower priority project is considered a more urgent need by the 
local sponsor.   Nonetheless, the project should remain a priority  for the airport and  funding support 
should continue to be requested in subsequent years. 
 
Some projects identified in the CIP will require environmental documentation.  The level of documen‐
tation necessary for each project must be determined in consultation with the FAA and TxDOT.  There 
are  three major  levels of environmental  review  to be  considered under  the National Environmental 
Policy Act (NEPA) that include categorical exclusions (CatEx), Environmental Assessments (EA), and En‐
vironmental  Impact Statements  (EIS).   Each  level requires more time to complete and more detailed 
information.  Guidance on what level of documentation is required for a specific project is provided in 
FAA Order  1050.1E,  Environmental  Impacts:  Policies  and  Procedures.    The  Environmental Overview 
presented in Chapter Five addresses NEPA and provides an evaluation of potential environmental im‐
pacts for Arlington Municipal Airport. 
 
The  following  sections will describe  in greater detail  the projects  identified  for  the Airport over  the 
next 10+ years.   The projects are grouped based upon a detailed evaluation of existing and projected 
demand, safety, rehabilitation needs, and local priority.  While the CIP shows the priority ranking of the 
projects, the  list should be evaluated and revised on a regular basis.   It  is also  important to note that 
certain projects, while  listed  separately  for purposes of evaluation  in  this  study, could be combined 
with other projects during  time of  construction/  implementation.   An example would be  the  recon‐
struction/rehabilitation of certain taxiways on the airfield and the implementation of light emitting di‐
ode (LED) technology.   While the CIP  lists these projects separately,  it  is conceivable that LED  lighting 
and signage upgrades could be programmed simultaneously with a taxiway construction project. 
 
 
SHORT TERM PLANNING PROGRAM 
 
The short term program considers 13 projects for the planning period as presented on Exhibit 6A and 
depicted on Exhibit 6B.  The following provides a detailed breakdown of each project. 
 
Project #1: Expand Terminal Aircraft Parking Apron 
Description: Expand/construct the terminal parking apron adjacent to the southwest side of the termi‐
nal building that would encompass approximately 6,600 square yards of new pavement.   This would 
allow for increased parking space on the Airport to handle based and itinerant aircraft operations. 
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   TOTAL FAA/TxDOT  LOCAL 
PROJECT DESCRIPTION  PROJECT COST  ELIGIBLE  SHARE
SHORT TERM PROGRAM (1-5 Years)    

 1 Expand Terminal Aircraft Parking Apron $1,122,800 $1,010,520 $112,280

 2 Realign Taxiway H at Intersection of Runway 16-34 $728,200 $655,380 $72,820

 3 Reconstruct South Aircraft Parking Apron $853,800 $768,420 $85,380

 4 Rehabilitate Portions of Runway 16-34 (General Pavement Maintenance) $1,181,600 $1,063,440 $118,160

 5 Implement Drainage Improvements on South Side of Airport $240,700 $216,630 $24,070

 6 Construct Perimeter Access Roads on North, South, and West Sides of Airport $2,164,700 $1,948,230 $216,470

 7 Implement Drainage Improvements on East Infield Area $370,500 $333,450 $37,050

 8 Reconstruct Taxiway A to Meet TDG 3 Standards - 50' wide / Relocate Hold Lines $7,066,800 $6,360,120 $706,680

 9 Rehabilitate Taxiway A1 $253,900 $228,510 $25,390

 10 Acquire Land for Approach Protection in North RPZ (1.68 Acres) $336,600 $302,940 $33,660

 11 Construct T-Hangar Facility and Taxilane Access in Southeast Development Area 

  - Phase I* $2,617,000 – $2,617,000

 12 Reconstruct Runway 16-34 $10,881,100 $9,792,990 $1,088,110

 13 Conduct Miscellaneous Annual RAMP Projects  $500,000 $250,000 $250,000

TOTAL SHORT TERM PROGRAM COSTS $28,317,700 $22,930,630 $5,387,070
LONG TERM PROGRAM (6-10 Years)    
 1 Reconstruct Taxiway D to Meet TDG 3 Standards / Relocate Hold Line $822,500 $740,250 $82,250

 2 Reconstruct/Rehabilitate Taxiway C to Meet TDG 3 Standards 

  - 50' wide / Relocate Hold Line $628,300 $565,470 $62,830

 3 Reconstruct/Rehabilitate Taxiway E to Meet TDG 3 Standards 

  - 50' wide / Relocate Hold Line  $628,300 $565,470 $62,830

 4 Reconstruct/Rehabilitate Taxiway F to Meet TDG 3 Standards 

  - 50' wide / Relocate Hold Line $628,300 $565,470 $62,830

 5 Implement LED Technology on Airfield Lighting and Signage $541,900 $487,710 $54,190

 6 Construct T-Hangar Facility and Taxilane Access in Southeast Development Area 

  - Phase II* $2,593,800 – $2,593,800

 7 Redevelop City T-Hangar Area (Remove T-Hangars / 

  Reconstruct Aircraft Parking Apron) $4,960,600 $3,693,600 $1,267,000

 8 In-Fill Apron Areas Adjacent to East Side of Taxiway A / Construct No-Taxi Island $277,900 $250,110 $27,790

 9 Construct Rotorcraft TLOF Facility $261,800 $235,620 $26,180

 10 Construct Box Hangars in Northeast Development Area* $1,359,000 – $1,359,000

 11 Construct Airport Maintenance Facility and Staging Area $1,574,100 – $1,574,100

 12 Construct Terminal Aircraft Parking Apron on West Side of Airport - Phase I $6,191,700 $5,572,530 $619,170

 13 Extend Runway 16-34 and Parallel Taxiways A and G 700' North / 

  Displace Runway 16 Threshold 700' $11,152,800 $10,037,520 $1,115,280

 14 Relocate Taxiway J from the Runway High Energy Area - 50' wide $625,800 $563,220 $62,580

 15 Conduct General Pavement Maintenance $1,189,300 $1,070,370 $118,930

 16 Conduct Miscellaneous Annual RAMP Projects $500,000 $250,000 $250,000

TOTAL LONG TERM PROGRAM COSTS $33,936,100 $24,597,340 $9,338,760
TOTAL PROGRAM COSTS (SHORT AND LONG TERMS) $62,253,800 $47,527,970 $14,725,830
ULTIMATE TERM PROGRAM (10+ Years)    
 1 Acquire Land for West Side Vehicle Access Road Right-of-Way (0.28 Acres) $65,000 $58,500 $6,500

 2 Construct West Side Vehicle Access Road from Center Street Extension $2,191,000 $1,095,500 $1,095,500

 3 Construct Terminal Aircraft Parking Apron on West Side of Airport - Phase II $6,191,700 $5,572,530 $619,170

 4 Construct Aircraft Wash Rack on West Side of Airport $256,400 $230,760 $25,640

TOTAL ULTIMATE TERM PROGRAM COSTS $8,704,100 $6,957,290 $1,746,810
CAPITAL IMPROVEMENT PROGRAM TOTAL $70,957,900 $54,485,260 $16,472,640

*Hangar development is eligible for Non-Primary Entitlement (NPE) funds and would require the Airport Sponsor to set aside up to four
 years of funding at $150,000 per year.  For purposes of this study, it is assumed that NPE funds will be utilized for other airport projects.   

TDG - Taxiway Design Group

RPZ - Runway Protection Zone

RAMP - Routine Airport Maintenance Program

LED - Light Emitting Diode

TLOF - Touch-Down and Lift-Off

Exhibit 6A
CAPITAL IMPROVEMENT PROGRAM

AIRPORT DEVELOPMENT PLAN
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Given the aircraft parking demand during special event activities associated with AT&T Stadium, this is 
a high‐priority project for the Airport.  
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #2: Realign Taxiway H at Intersection of Runway 16‐34 
Description: Realign Taxiway H at a 90‐degree angle to Runway 16‐34, adhering to updated airfield de‐
sign and geometry standards.  The taxiway will be constructed to 100 feet in width and require the re‐
configuration  of  associated  taxiway  lighting  and  signage.    The  hold  line  associated with  Taxiway H 
would need to be situated at least 257 feet from the runway centerline. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #3: Reconstruct South Aircraft Parking Apron 
Description: Reconstruct the parking apron  in the southeast area of the airfield based upon the find‐
ings of a recent pavement evaluation conducted at the Airport.  This apron currently encompasses ap‐
proximately  23,300  square  yards  of  space  and  48 marked  tiedown  positions.    For  purposes  of  this 
study, only the portion of the parking apron not included in an existing private leasehold is considered 
for reconstruction.   
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #4: Rehabilitate Portions of Runway 16‐34 (General Pavement Maintenance) 
Description:  Rehabilitate certain portions of the runway that need addressed in the near term to allow 
for continued use prior to a full reconstruction of the runway system planned later in the CIP. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #5: Implement Drainage Improvements on South Side of Airport 
Description:  Improve  drainage  on  the  south  side  of  the  Airport  adjacent  to  Southeast Green Oaks 
Boulevard that includes added erosion prevention and installation of larger subsurface piping.   
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #6: Construct Perimeter Access Roads on North, South, and West Sides of Airport 
Description: Construct/reconstruct paved perimeter access  roads  in  three different  locations on air‐
port property.  The north area would entail constructing a road around the north side of the localizer, 
connecting with Taxiways A and G.  The south area would entail constructing a road adjacent to South 
Collins Street and traversing south and west adjacent to Southeast Green Oaks Boulevard, meeting up 
with the existing access road leading to the airport traffic control tower (ATCT).  The west area would 
entail constructing a road extending west from Taxiway G adjacent to the Bell Helicopter leasehold and 
extending around to the ATCT.   The extension of these roads will allow airport personnel the oppor‐
tunity to better monitor airfield operations and also decrease the number of times that internal vehicle 
and maintenance operations will have to cross the runway system. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #7: Implement Drainage Improvements on East Infield Area 
Description:  Improve drainage  in areas between Runway 16‐34 and parallel Taxiway A  that has be‐
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come  apparent  in  recent weeks due  to  the excessive  rainfall  received  in  the  area.   The majority of 
these  improvements are needed  from  starting near entrance/exit Taxiway F and extending  south  to 
entrance/exit Taxiway A. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #8: Reconstruct Taxiway A to Meet TDG 3 Standards – 50 feet wide / Relocate Hold Lines 
Description: Reconstruct parallel Taxiway A and the entrance/exit taxiways serving the north and south 
ends of Runway 16‐34.  The taxiway would be reconstructed to 50 feet in width to meet Taxiway De‐
sign Group (TDG) 3 standards.  In addition, the hold lines associated with Taxiway A would be relocated 
to 257  feet  from  the  runway centerline.   Given  the scope and cost associated with  this project,  it  is 
conceivable that it would be phased over more than one year. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #9: Rehabilitate Taxiway A1 
Description: Rehabilitate Taxiway A1 that extends east of parallel Taxiway A providing access to several 
types of aviation activity.   This project  could  involve  removing/replacing damaged pavement panels 
and crack sealing.   
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #10: Acquire Land for Approach Protection in North RPZ (1.68 acres) 
Description: Acquire approximately 1.68 acres of land within the runway protection zone (RPZ) serving 
the north end of Runway 16‐34, either through fee simple acquisition or a type of avigation/land use 
easement.  The associated cost estimate includes fee simple acquisition over much of this property.   
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent.   
 
Project #11: Construct T‐Hangar Facility and Taxilane Access in Southeast Development Area –  
Phase I 
Description: This project could entail replacing aircraft storage displaced as a result of the City‐owned 
T‐hangar area being proposed  for  redevelopment with  the construction of T‐hangar  facilities on  the 
southeast side of the Airport, similar to what is depicted on the existing ALP.  Included in the CIP is the 
Phase I development which includes the construction of one T‐hangar facility (approximately 20 units) 
and taxilane access serving the facility.  Taxilane access would connect to an existing taxilane extending 
from the south aircraft parking apron. 
Funding Eligibility:  FAA/TxDOT – 0 percent / Local – 100 percent.  The Airport could pursue grant fund‐
ing assistance for the construction of T‐hangars and would require banking up to four years’ worth of 
non‐primary entitlement (NPE) funds. For purposes of this study, it is assumed that the airport sponsor 
will bear the entire cost of constructing the T‐hangar facility and associated  infrastructure and utilize 
NPE funds for airside‐related projects dealing with the runway/taxiway system.   
 
Project #12: Reconstruct Runway 16‐34 
Description: Reconstruct the entire runway to meet a pavement strength of 150,000 pounds DWL.  The 
project would likely be broken out into multiple phases due to the scope and projected cost estimate. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
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Project #13: Conduct Miscellaneous Annual RAMP Projects 
Description: The final project  listed  in the short term program  includes miscellaneous projects which 
could be  funded  through TxDOT’s Routine Airport Maintenance Program  (RAMP).   Each year, TxDOT 
offers  RAMP  funds  of  up  to  $50,000,  providing  the  airport  sponsor  furnishes  a  50  percent match 
($50,000).   Thus, an airport  can have up  to $100,000 available  for pavement maintenance or other 
general or routine maintenance projects that may arise during the term.  This CIP considers Arlington 
Municipal Airport utilizing this source of funding to the maximum extent possible each year. 
Funding Eligibility: TxDOT – 50 percent / Local – 50 percent. 
 
 
Short Term CIP Summary 
 
The short  term CIP  includes projects  that enhance  the overall safety, efficiency, and maintenance of 
the airfield while also  implementing  landside  improvements.   The total  investment necessary  for the 
short term CIP is approximately $28.32 million.  Of this total, approximately $19.13 million is dedicated 
for proposed pavement reconstruction/rehabilitation associated with Runway 16‐34 and parallel Taxi‐
way A.  Approximately $22.93 million is programmed for federal/state funding assistance.  The remain‐
ing $5.39 million is to be provided through local funding outlets. 
 
 
LONG TERM PLANNING PROGRAM 
 
The  long  term covers  the period 6  through 10 years.   Planning new projects beyond  the  short  term 
timeframe can be challenging.   Airport management should regularly assess the need and timing  for 
these projects based on actual demand and growth at the Airport. 
 
This planning horizon  includes 16 projects for the five‐year timeframe as  listed on Exhibit 6A and de‐
picted on Exhibit 6B.  The following section includes a description of each project. 
 
Project #1: Reconstruct Taxiway D to Meet TDG 3 Standards / Relocate Hold Line 
Description: Reconstruct Taxiway D  to  its existing dimensions.    In addition,  the hold  line associated 
with Taxiway D would be relocated to 257 feet from the runway centerline. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Projects #2‐4: Reconstruct/Rehabilitate Taxiways C, E, and F to Meet TDG 3 Standards –  
50 feet wide / Relocate Hold Lines 
Description: Reconstruct Taxiways C, E, and F on the east side of Runway 16‐34 to 50 feet in width to 
meet TDG 3 standards.   Another option  is to rehabilitate the taxiway accordingly and designate  it as 
light‐load pavement.  In addition, the hold line associated with each taxiway would be relocated to 257 
feet from the runway centerline. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent.  
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Project #5: Implement LED Technology on Airfield Lighting and Signage 
Description: Implement LED lighting on appropriate runway and taxiway edge lighting and signage sys‐
tems.  As previously discussed, this project could be broken out and programmed with the reconstruc‐
tion/rehabilitation of runway and taxiway pavements on the airfield.   
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #6: Construct T‐Hangar Facility and Taxilane Access in Southeast Development Area – Phase II 
Description: This project includes the Phase II development of a second T‐hangar facility (approximate‐
ly 20 units) and taxilane access serving the  facility  in the southeast development area that could ac‐
commodate small aircraft storage hangar demand at the Airport. 
Funding Eligibility:  FAA/TxDOT – 0 percent / Local – 100 percent.  Proposed funding is based on a simi‐
lar assumption to the Phase I development programmed in the short term CIP.  If the T‐hangar devel‐
opment projects are not constructed by the Airport, it can be assumed that the City will pursue private 
development of aircraft storage hangars. 
 
Project #7: Redevelop City T‐Hangar Area (Remove T‐Hangars / Reconstruct Aircraft Parking Apron) 
Description: Remove four existing City‐owned T‐hangars and reconstruct portions of the apron area in 
order to prepare it for future private development associated with high‐use aviation activities. 
Funding Eligibility: FAA/TxDOT – 75 percent / Local – 25 percent.  The cost associated with the removal 
of the T‐hangars is programmed at 100 percent local share.  The remaining costs that would be applied 
to  the  reconstruction of  the apron  space  to accommodate aviation‐related activities are eligible  for 
FAA/TxDOT assistance at 90 percent of total project costs. 
 
Project #8: In‐Fill Apron Areas Adjacent to East Side of Taxiway A / Construct No‐Taxi Island 
Description:  In‐fill  two  grass  areas with  pavement  between  Taxiway  A  and  existing  City‐owned  T‐
hangar facilities.  This would provide increased efficiency associated with aircraft traversing the area in 
the event that the T‐hangars are removed and higher‐use aviation activities occur.   In addition, a no‐
taxi island would need to be painted to discourage direct access from the apron area to Runway 16‐34 
via Taxiway C. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent.   
 
Project #9: Construct Rotorcraft TLOF Facility 
Description: To better accommodate rotorcraft activities as well as to  increase the airfield’s capacity, 
an  independent touch‐down and  lift‐off (TLOF) area  is proposed on the west side of the Airport adja‐
cent to the south side of the existing Bell Helicopter leasehold.  The TLOF area must maintain clearance 
from landside development, and in doing so, would restrict certain areas from supporting future land‐
side revenue development. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #10: Construct Box Hangars in Northeast Development Area 
Description: The construction of four small box hangars is programmed during the long term CIP in the 
northeast area of the Airport.  Airfield access to the hangars would be provided via Taxiway A1 and ve‐
hicle  access  could  be  provided  by  the  adjacent  entrance/exit  road  extending west  of  South  Collins 
Street.   
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Funding Eligibility: FAA/TxDOT – 0 percent / Local – 100 percent.  Proposed funding is based on a simi‐
lar assumption to the Phases I and II development of T‐hangar facilities. 

Project #11: Construct Airport Maintenance Facility and Staging Area 
Description: Construct a maintenance facility and associated staging area on the west side of the Air‐
port adjacent to the existing Bell Helicopter leasehold.  The proposed perimeter access road extension 
could serve this facility. 
Funding Eligibility: FAA/TxDOT – 0 percent / Local – 100 percent. 

Project #12: Construct Terminal Aircraft Parking Apron on West Side of Airport – Phase I 
Description: Construct additional apron area on the west side of the Airport to support special event 
traffic overflow in addition to helping spur private aviation development.  The Phase I construction in‐
cludes the southern portion of the proposed parking apron.   Construction of parking apron space on 
the west side of the Airport could be phased over multiple projects depending on demand, utility infra‐
structure, and access capability. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 

Project #13: Extend Runway 16‐34 and Parallel Taxiways A and G 700 feet North / Displace Runway 
16 Threshold 700 feet 
Description: Extend the runway and parallel taxiways 700 feet north and construct new hold aprons on 
each parallel taxiway.  Runway 16 would be displaced 700 feet and declared distances would be estab‐
lished for Runway 16 and Runway 34.  As a result, the safety areas (RSA, ROFA, and RPZ) and localizer 
would  remain  in  their existing  location.   Additional clearing and grading would be needed  in certain 
areas north of the runway to meet ROFA standards.   
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 

Project #14: Relocate Taxiway J from the Runway High Energy Area – 50 feet wide 
Description: Based on the ultimate configuration of Runway 16‐34, this project involves relocating Tax‐
iway J approximately 940 feet south of its existing location in order to remove the runway crossing (as‐
sociated with Taxiways D and J) within the high energy area of Runway 16‐34.   This project could be 
positioned sooner in the CIP based upon input from the FAA and TxDOT. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 

Project #15: Conduct General Pavement Maintenance 
Description: This includes a line item in the CIP that allocates a certain amount of funding for the gen‐
eral maintenance of various pavements not specifically  identified by project  in  the CIP and could  in‐
clude crack sealing and other routine maintenance. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
Project #16: Conduct Miscellaneous Annual RAMP Projects 
Description: Similar  to  the short  term CIP, participation  in  the RAMP  is assumed  in each year of  the 
long term program with full utilization of $100,000 annually. 
Funding Eligibility: TxDOT – 50 percent / Local – 50 percent. 
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Long Term CIP Summary 
 
The total costs associated with the  long term program are estimated at $33.94 million.   Of this total, 
approximately $24.60 million could be eligible for federal/state funding, and the local share is project‐
ed at $9.34 million.  The proposed extension of Runway 16‐34 and associated parallel taxiways consti‐
tute over one‐third of the total costs in the long term CIP. 
 
 
ULTIMATE TERM PLANNING PROGRAM 
 
Ultimate term projects are those that  likely extend beyond the 10‐year planning period of this study 
and are mainly focused on development on the west side of the Airport.   As such, these projects are 
demand‐driven and  involve the following, as further outlined on Exhibit 6A and  illustrated on Exhibit 
6B.  
 
Project #1: Acquire Land for West Side Vehicle Access Road Right‐of‐Way (0.28 Acres) 
Description: The acquisition of a small piece of private property would be needed  in order to extend 
vehicle access from the proposed Center Street extension to airport property. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #2: Construct West Side Vehicle Access Road from Center Street Extension 
Description: This project would entail constructing a public‐use roadway that could serve future land‐
side facility development on the west side of the Airport.   This project could be phased over multiple 
years  based  on  aviation  demand.    If  the  Center  Street  extension  gets  delayed,  another  option  to 
providing access to the west side would be to realign a portion of the existing access road  leading to 
the ATCT outside the RPZ near Southeast Green Oaks Boulevard and opening it up for public‐use access 
serving landside development.   
Funding Eligibility: FAA/TxDOT – 50 percent / Local – 50 percent.    
 
Project #3: Construct Terminal Aircraft Parking Apron on West Side of Airport – Phase II 
Description: Construct additional apron area on the west side of the Airport to support private aviation 
development.  The Phase II construction includes the northern portion of the proposed parking apron.  
Construction of parking apron space on the west side of the Airport could be phased over multiple pro‐
jects depending on demand, utility infrastructure, and access capability. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
 
Project #4: Construct Aircraft Wash Rack on West Side of Airport 
Description: Construct an aircraft wash rack in an area adjacent to the proposed parking apron expan‐
sion on the west side of the Airport.  The need for the project would be dependent on aviation demand 
on the west side, primarily related to small aircraft activity. 
Funding Eligibility: FAA/TxDOT – 90 percent / Local – 10 percent. 
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Ultimate Term CIP Summary 
 
The ultimate term projects are  included to provide a representation of potential projects needed for 
continued growth and development beyond the 10‐year planning period of this study.  The costs asso‐
ciated with the ultimate term are estimated at $8.70 million with approximately $6.96 million eligible 
for FAA/TxDOT funding assistance.  The remaining $1.75 million would be the responsibility of the air‐
port sponsor. 
 
 
CAPITAL IMPROVEMENT SUMMARY 
 
The CIP is intended as a road map of airport improvements to help guide the City of Arlington, the FAA, 
and TxDOT.   The plan as presented will help accommodate  increases  in forecast demand at Arlington 
Municipal Airport over the next 10 years and beyond.   The sequence of projects may change due to 
availability of funds or changing priorities.  Nonetheless, this is a comprehensive list of capital projects 
the Airport should consider in the next 10+ years. 
 
The total CIP proposes approximately $70.96 million  in airport development needs. Of this total, ap‐
proximately $54.49 million could be eligible for federal/state funding assistance.  The local funding es‐
timate for the proposed CIP is $16.47 million. 
 
 

CAPITAL IMPROVEMENT FUNDING SOURCES 
 
There are generally four sources of funds used to finance airport development which include: 
 

 Airport cash flow 

 Revenue and general obligation bonds 

 Federal/state/local grants 

 Passenger facility charges (PFCs), which are reserved for commercial service airports 
 
Access to these sources of financing varies widely among airports, with some large airports maintaining 
substantial cash  reserves and  the  smaller commercial  service and general aviation airports often  re‐
quiring  subsidies  from  local  governments  to  fund operating expenses  and  finance modest  improve‐
ments.   
 
Financing capital improvements at the Airport will not rely solely on the financial resources of the air‐
port enterprise fund.  Capital improvement funding is available through various grant‐in‐aid programs 
on both the federal and state levels.  Historically, Arlington Municipal Airport has received federal and 
state grants.   The following discussion outlines key sources of funding potentially available for capital 
improvements at Arlington Municipal Airport. 
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FEDERAL GRANTS 
 
Through federal legislation over the years, various grant‐in‐aid programs have been established to de‐
velop and maintain a system of public use airports across the United States.  The purpose of this sys‐
tem and  its  federally based  funding  is  to maintain national defense and  to promote  interstate com‐
merce.  The most recent legislation affecting federal funding was enacted on February 17, 2012 and is 
titled the FAA Modernization and Reform Act of 2012. 
 
The law authorizes the FAA’s AIP at $3.35 billion for fiscal years 2012 through 2015.  Eligible airports, 
which include those in the National Plan of Integrated Airports Systems (NPIAS), such as Arlington Mu‐
nicipal Airport, can apply for airport improvement grants.  Table 6B presents the approximate distribu‐
tion of the AIP funds.   Arlington Municipal Airport is eligible to apply for grants which may be funded 
through state apportionments, the small airport fund, discretionary, and/or set‐asides categories. 
 
TABLE 6B 
Federal AIP Funding Distribution 

Funding Category  Percent of Total*  Funds** 

Apportionment/Entitlement       

  Passenger Entitlements  26.6%  $891,100,000 
  Cargo Entitlements  3.5%  $117,250,000 
  Alaska Supplemental  0.7%  $23,450,000 
  State Apportionment for Non‐Primary Entitlements  12.5%  $418,750,000 
  State Apportionment Based on Area and Population  7.4%  $247,900,000 
  Carryover  22.1%  $740,350,000 

Small Airport Fund       

  Small Hubs  2.2%  $73,700,000 
  Non‐Hubs  8.7%  $291,450,000 
  Non‐Primary (GA and Reliever)  4.3%  $144,050,000 

Discretionary       

  Capacity/Safety/Security/Noise  5.4%  $180,900,000 
  Pure Discretionary  1.8%  $60,300,000 

Set‐Asides       

  Noise  4.2%  $140,700,000 
  Military Airports Program  0.5%  $16,750,000 
  Reliever  0.1%  $3,350,000 

Totals  100.0%  $3,350,000,000 

*Percentages based on FAA fiscal year 2013 final funding breakdown. 
**FAA Modernization and Reform Act of 2012  
AIP ‐ Airport Improvement Program  

Source:  FAA Order 5100.38D, Airport Improvement Program Handbook 

 
 
Funding  for AIP‐eligible projects  is undertaken through a cost‐sharing arrangement  in which the FAA 
provides up to 90 percent of the cost and the airport sponsor invests the remaining 10 percent.  In ex‐
change for this  level of funding, the airport sponsor  is required to meet various grant assurances,  in‐
cluding maintaining the improvement for its useful life, usually 20 years.   
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The source for AIP funds is the Aviation Trust Fund.  The Aviation Trust Fund was established in 1970 to 
provide funding for aviation capital  investment programs (aviation development, facilities and equip‐
ment, and research and development).  The Aviation Trust Fund also finances the operation of the FAA.  
It is funded by user fees, including taxes on airline tickets, aviation fuel, and various aircraft parts. 
 
 
Apportionment (Entitlement) Funds 
 
Federal AIP 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 minimum enplanement 
levels of at  least 10,000 passengers annually.    If the threshold  is met, the airport receives $1 million 
annually in entitlement funds.  Other entitlement funds are distributed to cargo service airports, states 
and insular areas (state apportionment), and Alaska airports.   
 
General aviation airports  included  in  the NPIAS can  receive up  to $150,000 each year  in NPE  funds.  
These funds can be carried over and combined for up to four years, thereby allowing for completion of 
a more expensive project.  In the past, Arlington Municipal Airport has received NPE funding.   
 
Other entitlement funds are distributed to cargo service airports, states and insular areas (state appor‐
tionment), and Alaska airports.  The states also receive a direct apportionment based on a federal for‐
mula that takes into account area and population.  The states can then distribute these funds for pro‐
jects at various airports  throughout  the state.   TxDOT distributes  these  funds  to airports  throughout 
the State of Texas. 
 
 
Small Airport Fund 
 
If a large or medium hub commercial service airport chooses to institute a PFC, which is a fee of up to 
$4.50 on each airline ticket for funding of capital  improvement projects, then their apportionment  is 
reduced.   A portion of the reduced apportionment goes to the small airport  fund.   The small airport 
fund  is  reserved  for small‐hub primary commercial service airports, non‐hub commercial service air‐
ports, and general aviation airports.  Arlington Municipal Airport is eligible for small airport funds. 
 
 
Discretionary Funds 
 
The remaining AIP funds are distributed by the FAA based on the priority of the project for which they 
have requested  federal assistance through discretionary apportionments.   A national priority ranking 
system is used to evaluate and rank each airport project.  Those projects with the highest priority from 
airports across the country are given preference in funding.  High priority projects include those related 
to meeting design standards, capacity improvements, and other safety enhancements. 
 
Under the AIP program, examples of eligible development projects include the airfield, public aprons, 

Chapter Six - 16



 
 

 

and access roads.  Additional buildings and structures may be eligible if the function of the structure is 
to serve airport operations in a non‐revenue generating capacity, such as maintenance facilities.  Some 
revenue‐enhancing structures, such as T‐hangars and fuel farms, may be eligible if all airfield improve‐
ments have been made; however, the priority ranking of these facilities is very low.  At Arlington Mu‐
nicipal Airport, funding for these types of projects is unlikely due to higher‐priority projects being rec‐
ognized. 
 
Whereas entitlement monies are guaranteed on an annual basis, discretionary funds are not assured.  
If the combination of entitlement, discretionary, and airport sponsor match does not provide enough 
capital for planned development, projects may be delayed. 
 
 
Set‐Aside Funds 
 
Portions of AIP funds are set‐asides designed to achieve specific funding minimums for noise compati‐
bility planning and implementation, select former military airfields (Military Airport Program), and se‐
lect  reliever airports.   Arlington Municipal Airport qualifies  for set‐aside  funding since  it  is a  reliever 
airport. 
 
 
FAA Facilities and Equipment Program 
 
The Airway Facilities Division of the FAA administers the Facilities and Equipment (F&E) Program.  This 
program provides funding for the installation and maintenance of various navigational aids and equip‐
ment of the national airspace system.  Under the F&E program, funding is provided for FAA ATCTs, en‐
route navigational aids, on‐airport navigational aids, and approach lighting systems. 
 
While F&E  still  installs and maintains  some navigational aids, on‐airport  facilities at general aviation 
airports have not been a priority.  Therefore, airports often request funding assistance for navigational 
aids through AIP and then maintain the equipment on their own.   
 
Guidance  on  the  eligibility  of  a  project  for  federal  AIP  grant  funding  can  be  found  in  FAA  Order 
5100.38D, Airport Improvement Program Handbook, which can be accessed at: 
http://www.faa.gov/airports/aip/aip_handbook/media/AIP‐Handbook‐Order‐5100‐38D. 
 
 
STATE AID TO AIRPORTS 
 
The State of Texas participates in the federal State Block Grant Program.  Under this program, the FAA 
annually distributes general aviation state apportionment and discretionary funds to TxDOT, which  in 
turn distributes grants  to airports within  the  state.    In compliance with TxDOT’s  legislative mandate 
that it “apply for, receive, and disburse” federal funds for general aviation airports, TxDOT acts as the 
agent of  the  local airport sponsor.   Although  these grants are distributed by TxDOT,  they contain all 
federal obligations. 
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The State of Texas also distributes funding to general aviation airports from the Highway Trust Fund as 
the Texas Aviation Facilities Development Program.   These  funds are appropriated each year by  the 
state legislature.  Once distributed, these grants contain state obligations only. 
 
The establishment of a CIP for the state entails first identifying the need, then establishing a ranking or 
priority system.  Identifying all state airport project needs allows TxDOT to establish a biennial program 
and budget  for development costs.   The most  recent TxDOT CIP, Aviation Capital  Improvement Pro‐
gram 2015‐2017, assumed that approximately $19 million in annual federal AIP grants, plus $24 million 
earmarked for non‐primary entitlements and $16 million in state funds, would be available. 
 
The  TxDOT biennial program  sets  a project priority  system established by  the  Texas  Transportation 
Commission in order to make the best use of limited state and federal airport development funds.  Ta‐
ble 6C presents the priority objectives and their associated description in order of importance.   
 
TABLE 6C 
TxDOT Project Priorities 

Priority Objective  Description 

Safety  Projects needed to make the facility safe for aircraft operations. 

Preservation  Projects to preserve the functional or structural integrity of the airport. 

Standards 
Improvements required to bring the airport up to design standards for current user air‐
craft. 

Upgrade 
Improvements required to allow the airport to accommodate larger aircraft or longer 
stage lengths. 

Capacity  Expansion required to accommodate more aircraft or higher activity levels. 

New Access  A new airport providing new air access to a previously unserved area. 

New Capacity  A new airport needed to add capacity or relieve congestion at other area airports. 

Source: TxDOT Aviation Capital Improvement Program 2015‐2017 

 
 
Each airport project for Arlington Municipal Airport must be identified and programmed into the state 
CIP and compete with other airport projects in the state for federal and state funds.  In Texas, airport 
development projects  that meet TxDOT’s discretionary  funds eligibility  requirements  can  receive 90 
percent  funding  from the AIP State Block Grant Program.   Eligible projects  include airfield and apron 
facilities.   Historically, revenue‐generating  improvements, such as  fuel  facilities, utilities, and hangars 
have not been eligible for AIP funding.  The FAA Modernization and Reform Act of 2012, however, pro‐
vides for the allowance of NPE funds to be utilized for hangar or fuel farm construction if all other air‐
field needs have been addressed. 
 
The availability of grant funds can fluctuate from year to year.  Typically, an airport can expect a grant 
to cover several projects in one grant‐cycle.  The next grant opportunity may not arise for a couple of 
years thereafter.   This cycle occurs as TxDOT must administer grants  for more than 300 airports and 
has  relatively  limited  resources.   As a  result,  local budgeting  for  future capital  improvements should 
consider sporadic grant availabilities. 
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Routine Airport Maintenance Program   
 
TxDOT has established  the RAMP  to help general aviation airports maintain and,  in  some  instances, 
construct new facilities.  The program was initially designed to help airports maintain airside and land‐
side pavements, but has since been expanded to include construction of new facilities.  RAMP is an an‐
nual  funding  source  in  which  TxDOT  will  provide  a  50  percent  funding match  for  projects  up  to 
$100,000.  Table 6D outlines the projects that are eligible under RAMP.  It should be noted that several 
of the projects listed in the airport’s proposed CIP are also eligible for RAMP funding. 
 
TABLE 6D 
Eligible Work Items 
Routine Airport Maintenance Program 

AIRSIDE MAINTENANCE 

Pavement crack seal 
Pavement slurry seal/Fog seal/Rejuvenator 
Pavement markings 
Pavement failure repairs 
Drainage maintenance 
Sweeping 
Herbicide application 
Replacement bulbs/lamps for airside lights and approach aids 
Repair/maintenance of beacon, lighting, and approach aids 
AWOS part replacement 

LANDSIDE MAINTENANCE (after airside has been addressed) 

Repair/maintenance of vehicle parking  
Hangar/terminal painting and repairs ‐ airport owned facilities only 
Security camera systems 
Game proof or security fencing and gates 
Access roads for AWOS installations 
Navigational aids purchase and installation 
AWOS NADIN Interface charges 
Airport entrance signs and landscaping 
Repair of fuel systems ‐ airport‐owned 
Storm Water Pollution Prevention Plans and Spill Prevention Control & Countermeasure Plans  

CAPITAL IMPROVEMENT PROJECTS 

New public vehicle parking areas 
New entrance roads and hangar access roads 
Aircraft wash racks 
Aircraft parking aprons 
Small general aviation terminal buildings 
Drainage improvements 
Extension of runway lighting systems 
Beacon/tower replacements 
Water wells, sewer lines, and septic systems 
Preparation of FAA Form 7460‐1 for RAMP projects 

Source: TxDOT 
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Other State Airport Programs 
 
TxDOT also provides a funding mechanism for terminal building and ATCT  improvements.   TxDOT has 
funded terminal building construction on a 50/50 basis, up to a $1.0 million total project cost.  It should 
be noted that TxDOT can consider upgrading the total cost allowance on a case‐by‐case basis. 
 
TxDOT also funds the construction of up to two ATCTs statewide each year.  TxDOT has improved the 
program so that ATCT funding could be provided on a 90/10 basis, up to a total construction cost of 
$1.67 million. 
 
It should be noted that the plan does not include new ATCT or terminal building facilities at Arlington 
Municipal Airport.  The existing facilities are relatively new and will be sufficient for the planning period 
of this study. 
 
 
LOCAL FUNDING 
 
The balance of project costs, after consideration has been given  to other  funding  sources described 
above, must be funded through local resources.  Arlington Municipal Airport is owned and operated by 
the City of Arlington.  A goal for any airport is to generate enough revenue to cover all operating and 
capital expenditures.   
 
Airport  revenues  are  generated  by  airport  operations  through  the  collection  of  various  rates  and 
charges.  Revenues collected by the airport are to be used specifically to help fund the operation and 
maintenance of the airport and for additions or improvements to airport facilities. 
 
All general aviation airports should establish standard rates for various leases.  All lease rates should be 
set to adjust to a standard index such as the consumer price index (CPI) to assure that fair and equita‐
ble rates continue to be charged into the future.  Many factors will impact what the standard lease rate 
should be for a particular facility or ground parcel.  For example, ground leases for aviation‐related fa‐
cilities should have a different lease rate than for non‐aviation leases.   When airports own hangars, a 
separate facility  lease rate should be charged.   The  lease rate for any  individual parcel or hangar can 
vary due to availability of utilities, condition, location, and other factors.  Nonetheless, standard lease 
rates should fall within an acceptable range. 
 
There are several alternatives for local financing options for future development at the airport, includ‐
ing 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. 
 
It  is also acceptable  for the airport to enter  into some  form of public/private partnership  for various 
airport projects.  Typically, this would be limited to hangar construction, but there are some examples 
where a private developer constructs, for example, a taxilane, then deeds it to the airport for ongoing 
maintenance.  When entering any such arrangement, the airport must be sure that the private devel‐
oper does not gain an economic advantage over other airport tenants. 
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AIRPORT MARKETABILITY 
 
An objective of this Development Plan  is to provide strategies  for the economic enhancement of Ar‐
lington Municipal Airport through the marketability of existing and proposed airport assets.   As  it has 
done  in  the  past,  airport management  should  continue  to work with  local  economic  development 
agencies to attract aviation operators to the Airport.  It is important for an airport to monitor trends in 
aviation demand and best position the facility to capture any growing demand that might be occurring 
in its service area.  The following describes the aviation assets available at Arlington Municipal Airport 
and generalizes marketing strategies that could maximize their potential. 
 
 
AIRPORT ASSETS 
 
Airport facilities at Arlington Municipal Airport to include airside and landside infrastructure were pre‐
viously detailed in Chapter One.  These facilities are essential to the daily operation of an airport in or‐
der to accommodate aircraft, pilots, passengers, and businesses that utilize the facility.   
 
 
Terminal Building 
 
The terminal building is centrally located on the east side of the airfield, providing ideal access to the 
runway and taxiway system at Arlington Municipal Airport.  The two‐story facility encompasses approx‐
imately 15,200 square feet of enclosed space and includes areas for airport administration and opera‐
tions, a conference room, public lobby, restrooms, and multiple commercial business leaseholds.  
 
 
Aircraft Storage Hangars 
 
Aircraft  storage hangars at Arlington Municipal Airport are  comprised of  conventional, executive, T‐
hangars, and linear box hangars.  The linear box hangars typically provide space for the private storage 
of one aircraft.  Conventional hangars provide a large open space and have the capability to store sev‐
eral aircraft and are often utilized by businesses, such as fixed base operators (FBOs) and specialized 
aviation service operators (SASOs).  Executive hangars provide the same type of storage needs as con‐
ventional hangars, but are typically smaller than 10,000 square feet.  T‐hangars and linear box hangars 
provide separate aircraft storage facilities within a larger hangar complex and are typically utilized for 
private aircraft storage. 
 
The  11  conventional  hangars  on  the Airport  comprise  approximately  330,000  square  feet.    This  in‐
cludes 156,000  square  feet of hangar  space  that  is used  specifically  for Bell Helicopter’s operational 
activities.  There are two executive hangars that total approximately 18,400 square feet.  The remain‐
ing hangar  facilities at the Airport  include a mix of T‐hangars and  linear box hangars that provide an 
additional 247,200  square  feet of  space.   All  total, 595,600  square  feet of enclosed  storage hangar 
space is provided.   
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Aircraft Parking Aprons 
 
There are several dedicated aircraft parking aprons located at Arlington Municipal Airport that accom‐
modate different functions.   West of the terminal building, two separate parking areas are dedicated 
for individual marked tiedown spaces.  All total, 53 tiedown spaces are offered, encompassing approx‐
imately 13,900 square yards of space.   
 
South of the terminal area, an area of parking apron space  is provided adjacent to the Airport’s FBO.  
Approximately 11,000 square yards of parking and circulation encompass this area and include 16 des‐
ignated parking positions for large and small aircraft.  Farther south, another 20 marked aircraft posi‐
tions are included in an approximate 2,300‐square yard area that is adjacent to the City’s T‐hangar fa‐
cilities.  Another substantial area for aircraft parking is on the southeast side of the Airport.  This park‐
ing apron includes 48 marked tiedowns on 23,300 square yards of space.   
 
General  aviation  aircraft parking  apron  space  at Arlington Municipal Airport  includes  approximately 
50,500 square yards.  An additional 35,000 square yards of apron space and multiple parking positions 
are associated with the Bell Helicopter facility on the west side of the Airport, which  is under private 
leasehold. 
 
 
Fuel Facilities 
 
One fuel farm located at Arlington Municipal Airport provides a total storage capacity of 48,000 gallons 
for  Jet A and 100LL  fuel combined  (24,000 gallons  for  Jet A and 24,000 gallons  for 100LL).   There  is 
space for future expansion of the fuel farm if aviation demand dictates.  Airport management contin‐
ues to dedicate the vacant area adjacent to the fuel farm for these expansion possibilities.  A fuel facili‐
ty located adjacent to the south aircraft parking apron consists of a 1,000‐gallon capacity storage tank 
connected  to a  self‐service  fuel dispenser, allowing pilots  the opportunity  to  fuel  their aircraft with 
100LL fuel 24 hours a day/seven days per week.   
 
Five refueling trucks are also available to deliver fuel to aircraft, providing “full” service fueling capabili‐
ties.  Three trucks are dedicated to Jet A fuel and the other two for 100LL.     
 
 
Developable Property 
 
One of the most valuable assets available on an airport is land that is readily accessible to the runway 
and taxiway system.  Some airports sit on large parcels of property that encompass hundreds or even 
thousands of acres.   As such,  they are provided with seemingly “endless” opportunities  for develop‐
ment, both aviation and non‐aviation  in nature.   Arlington Municipal Airport  is comprised of approxi‐
mately 500 acres.  As such, careful consideration must be given to its orderly development in order to 
maximize the amount of space that  is provided.   Previous planning studies,  including this Airport De‐
velopment Plan, have made detailed evaluations on available land that is developable on the Airport.   
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There is adequate property on the east side of the Airport to continue to accommodate certain types 
of aviation demand, especially those related to the use of executive hangars and T‐hangars/linear box 
hangars.  Considerable focus has been given in recent years to the development of the west side of the 
Airport.  With the construction of the ATCT and implementation of a perimeter access roadway, these 
facilities can serve to help attract future tenants.  In order to attract larger scale SASOs to the Airport, 
the west side provides the necessary space and  ideal access to the runway and taxiway system.   The 
main limiting factor at this point in time is vehicle roadway access and utility infrastructure needed to 
accommodate these activities.   The proposed Center Street extension outlined in this study would al‐
low for  improved access to the west side dependent on necessary funding to construct an on‐airport 
access road extending to the east.  
 
 
Airside Facilities 
 
The landside assets on an airport must be supported by an airside facility network (runways, taxiways, 
and navigational aids) that allows for their maximum usage.  As detailed throughout the Development 
Plan, a runway and taxiway system provides ideal opportunities for future growth and development at 
Arlington Municipal Airport.   Runway 16‐34 provides 6,080 feet of usable runway  length, which satis‐
fies a large majority of general aviation, air taxi, and air cargo operations that utilize the airfield.  Run‐
way 16‐34 is also provided with a precision instrument landing system (ILS) approach, allowing aircraft 
to utilize  the Airport during poor weather conditions.   Other support navigational  facilities  include a 
medium  intensity approach  lighting system with runway alignment  indicator  lights (MALSR), precision 
approach path  indicators  (PAPIs), runway end  identification  lights  (REILs), and an Automated Surface 
Observing System (ASOS). 
 
 
Aviation Services 
 
An array of aviation  services are provided at Arlington Municipal Airport  that  include  flight  training, 
flight testing, aircraft maintenance, aircraft fueling, air cargo, hangar rental, aircraft sales, aviation  in‐
surance, rental cars, and pilot supplies.   Furthermore, the City of Arlington Fire Station #12  is  located 
on airport property and provides emergency and rescue services to the Airport and surrounding com‐
munity 24 hours per day, seven days per week. 
 
 
Competitive Pricing 
 
Price sensitivity will always play a role in an aircraft business owner’s decision when choosing where to 
conduct their operations from.  Lease rates, fuel prices, hangar rental fees, and other charges must be 
competitive with competing airports in the region.  It appears that Arlington Municipal Airport is com‐
petitive in its fee structure, making the facility an attractive location in terms of pricing.  It is important 
to note that  lease rates and fee structures should be set at  levels that help to ensure the vitality and 
health of an airport’s financial status while reasonably maintaining existing and future tenant bases. 
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Location 
 
The  proximity  and  location  of  Arlington Municipal  Airport  in  relationship  to  the Dallas/Fort Worth 
Metroplex should be reinforced.  Projected increases in socioeconomic and demographic trends relat‐
ed to population and employment within the City of Arlington and Dallas and Tarrant Counties should 
also be highlighted.  In addition, the Airport is the closest aviation facility to the AT&T Stadium, which is 
host to a variety of  large‐scale special events throughout the year.    In addition, the Airport  is a great 
alternative to Dallas/Fort Worth International Airport and Dallas Love Field as it does not compete with 
scheduled airline service and congested airspace associated with these facilities, further enhancing the 
ease of operations for aircraft utilizing Arlington Municipal Airport. 
 
 
MARKETING ASSETS 
 
Most airports have a Master Plan/Development Plan and/or Airport Layout Plan  (ALP) that  identifies 
existing and future land uses on airport property.  Such is the case for Arlington Municipal Airport, as 
this Development Plan and the 2008 Master Plan, in association with an updated ALP drawing set, de‐
tails future development potential.  An airport should consider the following practices in order to best 
position itself for challenges associated with marketing available assets: 
 

 Keep a facility or developable property “alive.”  Keeping a building alive promotes safety, prevents 
future expenses for costly repairs, and creates a positive environment on airport property, which 
will attract future tenants.  In addition, extending utility infrastructure to vacant land instills a pro‐
active attitude that encourages private investors to build on through the development of facilities 
and hangars.   

 

 Maintain  an  aesthetically  appealing  appearance  on  existing  facility  infrastructure  and  institute 
guidelines/recommendations for the orderly development and appearance of future facilities.  

 

 Keep the FAA and TxDOT informed throughout the marketing process.  This allows an effective dia‐
logue that demonstrates the airport’s efforts in attracting aviation uses to the airfield before seek‐
ing a conversion to non‐aviation development in the event that the airport has excess property or 
facilities to justify non‐aviation uses. 

 

 Consider aviation trends and the regional economic market when planning for a new facility or set‐
ting design standards for development.   

 
 Have  an  effective means  of  regulating  activities  associated with  aviation  and  non‐aviation  uses 

through the  implementation of Airport Rules and Regulations and Minimum Standards.   Arlington 
Municipal Airport is in the process of updating these guiding documents. 

 
The City of Arlington should continue to monitor its facilities and property in an effort to capitalize on 
accommodating the needs of future demand in the area.  Given that the Airport encompasses only 500 
acres of property, it is in the best interest of the City of Arlington to dedicate as much land as possible 
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to meeting  the needs of aviation‐related activities.   The  recommendations  in  this analysis will assist 
Arlington Municipal Airport  in  continuing  to  offer  public  aviation  facilities  and  services  that  remain 
competitive with the regional area. 
 
 

DEVELOPMENT PLAN IMPLEMENTATION 
 
To implement the Development Plan recommendations, it is key to recognize that planning is a contin‐
uous  process  and  does  not  end  with  approval  of  this  document.    The  Airport  should  implement 
measures that allow them to track various demand indicators, such as based aircraft, hangar demand, 
and operations.   The  issues that this Development Plan  is based on will remain valid for a number of 
years.  The primary goal is for the Airport to best serve the air transportation needs of the region, while 
continuing to be economically self‐sufficient. 
 
The actual need for facilities is best established by activity levels rather than a specified date.  For ex‐
ample, projections have been made as to when additional hangars may be needed at the Airport.   In 
reality, 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 levels of demand may estab‐
lish the need to accelerate development.  Although every effort has been made in this master planning 
process  to conservatively estimate when  facility development may be needed, aviation demand will 
dictate timing of facility improvements. 
 
The value of this study is keeping the issues and objectives at the forefront of managers and decision‐
makers.    In addition  to adjustments  in aviation demand, when  to undertake  the  improvements  rec‐
ommended in this Development Plan will impact how long the plan remains valid.  The format of this 
plan reduces the need for formal and costly updates by simply adjusting the timing of project  imple‐
mentation.  Updating can be done by the manager, thereby improving the plan’s effectiveness. 
 
In summary, the planning process requires the City of Arlington to consistently monitor the progress of 
Arlington Municipal Airport  in terms of aircraft operations and based aircraft.   Analysis of aircraft de‐
mand is critical to the timing and need for new airport facilities. 
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Glossary of Terms

Airport ConsultantsA - 1

A
ABOVE GROUND LEVEL: The eleva  on of a point or 
surface above the ground.

ACCELERATE-STOP DISTANCE AVAILABLE (ASDA): 
See declared distances.

ADVISORY CIRCULAR: External publica  ons issued 
by the FAA consis  ng of nonregulatory material 
providing for the recommenda  ons rela  ve to a 
policy, guidance and informa  on rela  ve to a specifi c 
avia  on subject.

AIR CARRIER: An operator which: (1) performs at 
least fi ve round trips per week between two or more 
points and publishes fl ight schedules which specify 
the  mes, days of the week, and places between 
which such fl ights are performed; or (2) transports 
mail by air pursuant to a current contract with the 
U.S. Postal Service. Cer  fi ed in accordance with 
Federal Avia  on Regula  on (FAR) Parts 121 and 127.

AIRCRAFT: A transporta  on vehicle that is used or 
intended for use for fl ight.

AIRCRAFT APPROACH CATEGORY: A grouping of 
aircra   based on 1.3  mes the stall speed in their 
landing confi gura  on at their maximum cer  fi cated 
landing weight. The categories are as follows:

• Category A: Speed less than 91 knots.
• Category B: Speed 91 knots or more, but less than 

121 knots.
• Category C: Speed 121 knots or more, but less than 

141 knots.
• Category D: Speed 141 knots or more, but less than 

166 knots.
• Category E: Speed greater than 166 knots.

AIRCRAFT OPERATION: The landing, takeoff, or 
touch-and-go procedure by an aircraft on a runway 
at an airport.

AIRCRAFT OPERATIONS AREA (AOA): A restricted and 
secure area on the airport property designed to protect 
all aspects related to aircra   opera  ons.

AIRCRAFT OWNERS AND PILOTS ASSOCIATION: A 
private organiza  on serving the interests and needs 
of general avia  on pilots and aircra   owners.

AIRCRAFT RESCUE AND FIRE FIGHTING: A facility 
located at an airport that provides emergency vehicles, 
ex  nguishing agents, and personnel responsible 
for minimizing the impacts of an aircra   accident or 
incident.

AIRFIELD: The por  on of an airport which contains 
the facili  es necessary for the opera  on of aircra  .

AIRLINE HUB: An airport at which an airline 
concentrates a significant portion of its activity 
and which often has a significant amount of 
connecting traffic.

AIRPLANE DESIGN GROUP (ADG): A grouping of 
aircra   based upon wingspan. The groups are as 
follows:

• Group I: Up to but not including 49 feet.
• Group II: 49 feet up to but not including 79 feet.
• Group III: 79 feet up to but not including 118 feet.
• Group IV: 118 feet up to but not including 171 feet.
• Group V: 171 feet up to but not including 214 feet.
• Group VI: 214 feet or greater.

AIRPORT AUTHORITY: A quasi-governmental public 
organiza  on responsible for se   ng the policies 
governing the management and opera  on of an 
airport or system of airports under its jurisdic  on.

AIRPORT BEACON: A naviga  onal aid located at 
an airport which displays a rota  ng light beam to 
iden  fy whether an airport is lighted.

AIRPORT CAPITAL IMPROVEMENT PLAN: The 
planning program used by the Federal Avia  on 
Administra  on to iden  fy, priori  ze, and distribute 
funds for airport development and the needs of the 
Na  onal Airspace System to meet specifi ed na  onal 
goals and objec  ves.

AIRPORT ELEVATION: The highest point on the 
runway system at an airport expressed in feet above 
mean sea level (MSL).

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

A  A
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AIRPORT LAYOUT DRAWING (ALD): The drawing 
of the airport showing the layout of exis  ng and 
proposed airport facili  es.

AIRPORT LAYOUT PLAN (ALP): A scaled drawing of the 
exis  ng and planned land and facili  es necessary for 
the opera  on and development of the airport.

AIRPORT LAYOUT PLAN DRAWING SET:  A set of 
technical drawings depic  ng the current and future 
airport condi  ons.  The individual sheets comprising 
the set can vary with the complexi  es of the 
airport, but the FAA-required drawings include the 
Airport Layout Plan (some  mes referred to as the 
Airport Layout Drawing (ALD), the Airport Airspace 
Drawing, and the Inner Por  on of the Approach 
Surface Drawing, On-Airport Land Use Drawing, and 
Property Map.

AIRPORT MASTER PLAN: The planner’s concept of 
the long-term development of an airport.

AIRPORT MOVEMENT AREA SAFETY SYSTEM: A 
system that provides automated alerts and warnings 
of poten  al runway incursions or other hazardous 
aircra   movement events.

AIRPORT OBSTRUCTION CHART: A scaled drawing 
depicting the Federal Aviation Regulation (FAR) 
Part 77 surfaces, a representation of objects that 
penetrate these surfaces, runway, taxiway, and 
ramp areas, navigational aids, buildings, roads and 
other detail in the vicinity of an airport.

AIRPORT REFERENCE CODE (ARC): A coding 
system used to relate airport design criteria to the 
opera  onal (Aircra   Approach Category) to the 
physical characteris  cs (Airplane Design Group) of 
the airplanes intended to operate at the airport.

AIRPORT REFERENCE POINT (ARP): The la  tude and 
longitude of the approximate center of the airport.

AIRPORT SPONSOR: The en  ty that is legally 
responsible for the management and opera  on of an 
airport, including the fulfi llment of the requirements of 
laws and regula  ons related thereto.

AIRPORT SURFACE DETECTION EQUIPMENT: A radar 
system that provides air traffi  c controllers with a 
visual representa  on of the movement of aircra   
and other vehicles on the ground on the airfi eld at 
an airport.

AIRPORT SURVEILLANCE RADAR: The primary 
radar located at an airport or in an air traffi  c control 
terminal area that receives a signal at an antenna 
and transmits the signal to air traffi  c control display 
equipment defi ning the loca  on of aircra   in the air. 
The signal provides only the azimuth and range of 
aircra   from the loca  on of the antenna.

AIRPORT TRAFFIC CONTROL TOWER (ATCT): A 
central opera  ons facility in the terminal air traffi  c 
control system, consis  ng of a tower, including an 
associated instrument fl ight rule (IFR) room if radar 
equipped, using air/ground communica  ons and/or 
radar, visual signaling and other devices to provide 
safe and expedi  ous movement of terminal air traffi  c.

AIR ROUTE TRAFFIC CONTROL CENTER: A facility 
which provides en route air traffi  c control service to 
aircra   opera  ng on an IFR fl ight plan within controlled 
airspace over a large, mul  -state region.

AIRSIDE: The por  on of an airport that contains the 
facili  es necessary for the opera  on of aircra  .

AIRSPACE: The volume of space above the surface 
of the ground that is provided for the opera  on of 
aircra  .

AIR TAXI: An air carrier cer  fi cated in accordance 
with FAR Part 121 and FAR Part 135 and authorized 
to provide, on demand, public transporta  on of 
persons and property by aircra  . Generally operates 
small aircra   “for hire” for specifi c trips.

AIR TRAFFIC CONTROL: A service operated by an 
appropriate organiza  on for the purpose of providing 
for the safe, orderly, and expedi  ous fl ow of air 
traffi  c.

AIR ROUTE TRAFFIC CONTROL CENTER (ARTCC): 
A facility established to provide air traffi  c control 
service to aircra   opera  ng on an IFR fl ight plan 
within controlled airspace and principally during the 
en route phase of fl ight.

AIR TRAFFIC CONTROL SYSTEM COMMAND CENTER: 
A facility operated by the FAA which is responsible for 
the central fl ow control, the central al  tude reserva  on 
system, the airport reserva  on posi  on system, and 
the air traffi  c service con  ngency command for the air 
traffi  c control system.
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AIR TRAFFIC HUB: A categoriza  on of commercial 
service airports or group of commercial service 
airports in a metropolitan or urban area based upon 
the propor  on of annual na  onal enplanements 
exis  ng at the airport or airports. The categories 
are large hub, medium hub, small hub, or non-
hub. It forms the basis for the appor  onment of 
en  tlement funds.

AIR TRANSPORT ASSOCIATION OF AMERICA: An 
organiza  on consis  ng of the principal U.S. airlines 
that represents the interests of the airline industry on 
major avia  on issues before federal, state, and local 
government bodies. It promotes air transporta  on 
safety by coordina  ng industry and governmental 
safety programs and it serves as a focal point for 
industry eff orts to standardize prac  ces and enhance 
the effi  ciency of the air transporta  on system.

ALERT AREA: See special-use airspace.

ALTITUDE: The ver  cal distance measured in feet 
above mean sea level.

ANNUAL INSTRUMENT APPROACH (AIA): An 
approach to an airport with the intent to land by an 
aircra   in accordance with an IFR fl ight plan when 
visibility is less than three miles and/or when the ceiling 
is at or below the minimum ini  al approach al  tude.

APPROACH LIGHTING SYSTEM (ALS): An airport 
ligh  ng facility which provides visual guidance to 
landing aircra   by radia  ng light beams by which the 
pilot aligns the aircra   with the extended centerline 
of the runway on his fi nal approach and landing.

APPROACH MINIMUMS: The al  tude below which 
an aircra   may not descend while on an IFR approach 
unless the pilot has the runway in sight.

APPROACH SURFACE: An imaginary obstruc  on 
limi  ng surface defi ned in FAR Part 77 which is 
longitudinally centered on an extended runway 
centerline and extends outward and upward from 
the primary surface at each end of a runway at a 
designated slope and distance based upon the type of 
available or planned approach by aircra   to a runway.

APRON: A specifi ed por  on of the airfi eld used for 
passenger, cargo or freight loading and unloading, 
aircra   parking, and the refueling, maintenance and 
servicing of aircra  .

AREA NAVIGATION: The air naviga  on procedure 
that provides the capability to establish and maintain 
a fl ight path on an arbitrary course that remains 
within the coverage area of naviga  onal sources 
being used.

AUTOMATED TERMINAL INFORMATION SERVICE 
(ATIS): The con  nuous broadcast of recorded non-
control informa  on at towered airports. Informa  on 
typically includes wind speed, direc  on, and runway 
in use.

AUTOMATED SURFACE OBSERVATION SYSTEM 
(ASOS): A repor  ng system that provides frequent 
airport ground surface weather observa  on data 
through digi  zed voice broadcasts and printed reports.

AUTOMATIC WEATHER OBSERVATION STATION 
(AWOS): Equipment used to automa  cally record 
weather condi  ons (i.e. cloud height, visibility, wind 
speed and direc  on, temperature, dew point, etc.)

AUTOMATIC DIRECTION FINDER (ADF): An aircra   
radio naviga  on system which senses and indicates 
the direc  on to a non-direc  onal radio beacon (NDB) 
ground transmi  er.

AVIGATION EASEMENT: A contractual right or 
a property interest in land over which a right of 
unobstructed fl ight in the airspace is established.

AZIMUTH: Horizontal direc  on expressed as the 
angular distance between true north and the 
direc  on of a fi xed point (as the observer’s heading).

B

BASE LEG: A fl ight path at right angles to the landing 
runway off  its approach end. The base leg normally 
extends from the downwind leg to the intersec  on 
of the extended runway centerline. See “traffi  c 
pa  ern.”

BASED AIRCRAFT: The general avia  on aircra   that 
use a specifi c airport as a home base.

BEARING: The horizontal direc  on to or from any 
point, usually measured clockwise from true north 
or magne  c north.

BLAST FENCE: A barrier used to divert or dissipate jet 
blast or propeller wash.
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BLAST PAD: A prepared surface adjacent to the 
end of a runway for the purpose of elimina  ng 
the erosion of the ground surface by the wind 
forces produced by airplanes at the ini  a  on of 
takeoff  opera  ons.

BUILDING RESTRICTION LINE (BRL): A line which 
iden  fi es suitable building area loca  ons on the 
airport.

C

CAPITAL IMPROVEMENT PLAN: The planning 
program used by the Federal Avia  on Administra  on 
to iden  fy, priori  ze, and distribute Airport 
Improvement Program funds for airport development 
and the needs of the Na  onal Airspace System to 
meet specifi ed na  onal goals and objec  ves.

CARGO SERVICE AIRPORT: An airport served by aircra   
providing air transporta  on of property only, including 
mail, with an annual aggregate landed weight of at least 
100,000,000 pounds.

CATEGORY I: An Instrument Landing System (ILS) 
that provides acceptable guidance informa  on to 
an aircra   from the coverage limits of the ILS to the 
point at which the localizer course line intersects the 
glide path at a decision height of 200 feet above the 
horizontal plane containing the runway threshold.

CATEGORY II: An ILS that provides acceptable guidance 
informa  on to an aircra   from the coverage limits 
of the ILS to the point at which the localizer course 
line intersects the glide path at a decision height of 
100 feet above the horizontal plane containing the 
runway threshold.

CATEGORY III: An ILS that provides acceptable 
guidance informa  on to a pilot from the coverage 
limits of the ILS with no decision height specifi ed 
above the horizontal plane containing the runway 
threshold.

CEILING: The height above the ground surface to 
the loca  on of the lowest layer of clouds which is 
reported as either broken or overcast.

CIRCLING APPROACH: A maneuver ini  ated by the 
pilot to align the aircra   with the runway for landing 
when fl ying a predetermined circling instrument 
approach under IFR.

CLASS A AIRSPACE: See Controlled Airspace.

CLASS B AIRSPACE: See Controlled Airspace.

CLASS C AIRSPACE: See Controlled Airspace.

CLASS D AIRSPACE: See Controlled Airspace.

CLASS E AIRSPACE: See Controlled Airspace.

CLASS G AIRSPACE: See Controlled Airspace.

CLEAR ZONE: See Runway Protec  on Zone.

COMMERCIAL SERVICE AIRPORT: A public airport 
providing scheduled passenger service that enplanes 
at least 2,500 annual passengers.

COMMON TRAFFIC ADVISORY FREQUENCY: A radio 
frequency iden  fi ed in the appropriate aeronau  cal 
chart which is designated for the purpose of transmi   ng 
airport advisory informa  on and procedures while 
opera  ng to or from an uncontrolled airport.

COMPASS LOCATOR (LOM): A low power, low/
medium frequency radio-beacon installed in 
conjunc  on with the instrument landing system at 
one or two of the marker sites.

CONICAL SURFACE: An imaginary obstruc  on- 
limi  ng surface defi ned in FAR Part 77 that extends 
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from the edge of the horizontal surface outward and 
upward at a slope of 20 to 1 for a horizontal distance 
of 4,000 feet.

CONTROLLED AIRPORT: An airport that has an 
opera  ng airport traffi  c control tower.

CONTROLLED AIRSPACE: Airspace of defi ned 
dimensions within which air traffi  c control services 
are provided to instrument fl ight rules (IFR) and 
visual fl ight rules (VFR) fl ights in accordance with 
the airspace classifi ca  on. Controlled airspace in the 
United States is designated as follows:

• CLASS A: Generally, the airspace from 18,000 
feet mean sea level (MSL) up to but not including 
fl ight level FL600. All persons must operate their 
aircra   under IFR.

• CLASS B:
 Generally, the airspace 

from the surface to 
10,000 feet MSL sur-
rounding the na  on’s 
busiest airports. The 
confi gura  on of Class 
B airspace is unique to 
each airport, but typi-
cally consists of two or 
more layers of air space and is designed to contain 
all published instrument approach procedures to 
the airport. An air traffi  c control clearance is re-
quired for all aircra   to operate in the area.

• CLASS C: Generally, the airspace from the surface  
to 4,000 feet above the airport eleva  on (charted 
as MSL) surrounding those airports that have an 
opera  onal control tower and radar approach 
control and are served by a qualifying number 
of IFR opera  ons or passenger enplanements. 
Although individually tailored for each airport, 
Class C airspace typically consists of a surface 
area with a fi ve nau  cal mile (nm) radius and 
an outer area with a 10 nau  cal mile radius that 
extends from 1,200 feet to 4,000 feet above the 
airport eleva  on. Two-way radio communica  on 
is required for all aircra  .

• CLASS D: Generally, that airspace from the 
surface to 2,500 feet above the air port 
eleva  on (charted as MSL) surrounding those 
airports that have an opera  onal control tower. 

Class D airspace is individually tailored and 
confi gured to encompass published instrument 
approach procedure. Unless otherwise 
authorized, all persons must establish two-way 

 radio communica  on.

• CLASS E: Generally, controlled airspace that is 
not classifi ed as Class A, B, C, or D. Class E air-
space extends upward from either the sur-
face or a designated al  tude to the overly-
ing or adjacent controlled airspace. When 
designated as a surface area, the airspace will 
be confi gured to contain all instrument proce-
dures. Class E airspace encompasses all Victor 

 Airways. Only aircra   following instrument 
fl ight rules are required to establish two-way 
radio communica  on with air traffi  c control.

• CLASS G: Generally, that airspace not classifi ed 
as Class A, B, C, D, or E. Class G airspace is 
uncontrolled for all aircra  . Class G airspace 
extends from the surface to the overlying Class E 
airspace.

CONTROLLED FIRING AREA: See special-use airspace.

CROSSWIND: A wind that is not parallel to a runway 
centerline or to the intended fl ight path of an aircra  .

CROSSWIND COMPONENT: The component of wind 
that is at a right angle to the runway centerline or the 
intended fl ight path of an aircra  .

CROSSWIND LEG: A fl ight path at right angles to the 
landing runway off  its upwind end. See “traffi  c pa  ern.”

D

DECIBEL: A unit of noise represen  ng a level rela  ve 
to a reference of a sound pressure 20 micro newtons 
per square meter.

DECISION HEIGHT/DECISION ALTITUDE: The height 
above the end of the runway surface at which a 
decision must be made by a pilot during the ILS or 
Precision Approach Radar approach to either con  nue 
the approach or to execute a missed approach.

DECLARED DISTANCES: The distances declared 
available for the airplane’s takeoff  runway, takeoff  
distance, accelerate-stop distance, and landing 
distance requirements. The distances are:

10
NM

30 NM

20 NM
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• TAKEOFF RUNWAY AVAILABLE (TORA): The runway 
length declared available and suitable for the ground 
run of an airplane taking off .

• TAKEOFF DISTANCE AVAILABLE (TODA): The TORA 
plus the length of any remaining runway and/or 
clear way beyond the far end of the TORA.

• ACCELERATE-STOP DISTANCE AVAILABLE (ASDA): 
The runway plus stopway length declared available 
for the accelera  on and decelera  on of an aircra   
abor  ng a takeoff .

• LANDING DISTANCE AVAILABLE (LDA): The runway 
length declared available and suitable for landing.

DEPARTMENT OF TRANSPORTATION: The cabinet 
level federal government organiza  on consis  ng 
of modal opera  ng agencies, such as the Federal 
Avia  on Administra  on, which was established to 
promote the coordina  on of federal transporta  on 
programs and to act as a focal point for research 
and development eff orts in transporta  on.

DISCRETIONARY FUNDS: Federal grant funds that 
may be appropriated to an airport based upon 
designa  on by the Secretary of Transporta  on 
or Congress to meet a specifi ed na  onal priority 
such as enhancing capacity, safety, and security, or 
mi  ga  ng noise.

DISPLACED THRESHOLD: A threshold that is located 
at a point on the runway other than the designated 
beginning of the runway.

DISTANCE MEASURING EQUIPMENT (DME): 
Equipment (airborne and ground) used to measure, 
in nau  cal miles, the slant range distance of an 
aircra   from the DME naviga  onal aid.

DNL: The 24-hour average sound level, in Aweighted 
decibels, obtained a  er the addi  on of ten decibels 
to sound levels for the periods between 10 p.m. 
and 7 a.m. as averaged over a span of one year. 
It is the FAA standard metric for determining the 
cumula  ve exposure of individuals to noise.

DOWNWIND LEG: A fl ight path parallel to the 
landing runway in the direc  on opposite to landing. 
The downwind leg normally extends between the 
crosswind leg and the base leg.  Also see “traffi  c 
pa  ern.”

E

EASEMENT: The legal right of one party to use a 
por  on of the total rights in real estate owned by 
another party. This may include the right of passage 
over, on, or below the property; certain air rights above 
the property, including view rights; and the rights to 
any specifi ed form of development or ac  vity, as well 
as any other legal rights in the property that may be 
specifi ed in the easement document.

ELEVATION: The ver  cal distance measured in feet 
above mean sea level.

ENPLANED PASSENGERS: The total number of 
revenue passengers boarding aircra  , including 
origina  ng, stop-over, and transfer passengers, in 
scheduled and nonscheduled services.

ENPLANEMENT: The boarding of a passenger, 
cargo, freight, or mail on an aircra   at an airport.

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

ENVIRONMENTAL ASSESSMENT (EA): An 
environmental analysis performed pursuant to the 
Na  onal Environmental Policy Act to determine 
whether an ac  on would signifi cantly aff ect the 
environment and thus require a more detailed 
environmental impact statement.

ENVIRONMENTAL AUDIT: An assessment of 
the current status of a party’s compliance with 
applicable environmental requirements of a party’s 
environmental compliance policies, prac  ces, and 
controls.

ENVIRONMENTAL IMPACT STATEMENT (EIS): A 
document required of federal agencies by the 
Na  onal Environmental Policy Act for major projects 
are legisla  ve proposals aff ec  ng the environment. 
It is a tool for decision-making describing the 
posi  ve and nega  ve eff ects of a proposed ac  on 
and ci  ng alterna  ve ac  ons.

ESSENTIAL AIR SERVICE: A federal program which 
guarantees air carrier service to selected small ci  es 
by providing subsidies as needed to prevent these 
ci  es from such service.
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F

FEDERAL AVIATION REGULATIONS: The general 
and permanent rules established by the execu  ve 
departments and agencies of the Federal 
Government for avia  on, which are published in the 
Federal Register. These are the avia  on subset of the 
Code of Federal Regula  ons.

FEDERAL INSPECTION SERVICES: The provision of 
customs and immigra  on services including passport 
inspec  on, inspec  on of baggage, the collec  on of 
du  es on certain imported items, and the inspec  ons 
for agricultural products, illegal drugs, or other 
restricted items.

FINAL APPROACH: A fl ight path in the direc  on of 
landing along the extended runway centerline. The 
fi nal approach normally extends from the base leg to 
the runway. See “traffi  c pa  ern.”

FINAL APPROACH AND TAKEOFF AREA (FATO). 
A defi ned area over which the fi nal phase of the 
helicopter approach to a hover, or a landing is 
completed and from which the takeoff  is ini  ated.

FINAL APPROACH FIX: The designated point at which 
the fi nal approach segment for an aircra   landing on a 
runway begins for a non-precision approach.

FINDING OF NO SIGNIFICANT IMPACT (FONSI): A 
public document prepared by a Federal agency that 
presents the ra  onale why a proposed ac  on will not 
have a signifi cant eff ect on the environment and for 
which an environmental impact statement will not 
be prepared.

FIXED BASE OPERATOR (FBO): A provider of services 
to users of an airport. Such services include, but are 
not limited to, hangaring, fueling, fl ight training, 
repair, and maintenance.

FLIGHT LEVEL: A measure of al  tude used by aircra   fl ying 
above 18,000 feet. Flight levels are indicated by three digits 
represen  ng the pressure al  tude in hundreds of feet. 
An airplane fl ying at fl ight level 360 is fl ying at a pressure 
al  tude of 36,000 feet. This is expressed as FL 360.

FLIGHT SERVICE STATION: An opera  ons facility in 
the na  onal fl ight advisory system which u  lizes 
data interchange facili  es for the collec  on and 
dissemina  on of No  ces to Airmen, weather, and 
administra  ve data and which provides pre-fl ight 

and in-fl ight advisory services to pilots through air 
and ground based communica  on facili  es.

FRANGIBLE NAVAID: A naviga  onal aid which retains 
its structural integrity and s  ff ness up to a designated 
maximum load, but on impact from a greater load, 
breaks, distorts, or yields in such a manner as to 
present the minimum hazard to aircra  .

G

GENERAL AVIATION: That por  on of civil avia  on 
which encompasses all facets of avia  on except air 
carriers holding a cer  fi cate of convenience and 
necessity, and large aircra   commercial operators.

GENERAL AVIATION AIRPORT: An airport that 
provides air service to only general avia  on.

GLIDESLOPE (GS): Provides ver  cal guidance for 
aircra   during approach and landing. The glideslope 
consists of the following:

1. Electronic components emi   ng signals 
which provide ver  cal guidance by reference 
to airborne instruments during instrument 
approaches such as ILS; or

2. Visual ground aids, such as VASI, which provide 
ver  cal guidance for VFR approach or for the 
visual por  on of an instrument approach and 
landing.

GLOBAL POSITIONING SYSTEM (GPS): A system 
of 48 satellites used as reference points to enable 
navigators equipped with GPS receivers to determine 
their la  tude, longitude, and al  tude.

GROUND ACCESS: The transporta  on system on and 
around the airport that provides access to and from 
the airport by ground transporta  on vehicles for 
passengers, employees, cargo, freight, and airport 
services.

H

HELIPAD: A designated area for the takeoff , landing, 
and parking of helicopters.

HIGH INTENSITY RUNWAY LIGHTS: The highest 
classifi ca  on in terms of intensity or brightness for 
lights designated for use in delinea  ng the sides of 
a runway.
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HIGH-SPEED EXIT TAXIWAY: A long radius taxiway 
designed to expedite aircra   turning off  the runway 
a  er landing (at speeds to 60 knots), thus reducing 
runway occupancy  me.

HORIZONTAL SURFACE: An imaginary obstruc  on- 
limi  ng surface defi ned in FAR Part 77 that is specifi ed 
as a por  on of a horizontal plane surrounding a 
runway located 150 feet above the established airport 
eleva  on. The specifi c horizontal dimensions of this 
surface are a func  on of the types of approaches 
exis  ng or planned for the runway.

I

INITIAL APPROACH FIX: The designated point at 
which the ini  al approach segment begins for an 
instrument approach to a runway. 

INSTRUMENT APPROACH PROCEDURE: A series of 
predetermined maneuvers for the orderly transfer 
of an aircra   under instrument fl ight condi  ons from 
the beginning of the ini  al approach to a landing, or 
to a point from which a landing may be made visually.

INSTRUMENT FLIGHT RULES (IFR): Procedures for 
the conduct of fl ight in weather condi  ons below 
Visual Flight Rules weather minimums. The term 
IFR is o  en also used to defi ne weather condi  ons 
and the type of fl ight plan under which an aircra   is 
opera  ng.

INSTRUMENT LANDING SYSTEM (ILS): A precision 
instrument approach system which normally 
consists of the following electronic components 
and visual aids:

1. Localizer.
2. Glide Slope.
3. Outer Marker.
4. Middle Marker.
5. Approach Lights.

INSTRUMENT METEOROLOGICAL CONDITIONS: 
Meteorological condi  ons expressed in terms 
of specifi c visibility and ceiling condi  ons that 
are less than the minimums specifi ed for visual 
meteorological condi  ons.

ITINERANT OPERATIONS: Opera  ons by aircra   that 
are not based at a specifi ed airport.

K

KNOTS: A unit of speed length used in naviga  on 
that is equivalent to the number of nau  cal miles 
traveled in one hour.

L

LANDSIDE: The por  on of an airport that provides the 
facili  es necessary for the processing of passengers, 
cargo, freight, and ground transporta  on vehicles.

LANDING DISTANCE AVAILABLE (LDA): See declared 
distances.

LARGE AIRPLANE: An airplane that has a maximum 
cer  fi ed takeoff  weight in excess of 12,500 pounds.

LOCAL AREA AUGMENTATION SYSTEM: A diff eren  al 
GPS system that provides localized measurement 
correc  on signals to the basic GPS signals to improve 
naviga  onal accuracy integrity, con  nuity, and 
availability.

LOCAL OPERATIONS: Aircra   opera  ons performed 
by aircra   that are based at the airport and that 
operate in the local traffi  c pa  ern or within sight of 
the airport, that are known to be depar  ng for or 
arriving from fl ights in local prac  ce areas within a 
prescribed distance from the airport, or that execute 
simulated instrument approaches at the airport.

LOCAL TRAFFIC: Aircra   opera  ng in the traffi  c 
pa  ern or within sight of the tower, or aircra   known 
to be depar  ng or arriving from the local prac  ce 
areas, or aircra   execu  ng prac  ce instrument 
approach procedures. Typically, this includes touch 
and-go training opera  ons.

LOCALIZER: The component of an ILS which provides 
course guidance to the runway.

LOCALIZER TYPE DIRECTIONAL AID (LDA): A facility 
of comparable u  lity and accuracy to a localizer, but 
is not part of a complete ILS and is not aligned with 
the runway.
LONG RANGE NAVIGATION SYSTEM (LORAN): Long 
range naviga  on is an electronic naviga  onal aid 
which determines aircra   posi  on and speed by 
measuring the diff erence in the  me of recep  on 
of synchronized pulse signals from two fi xed 
transmi  ers. Loran is used for en route naviga  on.
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LOW INTENSITY RUNWAY LIGHTS: The lowest 
classifi ca  on in terms of intensity or brightness for 
lights designated for use in delinea  ng the sides of a 
runway.

M

MEDIUM INTENSITY RUNWAY LIGHTS: The middle 
classifi ca  on in terms of intensity or brightness for 
lights designated for use in delinea  ng the sides of 
a runway.

MICROWAVE LANDING SYSTEM (MLS): An 
instrument approach and landing system that 
provides precision guidance in azimuth, eleva  on, 
and distance measurement.

MILITARY OPERATIONS: Aircra   opera  ons that are 
performed in military aircra  .

MILITARY OPERATIONS AREA (MOA): See special-
use airspace 

MILITARY TRAINING ROUTE: An air route depicted 
on aeronau  cal charts for the conduct of military 
fl ight training at speeds above 250 knots.

MISSED APPROACH COURSE (MAC): The fl ight route 
to be followed if, a  er an instrument approach, a 
landing is not aff ected, and occurring normally:

1. When the aircra   has descended to the decision 
height and has not established visual contact; or

2. When directed by air traffi  c control to pull up or to go 
around again.

MOVEMENT AREA: The runways, taxiways, and other 
areas of an airport which are u  lized for taxiing/hover 
taxiing, air taxiing, takeoff , and landing of aircra  , 
exclusive of loading ramps and parking areas. At those 
airports with a tower, air traffi  c control clearance is 
required for entry onto the movement area.

N

NATIONAL AIRSPACE SYSTEM: The network of air 
traffi  c control facili  es, air traffi  c control areas, and 
naviga  onal facili  es through the U.S.

NATIONAL PLAN OF INTEGRATED AIRPORT SYSTEMS: 
The na  onal airport system plan developed by the 
Secretary of Transporta  on on a biannual basis for 
the development of public use airports to meet 
na  onal air transporta  on needs.

NATIONAL TRANSPORTATION SAFETY BOARD: A 
federal government organiza  on established to 
inves  gate and determine the probable cause of 
transporta  on accidents, to recommend equipment 
and procedures to enhance transporta  on safety, 
and to review on appeal the suspension or revoca  on 
of any cer  fi cates or licenses issued by the Secretary 
of Transporta  on.

NAUTICAL MILE: A unit of length used in naviga  on 
which is equivalent to the distance spanned by one 
minute of arc in la  tude, that is, 1,852 meters or 
6,076 feet. It is equivalent to approximately 1.15 
statute mile.

NAVAID: A term used to describe any electrical or 
visual air naviga  onal aids, lights, signs, and associated 
suppor  ng equipment (i.e. PAPI, VASI, ILS, etc.)

NAVIGATIONAL AID: A facility used as, available for 
use as, or designed for use as an aid to air naviga  on.

NOISE CONTOUR: A con  nuous line on a map of 
the airport vicinity connec  ng all points of the same 
noise exposure level.

NON-DIRECTIONAL BEACON (NDB): A beacon 
transmi   ng nondirec  onal signals whereby the 
pilot of an aircra   equipped with direc  on fi nding 
equipment can determine his or her bearing to and 
from the radio beacon and home on, or track to, 
the sta  on. When the radio beacon is installed in 
conjunc  on with the Instrument Landing System 
marker, it is normally called a Compass Locator.

NON-PRECISION APPROACH PROCEDURE: A 
standard instrument approach procedure in which 
no electronic glide slope is provided, such as VOR, 
TACAN, NDB, or LOC.

NOTICE TO AIRMEN: A no  ce containing informa  on 
concerning the establishment, condi  on, or change 
in any component of or hazard in the Na  onal 
Airspace System, the  mely knowledge of which is 
considered  essen  al to personnel concerned with 
fl ight opera  ons.
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O

OBJECT FREE AREA (OFA): An area on the ground 
centered on a runway, taxiway, or taxilane centerline 
provided to enhance the safety of aircra   opera  ons 
by having the area free of objects, except for objects 
that need to be located in the OFA for air naviga  on 
or aircra   ground maneuvering purposes.

OBSTACLE FREE ZONE (OFZ): The airspace below 
150 feet above the established airport eleva  on and 
along the runway and extended runway centerline 
that is required to be kept clear of all objects, except 
for frangible visual NAVAIDs that need to be located 
in the OFZ because of their func  on, in order to 
provide clearance for aircra   landing or taking off  
from the runway, and for missed approaches.

ONE ENGINE INOPERABLE SURFACE:  A surface 
emana  ng from the runway end at a slope ra  o of 
62.5:1.  Air carrier airports are required to maintain a 
technical drawing of this surface depic  ng any object 
penetra  ons by January 1, 2010.

OPERATION: The take-off , landing, or touch-and-go 
procedure by an aircra   on a runway at an airport.

OUTER MARKER (OM): An ILS naviga  on facility in 
the terminal area naviga  on system located four to 
seven miles from the runway edge on the extended 
centerline, indica  ng to the pilot that he/she is passing 
over the facility and can begin fi nal approach.

P

PILOT CONTROLLED LIGHTING: Runway ligh  ng 
systems at an airport that are controlled by ac  va  ng 
the microphone of a pilot on a specifi ed radio 
frequency.

PRECISION APPROACH: A standard instrument 
approach procedure which provides runway 
alignment and glide slope (descent) informa  on. It is 
categorized as follows:

• CATEGORY I (CAT I): A precision approach which 
provides for approaches with a decision height of 
not less than 200 feet and visibility not less than 
1/2 mile or Runway Visual Range (RVR) 2400 
(RVR 1800) with opera  ve touchdown zone and 
runway centerline lights.

• CATEGORY II (CAT II): A precision approach 
which provides for approaches with a decision 
height of not less than 100 feet and visibility not 
less than 1200 feet RVR.

• CATEGORY III (CAT III): A precision approach 
which provides for approaches with minima less 
than Category II.

PRECISION APPROACH PATH INDICATOR (PAPI): 
A ligh  ng system providing visual approach 
slope guidance to aircra   during a landing 
approach. It is similar to a VASI but provides 
a sharper transi  on between the colored
indicator lights.

PRECISION APPROACH RADAR: A radar facility in the 
terminal air traffi  c control system used to detect and 
display with a high degree of accuracy the direc  on, 
range, and eleva  on of an aircra   on the fi nal 
approach to a runway.

PRECISION OBJECT FREE AREA (POFA): An area 
centered on the extended runway centerline, 
beginning at the runway threshold and extending 
behind the runway threshold that is 200 feet long 
by 800 feet wide. The POFA is a clearing standard 
which requires the POFA to be kept clear of above 
ground objects protruding above the runway safety 
area edge eleva  on (except for frangible NAVAIDS). 
The POFA applies to all new authorized instrument 
approach procedures with less than 3/4 mile visibility.

PRIMARY AIRPORT: A commercial service airport 
that enplanes at least 10,000 annual passengers.

PRIMARY SURFACE: An imaginary obstruc  on limi  ng 
surface defi ned in FAR Part 77 that is specifi ed as a 
rectangular surface longitudinally centered about a 
runway. The specifi c dimensions of this surface are 
a func  on of the types of approaches exis  ng or 
planned for the runway.
PROHIBITED AREA: See special-use airspace.

PVC: Poor visibility and ceiling. Used in determining 
Annual Service Volume. PVC condi  ons exist when 
the cloud ceiling is less than 500 feet and visibility is 
less than one mile.
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on the extended centerline of the runway usually in 
conjunc  on with an approach ligh  ng system.

RUNWAY DESIGN CODE: A code signifi ying the 
design standards to which the runway is to be built.

RUNWAY END IDENTIFICATION LIGHTING (REIL): 
Two synchronized fl ashing lights, one on each side 
of the runway threshold, which provide rapid and 
posi  ve iden  fi ca  on of the approach end of a 
par  cular runway.

RUNWAY GRADIENT: The average slope, measured in 
percent, between the two ends of a runway.

RUNWAY PROTECTION ZONE (RPZ): An area off  the 
runway end to enhance the protec  on of people 
and property on the ground. The RPZ is trapezoidal 
in shape. Its dimensions are determined by the 
aircra   approach speed and runway approach type 
and minima.

RUNWAY REFERENCE CODE: A code signifying the 
current opera  onal capabili  es of a runway and 
associated taxiway.

RUNWAY SAFETY AREA (RSA): A defi ned surface 
surrounding the runway prepared or suitable for 
reducing the risk of damage to airplanes in the event 
of an undershoot, overshoot, or excursion from the 
runway.

RUNWAY VISIBILITY ZONE (RVZ): An area on the 
airport to be kept clear of permanent objects so that 
there is an unobstructed line of- site from any point 
fi ve feet above the runway centerline to any point 
fi ve feet above an intersec  ng runway centerline.

RUNWAY VISUAL RANGE (RVR): An instrumentally 
derived value, in feet, represen  ng the horizontal 
distance a pilot can see down the runway from the 
runway end.

S

SCOPE: The document that iden  fi es and defi nes 
the tasks, emphasis, and level of eff ort associated 
with a project or study.

SEGMENTED CIRCLE: A system of visual indicators 
designed to provide traffi  c pa  ern informa  on at 
airports without opera  ng control towers.

R

RADIAL: A naviga  onal signal generated by a Very 
High Frequency Omni-direc  onal Range or VORTAC 
sta  on that is measured as an azimuth from the 
sta  on.

REGRESSION ANALYSIS: A sta  s  cal technique that 
seeks to iden  fy and quan  fy the rela  onships 
between factors associated with a forecast.

REMOTE COMMUNICATIONS OUTLET (RCO): An 
unstaff ed transmi  er receiver/facility remotely 
controlled by air traffi  c personnel. RCOs serve fl ight 
service sta  ons (FSSs). RCOs were established to 
provide ground-to-ground communica  ons between 
air traffi  c control specialists and pilots at satellite 
airports for delivering en route clearances, issuing 
departure authoriza  ons, and acknowledging 
instrument fl ight rules cancella  ons or departure/
landing  mes.

REMOTE TRANSMITTER/RECEIVER (RTR): See 
remote communica  ons outlet. RTRs serve ARTCCs.

RELIEVER AIRPORT: An airport to serve general 
avia  on aircra   which might otherwise use a congested 
air-carrier served airport.

RESTRICTED AREA: See special-use airspace.

RNAV: Area naviga  on - airborne equipment which 
permits fl ights over determined tracks within 
prescribed accuracy tolerances without the need to 
overfl y ground-based naviga  on facili  es. Used en 
route and for approaches to an airport.

RUNWAY: A defi ned rectangular area on an airport 
prepared for aircra   landing and takeoff . Runways 
are normally numbered in rela  on to their magne  c 
direc  on, rounded off  to the nearest 10 degrees. 
For example, a runway with a magne  c heading of 
180 would be designated Runway 18. The runway 
heading on the opposite end of the runway is 180 
degrees from that runway end. For example, the 
opposite runway heading for Runway 18 would 
be Runway 36 (magne  c heading of 360). Aircra   
can takeoff  or land from either end of a runway, 
depending upon wind direc  on.

RUNWAY ALIGNMENT INDICATOR LIGHT: A series of 
high intensity sequen  ally fl ashing lights installed 
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SHOULDER: An area adjacent to the edge of paved 
runways, taxiways, or aprons providing a transi  on 
between the pavement and the adjacent surface; 
support for aircra   running off  the pavement; 
enhanced drainage; and blast protec  on. The 
shoulder does not necessarily need to be paved.

SLANT-RANGE DISTANCE: The straight line distance 
between an aircra   and a point on the ground.

SMALL AIRCRAFT: An aircra   that has a maximum 
cer  fi ed takeoff  weight of up to 12,500 pounds.

SPECIAL-USE AIRSPACE: Airspace of defi ned 
dimensions iden  fi ed by a surface area wherein 
ac  vi  es must be confi ned because of their nature 
and/or wherein limita  ons may be imposed upon 
aircra   opera  ons that are not a part of those 
ac  vi  es. Special-use airspace classifi ca  ons include:

• ALERT AREA: Airspace which may contain a high 
volume of pilot training ac  vi  es or an unusual 
type of aerial ac  vity, neither of which is hazardous 
to aircra  .

• CONTROLLED FIRING AREA:  Airspace 
wherein ac  vi  es are conducted under 
condi  ons so controlled as to eliminate hazards to 
nonpar  cipa  ng aircra   and to ensure the safety 
of persons or property on the ground.

• MILITARY OPERATIONS AREA (MOA): 
Designated airspace with defi ned ver  cal and 
lateral dimensions established outside Class A 
airspace to separate/segregate certain military 
ac  vi  es from instrument fl ight rule (IFR) traffi  c 
and to iden  fy for visual fl ight rule (VFR) traffi  c 
where these ac  vi  es are conducted.

• PROHIBITED AREA: Designated airspace within 
which the fl ight of aircra   is prohibited.

• RESTRICTED AREA: Airspace designated under 
Federal Avia  on Regula  on (FAR) 73, within which 
the fl ight of aircra  , while not wholly prohibited, 
is subject to restric  on. Most restricted areas are 
designated joint use. When not in use by the using 
agency, IFR/VFR opera  ons can be authorized by 
the controlling air traffi  c control facility.

• WARNING AREA: Airspace which may contain 
hazards to nonpar  cipa  ng aircra  .

STANDARD INSTRUMENT DEPARTURE (SID): A 
preplanned coded air traffi  c control IFR departure 
rou  ng, preprinted for pilot use in graphic and 
textual form only.

STANDARD INSTRUMENT DEPARTURE PROCEDURES: 
A published standard fl ight procedure to be u  lized 
following takeoff  to provide a transi  on between the 
airport and the terminal area or en route airspace.

STANDARD TERMINAL ARRIVAL ROUTE (STAR): 
A preplanned coded air traffi  c control IFR arrival 
rou  ng, preprinted for pilot use in graphic and 
textual or textual form only.

STOP-AND-GO: A procedure wherein an aircra   will 
land, make a complete stop on the runway, and then 
commence a takeoff  from that point. A stop-and-go 
is recorded as two opera  ons: one opera  on for the 
landing and one opera  on for the takeoff .

STOPWAY: An area beyond the end of a takeoff  
runway that is designed to support an aircra   
during an aborted takeoff  without causing structural 
damage to the aircra  . It is not to be used for takeoff , 
landing, or taxiing by aircra  .

STRAIGHT-IN LANDING/APPROACH: A landing 
made on a runway aligned within 30 degrees of the 
fi nal approach course following comple  on of an 
instrument approach.

T

TACTICAL AIR NAVIGATION (TACAN): An ultrahigh 
frequency electronic air naviga  on system which 
provides suitably-equipped aircra   a con  nuous 
indica  on of bearing and distance to the TACAN 
sta  on.

TAKEOFF RUNWAY AVAILABLE (TORA): 
See declared distances.

TAKEOFF DISTANCE AVAILABLE (TODA): 
See declared distances.

TAXILANE: The por  on of the aircra   parking area 
used for access between taxiways and aircra   
parking posi  ons.

TAXIWAY: A defi ned path established for the taxiing 
of aircra   from one part of an airport to another.
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TRAFFIC PATTERN: The traffi  c fl ow that is prescribed 
for aircra   landing at or taking off  from an airport. 
The components of a typical traffi  c pa  ern are the 
upwind leg, crosswind leg, downwind leg, base leg, 
and fi nal approach.

U

UNCONTROLLED AIRPORT: An airport without an air 
traffi  c control tower at which the control of Visual 
Flight Rules traffi  c is not exercised.

UNCONTROLLED AIRSPACE: Airspace within which 
aircra   are not subject to air traffi  c control.

UNIVERSAL COMMUNICATION (UNICOM):
A nongovernment communica  on facility which 
may provide airport informa  on at certain airports. 
Loca  ons and frequencies of UNICOM’s are shown 
on aeronau  cal charts and publica  ons.

UPWIND LEG: A fl ight path parallel to the landing 
runway in the direc  on of landing. See “traffi  c 
pa  ern.”

V

VECTOR: A heading issued to an aircra   to provide 
naviga  onal guidance by radar.

VERY HIGH FREQUENCY/ OMNIDIRECTIONAL RANGE 
(VOR): A ground-based electronic naviga  on aid 
transmi   ng very high frequency naviga  on signals, 
360 degrees in azimuth, oriented from magne  c 
north. Used as the basis for naviga  on in the na  onal 
airspace system. The VOR periodically iden  fi es itself 
by Morse Code and may have an addi  onal voice 
iden  fi ca  on feature.

TAXIWAY DESIGN GROUP: A classifi ca  on of 
airplanes based on outer to outer Main Gear Width 
(MGW) and Cockpit to Main Gear (CMG) distance.

TAXIWAY SAFETY AREA (TSA): A defi ned surface 
alongside the taxiway prepared or suitable 
for reducing the risk of damage to an airplane 
uninten  onally depar  ng the taxiway.

TERMINAL INSTRUMENT PROCEDURES: Published 
fl ight procedures for conduc  ng instrument 
approaches to runways under instrument 
meteorological condi  ons.

TERMINAL RADAR APPROACH CONTROL: An 
element of the air traffi  c control system responsible 
for monitoring the en-route and terminal segment of 
air traffi  c in the airspace surrounding airports with 
moderate to high levels of air traffi  c.

TETRAHEDRON: A device used as a landing direc  on 
indicator. The small end of the tetrahedron points in 
the direc  on of landing.

THRESHOLD: The beginning of that por  on of the 
runway available for landing. In some instances the 
landing threshold may be displaced.

TOUCH-AND-GO: An opera  on by an aircra   that 
lands and departs on a runway without stopping or 
exi  ng the runway. A touch-and go is recorded as 
two opera  ons: one opera  on for the landing and 
one opera  on for the takeoff .

TOUCHDOWN: The point at which a landing aircra   
makes contact with the runway surface.

TOUCHDOWN AND LIFT-OFF AREA (TLOF): A load 
bearing, generally paved area, normally centered in 
the FATO, on which the helicopter lands or takes off .

TOUCHDOWN ZONE (TDZ): The fi rst 3,000 feet of the 
runway beginning at the threshold.

TOUCHDOWN ZONE ELEVATION (TDZE): The highest 
eleva  on in the touchdown zone.

TOUCHDOWN ZONE (TDZ) LIGHTING: Two rows of 
transverse light bars located symmetrically about the 
runway centerline normally at 100- foot intervals. The 
basic system extends 3,000 feet along the runway.
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VERY HIGH FREQUENCY 
OMNI-DIRECTIONAL RANGE/ 
TACTICAL AIR NAVIGATION 
(VORTAC): A naviga  on aid 
providing VOR azimuth, TACAN 
azimuth, and TACAN distance-
measuring equipment (DME) 
at one site.

VICTOR AIRWAY: A control area or por  on thereof 
established in the form of a corridor, the centerline 
of which is defi ned by radio naviga  onal aids.

VISUAL APPROACH: An approach wherein an aircra   
on an IFR fl ight plan, opera  ng in VFR condi  ons under 
the control of an air traffi  c control facility and having 
an air traffi  c control authoriza  on, may proceed to the 
airport of des  na  on in VFR condi  ons.

VISUAL APPROACH SLOPE INDICATOR (VASI): An 
airport ligh  ng facility providing ver  cal visual 
approach slope guidance to aircra   during approach 
to landing by radia  ng a direc  onal pa  ern of high 
intensity red and white focused light beams which 
indicate to the pilot that he is on path if he sees red/
white, above path if white/white, and below path 
if red/red. Some airports serving large aircra   have 
three-bar VASI’s which provide two visual guide 
paths to the same runway.

VISUAL FLIGHT RULES (VFR): Rules that govern 
the procedures for conduc  ng fl ight under visual 
condi  ons. The term VFR is also used in the United 
States to indicate weather condi  ons that are equal 
to or greater than minimum VFR requirements. 
In addi  on, it is used by pilots and controllers to 
indicate type of fl ight plan.
VISUAL METEOROLOGICAL CONDITIONS: 
Meteorological condi  ons expressed in terms of 
specifi c visibility and ceiling condi  ons which are 
equal to or greater than the threshold values for 
instrument meteorological condi  ons.

VOR: See “Very High Frequency Omnidirec  onal Range 
Sta  on.”

VORTAC: See “Very High Frequency Omnidirec  onal 
Range Sta  on/Tac  cal Air Naviga  on.”

W

WARNING AREA: See special-use airspace.

WIDE AREA AUGMENTATION SYSTEM: An 
enhancement of the Global Posi  oning System that 
includes integrity broadcasts, diff eren  al correc  ons, 
and addi  onal ranging signals for the purpose of 
providing the accuracy, integrity, availability, and 
con  nuity required to support all phases of fl ight.

Abbreviations
AC: advisory circular

ADF: automa  c direc  on fi nder

ADG: airplane design group

AFSS: automated fl ight service sta  on

AGL: above ground level

AIA: annual instrument approach

AIP: Airport Improvement Program

AIR-21: Wendell H. Ford Avia  on Investment and       
               Reform  Act  for the 21st Century

ALS: approach ligh  ng system

ALSF-1: standard 2,400-foot high intensity approach
      ligh  ng system with sequenced fl ashers 
               (CAT I confi gura  on)
ALSF-2: standard 2,400-foot high intensity approach 
      ligh  ng system with sequenced fl ashers 
               (CAT II confi gura  on)

AOA: Aircra   Opera  on Area

APV: instrument approach procedure with ver  cal
           guidance

ARC: airport reference code

ARFF: aircra   rescue and fi re fi gh  ng
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ARP: airport reference point

ARTCC: air route traffi  c control center

ASDA: accelerate-stop distance available

ASR: airport surveillance radar

ASOS: automated surface observa  on sta  on

ATCT: airport traffi  c control tower

ATIS: automated terminal informa  on service

AVGAS: avia  on gasoline - typically 100 low lead (100LL)

AWOS: automa  c weather observa  on sta  on

BRL: building restric  on line

CFR: Code of Federal Regula  on

CIP: capital improvement program

DME: distance measuring equipment

DNL: day-night noise level

DWL: runway weight bearing capacity of aircra  
             with dual-wheel type landing gear

DTWL: runway weight bearing capacity of aircra  
               with dual-tandem type landing gear

FAA: Federal Avia  on Administra  on

FAR: Federal Avia  on Regula  on

FBO: fi xed base operator
FY: fi scal year

GPS: global posi  oning system

GS: glide slope

HIRL: high intensity runway edge ligh  ng

IFR: instrument fl ight rules (FAR Part 91)

ILS: instrument landing system

IM: inner marker

LDA: localizer type direc  onal aid

LDA: landing distance available

LIRL: low intensity runway edge ligh  ng

LMM: compass locator at middle marker

LOM: compass locator at outer marker

LORAN: long range naviga  on

MALS: medium intensity approach ligh  ng system
              with indicator  lights

MIRL: medium intensity runway edge ligh  ng

MITL: medium intensity taxiway edge ligh  ng

MLS: microwave landing system

MM: middle marker

MOA: military opera  ons area

MSL: mean sea level

NAVAID: naviga  onal aid

NDB: nondirec  onal radio beacon

NM: nau  cal mile (6,076.1 feet)

NPES: Na  onal Pollutant Discharge Elimina  on
              System

NPIAS: Na  onal Plan of Integrated Airport Systems

NPRM: no  ce of proposed rule making

ODALS: omnidirec  onal approach ligh  ng system

OFA: object free area

OFZ: obstacle free zone

OM: outer marker

PAC: planning advisory commi  ee

PAPI: precision approach path indicator
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PFC: porous fric  on course

PFC: passenger facility charge

PCL: pilot-controlled ligh  ng

PIW public informa  on workshop

PLASI: pulsa  ng visual approach slope indicator

POFA: precision object free area

PVASI: pulsa  ng/steady visual approach slope indicator

PVC: poor visibility and ceiling

RCO: remote communica  ons outlet

RRC: Runway Reference Code

RDC: Runway Design Code

REIL: runway end iden  fi ca  on ligh  ng

RNAV: area naviga  on

RPZ: runway protec  on zone

RSA: runway safety area

RTR: remote transmi  er/receiver

RVR: runway visibility range

RVZ: runway visibility zone

SALS: short approach ligh  ng system

SASP: state avia  on system plan

SEL: sound exposure level

SID: standard instrument departure

SM: statute mile (5,280 feet)

SRE: snow removal equipment

SSALF: simplifi ed short approach ligh  ng system
               with runway alignment indicator lights

STAR: standard terminal arrival route

SWL: runway weight bearing capacity for aircra  
           with single-wheel tandem type landing gear

TACAN: tac  cal air naviga  onal aid

TAF: Federal Avia  on Administra  on (FAA)
            Terminal Area Forecast

TDG: Taxiway Design Group

TLOF: Touchdown and li  -off 

TDZ: touchdown zone

TDZE: touchdown zone eleva  on

TODA: takeoff  distance available

TORA: takeoff  runway available

TRACON: terminal radar approach control

VASI: visual approach slope indicator

VFR: visual fl ight rules (FAR Part 91)

VHF: very high frequency

VOR: very high frequency omni-direc  onal range

VORTAC: VOR and TACAN collocated
 



Item Description Units Estimated  Estimated Subtotal

S - 1.01 Asphaltic Concrete Pavement Removal SY 1,302           15.00$                                   $19,530.00

S - 1.02 Concrete Pavement Removal SY 175               35.00$                                   $6,125.00

S - 1.03 Unclassified Excavation CY 7,176           8.00$                                      $57,408.00

S - 1.04 Onsite Borrow Embankment in Place CY 2,392           10.00$                                   $23,920.00

S - 1.05 Undercut and Replace Unsuitable Subgrade CY 120               25.00$                                   $3,000.00

S - 1.06 8" Lime-Treated Subgrade SY 7,176           3.75$                                      $26,910.00

S - 1.07 Lime (6%) TON 145               160.00$                                 $23,200.00

S - 1.08 Installation and Removal of Silt Fence LF 324               4.00$                                      $1,296.00

S - 1.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

S - 1.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   4,000.00$                              $4,000.00

S - 1.11 4" HMA Base Course TON 171               120.00$                                 $20,520.00

S - 1.12 12.5" Portland Cement Concrete Pavement SY 6,603           60.00$                                   $396,180.00

S - 1.13 Bituminous Prime Coat GAL 2,049           4.00$                                      $8,196.00

S - 1.14 Pavement Markings LS 1                   8,000.00$                              $8,000.00

S - 1.15 Remove Existing Chain-Link Security Fence LF 339               10.00$                                   $3,390.00

S - 1.16 6’ Chain-Link Security Fence LF 339               40.00$                                   $13,560.00

S - 1.17 Utility Improvements LS 1                   50,000.00$                            $50,000.00

S - 1.18 Drainage Improvements LS 1                   50,000.00$                            $50,000.00

S - 1.19 Sodding SY 574               4.00$                                      $2,296.00

S - 1.20 Topsoiling (Obtained on Site or Removed from Stockpile) CY 574               4.00$                                      $2,296.00

S - 1.21 Mobilization, Etc. LS 1                   73,000.00$                            $73,000.00

S - 1.22 Barricades and Markings for Pavement Closures LS 1                   3,000.00$                              $3,000.00

Subtotal: $798,327.00

15% Contingencies: $119,750.00

Total w/ Contingencies: $918,077.00

$50,724.00

$8,000.00

$119,351.00

$8,000.00

Subtotal: $186,075.00

10% Contingencies: $18,608.00

Total w/ Contingencies: $204,683.00

$918,077.00

$204,683.00

$1,122,760.00

Expand Terminal Aircraft Parking Apron (Summary of Costs)

Summary of Engineering Design and Construction Administration Costs

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Close-Out:

Expand Terminal Aircraft Parking Apron

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 2.01 Concrete Pavement Removal SY 2,750           15.00$                                   $41,250.00

S - 2.02 Unclassified Excavation CY 1,500           8.00$                                      $12,000.00

S - 2.03 Onsite Borrow Embankment in Place CY 700               10.00$                                   $7,000.00

S - 2.04 Undercut and Replace Unsuitable Subgrade CY 65                 25.00$                                   $1,625.00

S - 2.05 8" Lime-Treated Subgrade SY 2,800           4.25$                                      $11,900.00

S - 2.06 Lime (6%) TON 75                 160.00$                                 $12,000.00

S - 2.07 Installation and Removal of Silt Fence LF 580               4.00$                                      $2,320.00

S - 2.08 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

S - 2.09 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   4,000.00$                              $4,000.00

S - 2.10 4" HMA Base Course TON 580               120.00$                                 $69,600.00

S - 2.11 12.5" Portland Cement Concrete Pavement SY 2,500           60.00$                                   $150,000.00

S - 2.12 Bituminous Prime Coat GAL 800               4.00$                                      $3,200.00

S - 2.13 Pavement Markings LS 1                   8,000.00$                              $8,000.00

S - 2.14 Sodding SY 6,200           4.00$                                      $24,800.00

S - 2.15 Topsoiling (Obtained on Site or Removed from Stockpile) CY 6,200           4.00$                                      $24,800.00

S - 2.16 Remove Existing Cable and Counterpoise LF 750               3.00$                                      $2,250.00

S - 2.17 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, 

Duct Bank or Conduit

LF 750               3.00$                                      $2,250.00

S - 2.18 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in 

Trench, Above the Duct Bank or Conduit, Including 

LF 750               3.00$                                      $2,250.00

S - 2.19 4-2" Sch. 40 PVC Concrete Encased Duct Bank LF 120               100.00$                                 $12,000.00

S - 2.20 2" Sch. 40 PVC Conduit LF 750               8.00$                                      $6,000.00

S - 2.21 Remove Existing Light Fixture, in Place EA 12                 150.00$                                 $1,800.00

S - 2.22 Furnish and Install 30 W, 6.6A Quartz, L-861 Medium EA 12                 1,250.00$                              $15,000.00

S - 2.23 Remove Existing Guidance Sign, in place EA 5                   250.00$                                 $1,250.00

S - 2.24 Furnish and Install L-858, Three Module, Size 1, Style 2, 

Guidance Sign, on Concrete Mounting Pad with 

EA 5                   3,500.00$                              $17,500.00

S - 2.25 Mobilization, Etc. LS 1                   46,000.00$                            $46,000.00

S - 2.26 Barricades and Markings for Pavement Closures LS 1                   15,000.00$                            $15,000.00

Subtotal: $496,295.00

15% Contingencies: $74,445.00

Total w/ Contingencies: $570,740.00

$35,814.00

$8,000.00

$91,319.00

$8,000.00

Subtotal: $143,133.00

10% Contingencies: $14,314.00

Total w/ Contingencies: $157,447.00

$570,740.00

$157,447.00

$728,187.00

Summary of Engineering Design and Construction Administration Costs

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Realign Taxiway H at Intersection of Runway 16-34 (Summary of Costs)

Realign Taxiway H at Intersection of Runway 16-34
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 3.01 Asphaltic Concrete Pavement Removal SY 9,554           6.00$                                      $57,324.00

S - 3.02 Unclassified Excavation CY 1,062           8.00$                                      $8,496.00

S - 3.03 Onsite Borrow Embankment in Place CY 475               10.00$                                   $4,750.00

S - 3.04 Undercut and Replace Unsuitable Subgrade CY 160               25.00$                                   $4,000.00

S - 3.05 8" Lime-Treated Subgrade SY 12,560         3.75$                                      $47,100.00

S - 3.06 Lime (6%) TON 254               160.00$                                 $40,640.00

S - 3.07 Installation and Removal of Silt Fence LF 750               4.00$                                      $3,000.00

S - 3.08 Rock Filter Dam LF 50                 75.00$                                   $3,750.00

S - 3.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

S - 3.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   4,000.00$                              $4,000.00

S - 3.11 8" Portland Cement Concrete Pavement SY 9,554           40.00$                                   $382,160.00

S - 3.12 Pavement Markings LS 1                   6,500.00$                              $6,500.00

S - 3.13 Sodding SY 1,100           4.00$                                      $4,400.00

S - 3.14 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,100           4.00$                                      $4,400.00

S - 3.15 Mobilization, Etc. LS 1                   58,000.00$                            $58,000.00

S - 3.16 Barricades and Markings for Pavement Closures LS 1                   3,000.00$                              $3,000.00

Subtotal: $634,020.00

15% Contingencies: $95,103.00

Total w/ Contingencies: $729,123.00

$42,654.00

$8,000.00

$54,685.00

$8,000.00

Subtotal: $113,339.00

10% Contingencies: $11,334.00

Total w/ Contingencies: $124,673.00

$729,123.00

$124,673.00

$853,796.00

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Reconstruct South Aircraft Parking Apron (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Reconstruct South Aircraft Parking Apron
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 4.01 Unclassified Excavation CY 1,667           8.00$                                      $13,336.00

S - 4.02 Onsite Borrow Embankment in Place CY 1,667           10.00$                                   $16,670.00

S - 4.03 Installation and Removal of Silt Fence LF 300               4.00$                                      $1,200.00

S - 4.04 Type F Stone Riprap SY 100               85.00$                                   $8,500.00

S - 4.05 Rock Filter Dam LF 50                 75.00$                                   $3,750.00

S - 4.06 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

S - 4.07 Drainage Improvements LS 1                   50,000.00$                            $50,000.00

S - 4.08 Sodding SY 3,334           4.00$                                      $13,336.00

S - 4.09 Topsoiling (Obtained on Site or Removed from Stockpile) CY 3,334           4.00$                                      $13,336.00

S - 4.10 Mobilization, Etc. LS 1                   13,000.00$                            $13,000.00

Subtotal: $135,628.00

20% Contingencies: $27,126.00

Total w/ Contingencies: $162,754.00

$19,404.00

$8,000.00

$37,434.00

$6,000.00

Subtotal: $70,838.00

10% Contingencies: $7,084.00

Total w/ Contingencies: $77,922.00

$162,754.00

$77,922.00

$240,676.00

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Southern Drainage Improvements (Summary of Costs)

Summary of Engineering Design and Construction Administration Costs

Southern Drainage Improvements
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 5.01 Rock Construction Exit EA 1                   4,500.00$                              $4,500.00

S - 5.02 Pavement Markings LS 1                   12,000.00$                            $12,000.00

S - 5.03 Sawcut, Remove, and Replace Cracked or Damaged 

Panels in Existing 8" PCC Pavement

SY 5,067           130.00$                                 $658,710.00

S - 5.04 Concrete Crack Preparation and Seal LF 15,000         7.00$                                      $105,000.00

S - 5.05 Mobilization, Etc. LS 1                   80,000.00$                            $80,000.00

S - 5.06 Barricades and Markings for Pavement Closures LS 1                   10,000.00$                            $10,000.00

Subtotal: $870,210.00

15% Contingencies: $130,532.00

Total w/ Contingencies: $1,000,742.00

$38,291.00

$8,000.00

$110,082.00

$8,000.00

Subtotal: $164,373.00

10% Contingencies: $16,438.00

Total w/ Contingencies: $180,811.00

$1,000,742.00

$180,811.00

$1,181,553.00

Engineering Design and Construction Administration Costs:

Total:

Rehabilitate Portions of Runways 16-34 (General Pavement Maintenance) (Summary of Costs)

Construction Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Rehabilitate Portions of Runways 16-34 (General Pavement Maintenance)
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 6.01 Unclassified Excavation CY 4,131           8.00$                                      $33,048.00

S - 6.02 Onsite Borrow Embankment in Place CY 4,131           10.00$                                   $41,310.00

S - 6.03 Installation and Removal of Silt Fence LF 900               4.00$                                      $3,600.00

S - 6.04 Rock Filter Dam LF 450               75.00$                                   $33,750.00

S - 6.05 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

S - 6.06 Sodding SY 12,392         4.00$                                      $49,568.00

S - 6.07 Topsoiling (Obtained on Site or Removed from Stockpile) CY 12,392         4.00$                                      $49,568.00

S - 6.08 Mobilization, Etc. LS 1                   22,000.00$                            $22,000.00

Subtotal: $235,344.00

20% Contingencies: $47,069.00

Total w/ Contingencies: $282,413.00

$26,534.00

$8,000.00

$39,538.00

$6,000.00

Subtotal: $80,072.00

10% Contingencies: $8,008.00

Total w/ Contingencies: $88,080.00

$282,413.00

$88,080.00

$370,493.00

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

East Infield Drainage Improvements

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

East Infield Drainage Improvements (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 7.01 Concrete Pavement Removal SY 37,749         15.00$                                   $566,235.00

S - 7.02 Unclassified Excavation CY 15,223         8.00$                                      $121,784.00

S - 7.03 Onsite Borrow Embankment in Place CY 3,806           10.00$                                   $38,060.00

S - 7.04 Undercut and Replace Unsuitable Subgrade CY 762               25.00$                                   $19,050.00

S - 7.05 8" Lime-Treated Subgrade SY 45,667         3.50$                                      $159,834.50

S - 7.06 Lime (6%) TON 921               160.00$                                 $147,360.00

S - 7.07 Installation and Removal of Silt Fence LF 3,000           4.00$                                      $12,000.00

S - 7.08 Rock Filter Dam LF 200               75.00$                                   $15,000.00

S - 7.09 Rock Construction Exit EA 2                   2,500.00$                              $5,000.00

S - 7.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   10,000.00$                            $10,000.00

S - 7.11 4" HMA Base Course TON 8,601           120.00$                                 $1,032,120.00

S - 7.12 12.5" Portland Cement Concrete Pavement SY 38,223         50.00$                                   $1,911,150.00

S - 7.13 Bituminous Prime Coat GAL 13,701         3.00$                                      $41,103.00

S - 7.14 Pavement Markings LS 1                   25,000.00$                            $25,000.00

S - 7.15 Drainage Improvements LS 1                   100,000.00$                         $100,000.00

S - 7.16 Sodding SY 22,333         3.00$                                      $66,999.00

S - 7.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 22,333         3.00$                                      $66,999.00

S - 7.18 Remove Existing Cable and Counterpoise LF 16,922         3.00$                                      $50,766.00

S - 7.19 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, 

Duct Bank or Conduit

LF 16,922         3.00$                                      $50,766.00

S - 7.20 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in 

Trench, Above the Duct Bank or Conduit, Including 

LF 16,922         3.00$                                      $50,766.00

S - 7.21 4-2" Sch. 40 PVC Concrete Encased Duct Bank LF 630               75.00$                                   $47,250.00

S - 7.22 2" Sch. 40 PVC Conduit LF 16,922         6.00$                                      $101,532.00

S - 7.23 Remove Existing Light Fixture, in Place EA 184               75.00$                                   $13,800.00

S - 7.24 Furnish and Install 30 W, 6.6A Quartz, L-861 Medium 

Intensity Taxiway Lights (MITL) in Concrete Encased L-867-

EA 184               1,000.00$                              $184,000.00

S - 7.25 Remove Existing Guidance Sign, in place EA 12                 250.00$                                 $3,000.00

S - 7.26 Furnish and Install L-858, Three Module, Size 1, Style 2, 

Guidance Sign, on Concrete Mounting Pad with 

EA 15                 3,500.00$                              $52,500.00

S - 7.27 Utility Improvements LS 1                   25,000.00$                            $25,000.00

S - 7.28 Mobilization, Etc. LS 1                   494,000.00$                         $494,000.00

S - 7.29 Barricades and Markings for Pavement Closures LS 1                   15,000.00$                            $15,000.00

Subtotal: $5,426,074.50

15% Contingencies: $813,912.00

Total w/ Contingencies: $6,239,986.50

$294,840.00

$8,000.00

$436,800.00

$12,000.00

Subtotal: $751,640.00

10% Contingencies: $75,164.00

Total w/ Contingencies: $826,804.00

$6,239,986.50

$826,804.00

$7,066,790.50

Close-Out:

Reconstruct Taxiway A to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Lines (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Reconstruct Taxiway A to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Lines
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 8.01 Rock Construction Exit EA 1                   4,500.00$                              $4,500.00

S - 8.02 Pavement Markings LS 1                   8,000.00$                              $8,000.00

S - 8.03 Sawcut, Remove, and Replace Cracked or Damaged 

Panels in Existing 8" PCC Pavement

SY 659               130.00$                                 $85,670.00

S - 8.04 Concrete Crack Preparation and Seal LF 5,000           7.00$                                      $35,000.00

S - 8.05 Mobilization, Etc. LS 1                   14,000.00$                            $14,000.00

S - 8.06 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

Subtotal: $152,170.00

20% Contingencies: $30,434.00

Total w/ Contingencies: $182,604.00

$16,161.00

$8,000.00

$34,695.00

$6,000.00

Subtotal: $64,856.00

10% Contingencies: $6,486.00

Total w/ Contingencies: $71,342.00

$182,604.00

$71,342.00

$253,946.00Total:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Rehabilitate Taxiway A1 (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Rehabilitate Taxiway A1
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 10.01 Gravel Pavement Removal SY 6,702           15.00$                                   $100,530.00

S - 10.02 Concrete Pavement Removal SY 3,299           15.00$                                   $49,485.00

S - 10.03 Unclassified Excavation CY 8,334           8.00$                                      $66,672.00

S - 10.04 Onsite Borrow Embankment in Place CY 8,334           10.00$                                   $83,340.00

S - 10.05 Undercut and Replace Unsuitable Subgrade CY 417               25.00$                                   $10,425.00

S - 10.06 8" Lime-Treated Subgrade SY 12,500         3.75$                                      $46,875.00

S - 10.07 Lime (6%) TON 252               160.00$                                 $40,320.00

S - 10.08 Installation and Removal of Silt Fence LF 7,000           4.00$                                      $28,000.00

S - 10.09 Rock Filter Dam LF 350               75.00$                                   $26,250.00

S - 10.10 Rock Construction Exit EA 3                   2,500.00$                              $7,500.00

S - 10.11 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   15,000.00$                            $15,000.00

S - 10.12 6" Portland Cement Concrete Pavement SY 10,000         35.00$                                   $350,000.00

S - 10.13 Pavement Markings LS 1                   15,000.00$                            $15,000.00

S - 10.14 Drainage Improvements LS 1                   100,000.00$                         $100,000.00

S - 10.15 Sodding SY 33,826         4.00$                                      $135,304.00

S - 10.16 Topsoiling (Obtained on Site or Removed from Stockpile) CY 33,826         4.00$                                      $135,304.00

S - 10.17 Utility Improvments LS 1                   100,000.00$                         $100,000.00

S - 10.18 Mobilization, Etc. LS 1                   133,000.00$                         $133,000.00

S - 10.19 Barricades and Markings for Pavement Closures LS 1                   15,000.00$                            $15,000.00

Subtotal: $1,458,005.00

20% Contingencies: $291,601.00

Total w/ Contingencies: $1,749,606.00

$94,917.00

$8,000.00

$262,441.00

$12,000.00

Subtotal: $377,358.00

10% Contingencies: $37,736.00

Total w/ Contingencies: $415,094.00

$1,749,606.00

$415,094.00

$2,164,700.00

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct Perimeter Access Roads on North, South, and West Sides of Airport (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Construct Perimeter Access Roads on North, South, and West Sides of Airport
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 11.01 Unclassified Excavation CY 630               8.00$                                      $5,040.00

S - 11.02 Onsite Borrow Embankment in Place CY 1,890           10.00$                                   $18,900.00

S - 11.03 Offsite Borrow Embankment in Place CY 2,520           20.00$                                   $50,400.00

S - 11.04 Undercut and Replace Unsuitable Subgrade CY 32                 25.00$                                   $800.00

S - 11.05 8" Lime-Treated Subgrade SY 1,890           4.25$                                      $8,032.50

S - 11.06 Lime (6%) TON 39                 160.00$                                 $6,240.00

S - 11.07 Installation and Removal of Silt Fence LF 1,000           4.00$                                      $4,000.00

S - 11.08 Rock Filter Dam LF 100               75.00$                                   $7,500.00

S - 11.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

S - 11.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   10,000.00$                            $10,000.00

S - 11.11 8" Portland Cement Concrete Pavement SY 1,644           40.00$                                   $65,760.00

S - 11.12 Pavement Markings LS 1                   12,000.00$                            $12,000.00

S - 11.13 Drainage Improvements LS 1                   150,000.00$                         $150,000.00

S - 11.14 Sodding SY 3,695           4.00$                                      $14,780.00

S - 11.15 Topsoiling (Obtained on Site or Removed from Stockpile) CY 3,695           4.00$                                      $14,780.00

S - 11.16 Utility Improvements LS 1                   100,000.00$                         $100,000.00

S - 11.17 Mobilization, Etc. LS 1                   161,000.00$                         $161,000.00

S - 11.18 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

S - 11.19 Standard T-Hangar SF 28,350         40.00$                                   $1,134,000.00

Subtotal: $1,770,732.50

20% Contingencies: $354,147.00

Total w/ Contingencies: $2,124,879.50

$112,619.00

$8,000.00

$318,732.00

$8,000.00

Subtotal: $447,351.00

10% Contingencies: $44,736.00

Total w/ Contingencies: $492,087.00

$2,124,879.50

$492,087.00

$2,616,966.50

Construct T-Hangar Facility and Taxilane Access in Southeast Development Area - Phase I (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct T-Hangar Facility and Taxilane Access in Southeast Development Area - Phase I
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

S - 12.01 Asphaltic Concrete Pavement Removal SY 10,809         10.00$                                   $108,090.00

S - 12.02 Concrete Pavement Removal SY 67,556         12.00$                                   $810,672.00

S - 12.03 Unclassified Excavation CY 14,234         8.00$                                      $113,872.00

S - 12.04 Onsite Borrow Embankment in Place CY 7,117           10.00$                                   $71,170.00

S - 12.05 Undercut and Replace Unsuitable Subgrade CY 1,424           25.00$                                   $35,600.00

S - 12.06 8" Lime-Treated Subgrade SY 85,400         3.50$                                      $298,900.00

S - 12.07 Lime (6%) TON 1,722           160.00$                                 $275,520.00

S - 12.08 Installation and Removal of Silt Fence LF 12,000         4.00$                                      $48,000.00

S - 12.09 Rock Filter Dam LF 600               75.00$                                   $45,000.00

S - 12.10 Rock Construction Exit EA 2                   2,500.00$                              $5,000.00

S - 12.11 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   10,000.00$                            $10,000.00

S - 12.12 2" HMA Surface Course TON 1,217           120.00$                                 $146,040.00

S - 12.13 4" HMA Base Course TON 15,201         120.00$                                 $1,824,120.00

S - 12.14 12.5" Portland Cement Concrete Pavement SY 67,556         50.00$                                   $3,377,800.00

S - 12.15 Bituminous Prime Coat GAL 25,620         3.00$                                      $76,860.00

S - 12.16 Pavement Markings LS 1                   80,000.00$                            $80,000.00

S - 12.17 Sodding SY 20,267         3.00$                                      $60,801.00

S - 12.18 Topsoiling (Obtained on Site or Removed from Stockpile) CY 20,267         3.00$                                      $60,801.00

S - 12.19 Utility Improvements LS 1                   50,000.00$                            $50,000.00

S - 12.20 Mobilization, Etc. LS 1                   752,000.00$                         $752,000.00

S - 12.21 Barricades and Markings for Pavement Closures LS 1                   20,000.00$                            $20,000.00

S - 12.22 Restripe Taxiway G as Landing Surface LS 1                   20,000.00$                            $20,000.00

Subtotal: $8,290,246.00

15% Contingencies: $1,243,537.00

Total w/ Contingencies: $9,533,783.00

$436,171.00

$8,000.00

$762,703.00

$18,000.00

Subtotal: $1,224,874.00

10% Contingencies: $122,488.00

Total w/ Contingencies: $1,347,362.00

$9,533,783.00

$1,347,362.00

$10,881,145.00

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Reconstruct Runway 16-34 (Summary of Costs)

Summary of Engineering Design and Construction Administration Costs

Reconstruct Runway 16-34
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 1.01 Concrete Pavement Removal SY 3,836           15.00$                                   $57,540.00

L - 1.02 Unclassified Excavation CY 1,485           8.00$                                      $11,880.00

L - 1.03 Onsite Borrow Embankment in Place CY 372               10.00$                                   $3,720.00

L - 1.04 Undercut and Replace Unsuitable Subgrade CY 75                 25.00$                                   $1,875.00

L - 1.05 8" Lime-Treated Subgrade SY 4,454           4.00$                                      $17,816.00

L - 1.06 Lime (6%) TON 90                 160.00$                                 $14,400.00

L - 1.07 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 1.08 Rock Filter Dam LF 50                 75.00$                                   $3,750.00

L - 1.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 1.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 1.11 4" HMA Base Course TON 852               120.00$                                 $102,240.00

L - 1.12 12.5" Portland Cement Concrete Pavement SY 3,785           60.00$                                   $227,100.00

L - 1.13 Bituminous Prime Coat GAL 1,337           3.00$                                      $4,011.00

L - 1.14 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 1.15 Drainage Improvements LS 1                   30,000.00$                            $30,000.00

L - 1.16 Sodding SY 1,067           4.00$                                      $4,268.00

L - 1.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,067           4.00$                                      $4,268.00

L - 1.18 Furnish and Install L-858, Three Module, Size 1, Style 2, EA 4                   160.00$                                 $640.00

L - 1.19 Mobilization, Etc. LS 1                   52,000.00$                            $52,000.00

L - 1.20 Barricades and Markings for Pavement Closures LS 1                   10,000.00$                            $10,000.00

Subtotal: $563,408.00

15% Contingencies: $84,512.00

Total w/ Contingencies: $647,920.00

$39,038.00

$8,000.00

$103,668.00

$8,000.00

Subtotal: $158,706.00

10% Contingencies: $15,871.00

Total w/ Contingencies: $174,577.00

$647,920.00

$174,577.00

$822,497.00

Engineering Design and Construction Administration Costs:

Total:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Reconstruct Taxiway D to Meet TDG 3 Standards and Strength Requirements - Relocate Hold Line (Summary of Costs)

Construction Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Reconstruct Taxiway D to Meet TDG 3 Standards and Strength Requirements - Relocate Hold Line
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 2.01 Concrete Pavement Removal SY 1,506           15.00$                                   $22,590.00

L - 2.02 Unclassified Excavation CY 863               8.00$                                      $6,904.00

L - 2.03 Onsite Borrow Embankment in Place CY 216               10.00$                                   $2,160.00

L - 2.04 Undercut and Replace Unsuitable Subgrade CY 44                 25.00$                                   $1,100.00

L - 2.05 8" Lime-Treated Subgrade SY 2,588           4.25$                                      $10,999.00

L - 2.06 Lime (6%) TON 53                 160.00$                                 $8,480.00

L - 2.07 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 2.08 Rock Filter Dam LF 50                 75.00$                                   $3,750.00

L - 2.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 2.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 2.11 4" HMA Base Course TON 459               120.00$                                 $55,080.00

L - 2.12 12.5" Portland Cement Concrete Pavement SY 2,040           60.00$                                   $122,400.00

L - 2.13 Bituminous Prime Coat GAL 777               3.00$                                      $2,331.00

L - 2.14 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 2.15 Drainage Improvements LS 1                   30,000.00$                            $30,000.00

L - 2.16 Sodding SY 1,067           4.00$                                      $4,268.00

L - 2.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,067           4.00$                                      $4,268.00

L - 2.18 Remove Existing Cable and Counterpoise LF 1,043           3.00$                                      $3,129.00

L - 2.19 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, LF 1,043           3.00$                                      $3,129.00

L - 2.20 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in LF 1,043           3.00$                                      $3,129.00

L - 2.21 4-2" Sch. 40 PVC Concrete Encased Duct Bank LF 70                 75.00$                                   $5,250.00

L - 2.22 2" Sch. 40 PVC Conduit LF 1,043           6.00$                                      $6,258.00

L - 2.23 Remove Existing Light Fixture, in Place EA 22                 75.00$                                   $1,650.00

L - 2.24 Furnish and Install 30 W, 6.6A Quartz, L-861 Medium EA 22                 1,000.00$                              $22,000.00

L - 2.25 Remove Existing Guidance Sign, in place EA 4                   250.00$                                 $1,000.00

L - 2.26 Furnish and Install L-858, Three Module, Size 1, Style 2, EA 5                   2,500.00$                              $12,500.00

L - 2.27 Mobilization, Etc. LS 1                   37,000.00$                            $37,000.00

L - 2.28 Barricades and Markings for Pavement Closures LS 1                   10,000.00$                            $10,000.00

Subtotal: $397,275.00

20% Contingencies: $79,455.00

Total w/ Contingencies: $476,730.00

$31,226.00

$8,000.00

$90,579.00

$8,000.00

Subtotal: $137,805.00

10% Contingencies: $13,781.00

Total w/ Contingencies: $151,586.00

$476,730.00

$151,586.00

$628,316.00Total:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Reconstruct Taxiway C to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Line (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Reconstruct Taxiway C to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Line

Page 13 of 30



Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 3.01 Concrete Pavement Removal SY 1,506           15.00$                                   $22,590.00

L - 3.02 Unclassified Excavation CY 863               8.00$                                      $6,904.00

L - 3.03 Onsite Borrow Embankment in Place CY 216               10.00$                                   $2,160.00

L - 3.04 Undercut and Replace Unsuitable Subgrade CY 44                 25.00$                                   $1,100.00

L - 3.05 8" Lime-Treated Subgrade SY 2,588           4.25$                                      $10,999.00

L - 3.06 Lime (6%) TON 53                 160.00$                                 $8,480.00

L - 3.07 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 3.08 Rock Filter Dam LF 50                 75.00$                                   $3,750.00

L - 3.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 3.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 3.11 4" HMA Base Course TON 459               120.00$                                 $55,080.00

L - 3.12 12.5" Portland Cement Concrete Pavement SY 2,040           60.00$                                   $122,400.00

L - 3.13 Bituminous Prime Coat GAL 777               3.00$                                      $2,331.00

L - 3.14 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 3.15 Drainage Improvements LS 1                   30,000.00$                            $30,000.00

L - 3.16 Sodding SY 1,067           4.00$                                      $4,268.00

L - 3.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,067           4.00$                                      $4,268.00

L - 3.18 Remove Existing Cable and Counterpoise LF 1,043           3.00$                                      $3,129.00

L - 3.19 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, LF 1,043           3.00$                                      $3,129.00

L - 3.20 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in LF 1,043           3.00$                                      $3,129.00

L - 3.21 4-2" Sch. 40 PVC Concrete Encased Duct Bank LF 70                 75.00$                                   $5,250.00

L - 3.22 2" Sch. 40 PVC Conduit LF 1,043           6.00$                                      $6,258.00

L - 3.23 Remove Existing Light Fixture, in Place EA 22                 75.00$                                   $1,650.00

L - 3.24 Furnish and Install 30 W, 6.6A Quartz, L-861 Medium EA 22                 1,000.00$                              $22,000.00

L - 3.25 Remove Existing Guidance Sign, in place EA 4                   250.00$                                 $1,000.00

L - 3.26 Furnish and Install L-858, Three Module, Size 1, Style 2, EA 5                   2,500.00$                              $12,500.00

L - 3.27 Mobilization, Etc. LS 1                   37,000.00$                            $37,000.00

L - 3.28 Barricades and Markings for Pavement Closures LS 1                   10,000.00$                            $10,000.00

Subtotal: $397,275.00

20% Contingencies: $79,455.00

Total w/ Contingencies: $476,730.00

$31,226.00

$8,000.00

$90,579.00

$8,000.00

Subtotal: $137,805.00

10% Contingencies: $13,781.00

Total w/ Contingencies: $151,586.00

$476,730.00

$151,586.00

$628,316.00

Close-Out:

Reconstruct Taxiway E to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Line  (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Reconstruct Taxiway E to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Line 
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 4.01 Concrete Pavement Removal SY 1,506           15.00$                                   $22,590.00

L - 4.02 Unclassified Excavation CY 863               8.00$                                      $6,904.00

L - 4.03 Onsite Borrow Embankment in Place CY 216               10.00$                                   $2,160.00

L - 4.04 Undercut and Replace Unsuitable Subgrade CY 44                 25.00$                                   $1,100.00

L - 4.05 8" Lime-Treated Subgrade SY 2,588           4.25$                                      $10,999.00

L - 4.06 Lime (6%) TON 53                 160.00$                                 $8,480.00

L - 4.07 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 4.08 Rock Filter Dam LF 50                 75.00$                                   $3,750.00

L - 4.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 4.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 4.11 4" HMA Base Course TON 459               120.00$                                 $55,080.00

L - 4.12 12.5" Portland Cement Concrete Pavement SY 2,040           60.00$                                   $122,400.00

L - 4.13 Bituminous Prime Coat GAL 777               3.00$                                      $2,331.00

L - 4.14 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 4.15 Drainage Improvements LS 1                   30,000.00$                            $30,000.00

L - 4.16 Sodding SY 1,067           4.00$                                      $4,268.00

L - 4.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,067           4.00$                                      $4,268.00

L - 4.18 Remove Existing Cable and Counterpoise LF 1,043           3.00$                                      $3,129.00

L - 4.19 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, LF 1,043           3.00$                                      $3,129.00

L - 4.20 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in LF 1,043           3.00$                                      $3,129.00

L - 4.21 4-2" Sch. 40 PVC Concrete Encased Duct Bank LF 70                 75.00$                                   $5,250.00

L - 4.22 2" Sch. 40 PVC Conduit LF 1,043           6.00$                                      $6,258.00

L - 4.23 Remove Existing Light Fixture, in Place EA 22                 75.00$                                   $1,650.00

L - 4.24 Furnish and Install 30 W, 6.6A Quartz, L-861 Medium EA 22                 1,000.00$                              $22,000.00

L - 4.25 Remove Existing Guidance Sign, in place EA 4                   250.00$                                 $1,000.00

L - 4.26 Furnish and Install L-858, Three Module, Size 1, Style 2, EA 5                   2,500.00$                              $12,500.00

L - 4.27 Mobilization, Etc. LS 1                   37,000.00$                            $37,000.00

L - 4.28 Barricades and Markings for Pavement Closures LS 1                   10,000.00$                            $10,000.00

Subtotal: $397,275.00

20% Contingencies: $79,455.00

Total w/ Contingencies: $476,730.00

$31,226.00

$8,000.00

$90,579.00

$8,000.00

Subtotal: $137,805.00

10% Contingencies: $13,781.00

Total w/ Contingencies: $151,586.00

$476,730.00

$151,586.00

$628,316.00

Reconstruct Taxiway F to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Line (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Reconstruct Taxiway F to Meet TDG 3 Standards and Strength Requirements - 50' wide / Relocate Hold Line
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 5.01 Convert Existing Guidance Sign to LED EA 58                 2,000.00$                              $116,000.00

L - 5.02 Convert Existing Light Fixture to LED EA 457               250.00$                                 $114,250.00

L - 5.03 Remove Existing Cable and Counterpoise LF 8,000           3.00$                                      $24,000.00

L - 5.04 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, LF 8,000           3.00$                                      $24,000.00

L - 5.05 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in LF 8,000           3.00$                                      $24,000.00

L - 5.06 2" Sch. 40 PVC Conduit LF 5,000           6.00$                                      $30,000.00

L - 5.07 Mobilization, Etc. LS 1                   34,000.00$                            $34,000.00

Subtotal: $366,250.00

20% Contingencies: $73,250.00

Total w/ Contingencies: $439,500.00

$28,788.00

$8,000.00

$48,345.00

$8,000.00

Subtotal: $93,133.00

10% Contingencies: $9,314.00

Total w/ Contingencies: $102,447.00

$439,500.00

$102,447.00

$541,947.00

Summary of Engineering Design and Construction Administration Costs

Implement LED Technology on Airfield Lighting and Signage (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Implement LED Technology on Airfield Lighting and Signage

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 6.01 Unclassified Excavation CY 630               8.00$                                      $5,040.00

L - 6.02 Onsite Borrow Embankment in Place CY 1,890           10.00$                                   $18,900.00

L - 6.03 Offsite Borrow Embankment in Place CY 2,520           20.00$                                   $50,400.00

L - 6.04 Undercut and Replace Unsuitable Subgrade CY 32                 25.00$                                   $800.00

L - 6.05 8" Lime-Treated Subgrade SY 1,890           4.25$                                      $8,032.50

L - 6.06 Lime (6%) TON 39                 160.00$                                 $6,240.00

L - 6.07 Installation and Removal of Silt Fence LF 1,000           4.00$                                      $4,000.00

L - 6.08 Rock Filter Dam LF 100               75.00$                                   $7,500.00

L - 6.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 6.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   10,000.00$                            $10,000.00

L - 6.11 8" Portland Cement Concrete Pavement SY 1,644           40.00$                                   $65,760.00

L - 6.12 Pavement Markings LS 1                   12,000.00$                            $12,000.00

L - 6.13 Drainage Improvements LS 1                   150,000.00$                         $150,000.00

L - 6.14 Sodding SY 1,848           4.00$                                      $7,392.00

L - 6.15 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,848           4.00$                                      $7,392.00

L - 6.16 Utility Improvements LS 1                   100,000.00$                         $100,000.00

L - 6.17 Mobilization, Etc. LS 1                   160,000.00$                         $160,000.00

L - 6.18 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

L - 6.19 Standard T-Hangar SF 28,350         40.00$                                   $1,134,000.00

Subtotal: $1,754,956.50

20% Contingencies: $350,992.00

Total w/ Contingencies: $2,105,948.50

$111,616.00

$8,000.00

$315,893.00

$8,000.00

Subtotal: $443,509.00

10% Contingencies: $44,351.00

Total w/ Contingencies: $487,860.00

$2,105,948.50

$487,860.00

$2,593,808.50Total:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct T-Hangar Facility and Taxilane Access in Southeast Development Area - Phase II (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Construct T-Hangar Facility and Taxilane Access in Southeast Development Area - Phase II
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 7.01 Asphaltic Concrete Pavement Removal SY 17,698         12.00$                                   $212,376.00

L - 7.02 Unclassified Excavation CY 6,258           8.00$                                      $50,064.00

L - 7.03 Onsite Borrow Embankment in Place CY 2,086           10.00$                                   $20,860.00

L - 7.04 Undercut and Replace Unsuitable Subgrade CY 418               25.00$                                   $10,450.00

L - 7.05 8" Lime-Treated Subgrade SY 25,030         3.75$                                      $93,862.50

L - 7.06 Lime (6%) TON 505               160.00$                                 $80,800.00

L - 7.07 Installation and Removal of Silt Fence LF 900               4.00$                                      $3,600.00

L - 7.08 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 7.09 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 7.10 4" HMA Base Course TON 4,898           120.00$                                 $587,760.00

L - 7.11 12.5" Portland Cement Concrete Pavement SY 21,765         55.00$                                   $1,197,075.00

L - 7.12 Bituminous Prime Coat GAL 7,509           3.00$                                      $22,527.00

L - 7.13 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 7.14 Sodding SY 2,500           4.00$                                      $10,000.00

L - 7.15 Topsoiling (Obtained on Site or Removed from Stockpile) CY 2,500           4.00$                                      $10,000.00

L - 7.16 Utility Improvements LS 1                   50,000.00$                            $50,000.00

L - 7.17 Drainage Improvements LS 1                   75,000.00$                            $75,000.00

L - 7.18 Mobilization, Etc. LS 1                   323,000.00$                         $323,000.00

L - 7.19 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

L - 7.20 Hangar Removal SF 107,075       8.00$                                      $856,600.00

Subtotal: $3,624,474.50

15% Contingencies: $543,672.00

Total w/ Contingencies: $4,168,146.50

$204,240.00

$8,000.00

$500,178.00

$8,000.00

Subtotal: $720,418.00

10% Contingencies: $72,042.00

Total w/ Contingencies: $792,460.00

$4,168,146.50

$792,460.00

$4,960,606.50

Close-Out:

Redevelop City T-Hangar Area (Remove T-Hangars / Reconstruct Aircraft Parking Apron) (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Redevelop City T-Hangar Area (Remove T-Hangars / Reconstruct Aircraft Parking Apron)
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 8.01 Concrete Pavement Removal SY 60                 125.00$                                 $7,500.00

L - 8.02 Unclassified Excavation CY 286               25.00$                                   $7,150.00

L - 8.03 Onsite Borrow Embankment in Place CY 143               25.00$                                   $3,575.00

L - 8.04 Undercut and Replace Unsuitable Subgrade CY 15                 25.00$                                   $375.00

L - 8.05 8" Lime-Treated Subgrade SY 858               4.50$                                      $3,861.00

L - 8.06 Lime (6%) TON 18                 160.00$                                 $2,880.00

L - 8.07 Installation and Removal of Silt Fence LF 380               4.00$                                      $1,520.00

L - 8.08 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 8.09 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 8.10 4" HMA Base Course TON 194               120.00$                                 $23,280.00

L - 8.11 12.5" Portland Cement Concrete Pavement SY 858               80.00$                                   $68,640.00

L - 8.12 Bituminous Prime Coat GAL 258               3.00$                                      $774.00

L - 8.13 Sodding SY 60                 4.00$                                      $240.00

L - 8.14 Topsoiling (Obtained on Site or Removed from Stockpile) CY 60                 4.00$                                      $240.00

L - 8.15 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 8.16 Electrical Improvements LS 1                   12,000.00$                            $12,000.00

L - 8.17 Mobilization, Etc. LS 1                   16,000.00$                            $16,000.00

L - 8.18 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

Subtotal: $168,535.00

20% Contingencies: $33,707.00

Total w/ Contingencies: $202,242.00

$20,421.00

$8,000.00

$34,382.00

$6,000.00

Subtotal: $68,803.00

10% Contingencies: $6,881.00

Total w/ Contingencies: $75,684.00

$202,242.00

$75,684.00

$277,926.00

In-Fill Apron Areas Adjacent to East Side of Taxiway A / Construct No-Taxi Island (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

In-Fill Apron Areas Adjacent to East Side of Taxiway A / Construct No-Taxi Island

Page 19 of 30



Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 9.01 Unclassified Excavation CY 584               8.00$                                      $4,672.00

L - 9.02 Onsite Borrow Embankment in Place CY 584               10.00$                                   $5,840.00

L - 9.03 Undercut and Replace Unsuitable Subgrade CY 30                 25.00$                                   $750.00

L - 9.04 8" Lime-Treated Subgrade SY 1,750           4.25$                                      $7,437.50

L - 9.05 Lime (6%) TON 36                 160.00$                                 $5,760.00

L - 9.06 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 9.07 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 9.08 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 9.09 8" Portland Cement Concrete Pavement SY 1,250           40.00$                                   $50,000.00

L - 9.10 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 9.11 Sodding SY 1,334           4.00$                                      $5,336.00

L - 9.12 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,334           4.00$                                      $5,336.00

L - 9.13 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, LF 800               3.00$                                      $2,400.00

L - 9.14 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in LF 800               3.00$                                      $2,400.00

L - 9.15 2" Sch. 40 PVC Conduit LF 800               6.00$                                      $4,800.00

L - 9.16 Furnish and Install 30 W, 6.6A Quartz, L-861 Medium EA 22                 1,000.00$                              $22,000.00

L - 9.17 Mobilization, Etc. LS 1                   14,000.00$                            $14,000.00

L - 9.18 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

Subtotal: $153,631.50

20% Contingencies: $30,727.00

Total w/ Contingencies: $184,358.50

$21,316.00

$8,000.00

$35,029.00

$6,000.00

Subtotal: $70,345.00

10% Contingencies: $7,035.00

Total w/ Contingencies: $77,380.00

$184,358.50

$77,380.00

$261,738.50

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct Rotorcraft Touch-Down and Lift-Off (TLOF) Facility (Summary of Costs)

Summary of Engineering Design and Construction Administration Costs

Construct Rotorcraft Touch-Down and Lift-Off (TLOF) Facility
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 10.01 Unclassified Excavation CY 1,326           8.00$                                      $10,608.00

L - 10.02 Onsite Borrow Embankment in Place CY 663               10.00$                                   $6,630.00

L - 10.03 Undercut and Replace Unsuitable Subgrade CY 34                 25.00$                                   $850.00

L - 10.04 8" Lime-Treated Subgrade SY 1,989           4.25$                                      $8,453.25

L - 10.05 Lime (6%) TON 41                 160.00$                                 $6,560.00

L - 10.06 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 10.07 Rock Filter Dam LF 100               75.00$                                   $7,500.00

L - 10.08 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 10.09 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 10.10 8" Portland Cement Concrete Pavement SY 1,730           40.00$                                   $69,200.00

L - 10.11 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 10.12 Drainage Improvements LS 1                   30,000.00$                            $30,000.00

L - 10.13 Sodding SY 1,000           4.00$                                      $4,000.00

L - 10.14 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,000           4.00$                                      $4,000.00

L - 10.15 Utility Improvements LS 1                   50,000.00$                            $50,000.00

L - 10.16 Mobilization, Etc. LS 1                   87,000.00$                            $87,000.00

L - 10.17 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

L - 10.18 Box Hangar SF 14,400         45.00$                                   $648,000.00

Subtotal: $955,701.25

20% Contingencies: $191,141.00

Total w/ Contingencies: $1,146,842.25

$62,217.00

$8,000.00

$114,685.00

$8,000.00

Subtotal: $192,902.00

10% Contingencies: $19,291.00

Total w/ Contingencies: $212,193.00

$1,146,842.25

$212,193.00

$1,359,035.25

Engineering Design and Construction Administration Costs:

Total:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct Box Hangars in Northeast Development Area (Summary of Costs)

Construction Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Construct Box Hangars in Northeast Development Area
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 11.01 Unclassified Excavation CY 1,326           8.00$                                      $10,608.00

L - 11.02 Onsite Borrow Embankment in Place CY 663               10.00$                                   $6,630.00

L - 11.03 Undercut and Replace Unsuitable Subgrade CY 34                 25.00$                                   $850.00

L - 11.04 8" Lime-Treated Subgrade SY 1,989           4.25$                                      $8,453.25

L - 11.05 Lime (6%) TON 41                 160.00$                                 $6,560.00

L - 11.06 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 11.07 Rock Filter Dam LF 100               75.00$                                   $7,500.00

L - 11.08 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 11.09 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 11.10 8" Portland Cement Concrete Pavement SY 1,730           40.00$                                   $69,200.00

L - 11.11 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 11.12 Drainage Improvements LS 1                   30,000.00$                            $30,000.00

L - 11.13 Sodding SY 1,000           4.00$                                      $4,000.00

L - 11.14 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,000           4.00$                                      $4,000.00

L - 11.15 Utility Improvements LS 1                   50,000.00$                            $50,000.00

L - 11.16 Mobilization, Etc. LS 1                   98,000.00$                            $98,000.00

L - 11.17 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

L - 11.18 Airport Maintenance Facility LS 1                   750,000.00$                         $750,000.00

Subtotal: $1,068,701.25

20% Contingencies: $213,741.00

Total w/ Contingencies: $1,282,442.25

$69,573.00

$8,000.00

$179,542.00

$8,000.00

Subtotal: $265,115.00

10% Contingencies: $26,512.00

Total w/ Contingencies: $291,627.00

$1,282,442.25

$291,627.00

$1,574,069.25Total:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct Airport Maintenance Facility and Staging Area (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Construct Airport Maintenance Facility and Staging Area
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 12.01 Unclassified Excavation CY 11,964         8.00$                                      $95,712.00

L - 12.02 Onsite Borrow Embankment in Place CY 11,964         10.00$                                   $119,640.00

L - 12.03 Offsite Borrow Embankment in Place CY 35,891         20.00$                                   $717,820.00

L - 12.04 Undercut and Replace Unsuitable Subgrade CY 599               25.00$                                   $14,975.00

L - 12.05 8" Lime-Treated Subgrade SY 35,891         3.50$                                      $125,618.50

L - 12.06 Lime (6%) TON 724               160.00$                                 $115,840.00

L - 12.07 Installation and Removal of Silt Fence LF 2,000           4.00$                                      $8,000.00

L - 12.08 Rock Filter Dam LF 250               75.00$                                   $18,750.00

L - 12.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 12.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   10,000.00$                            $10,000.00

L - 12.11 4" HMA Base Course TON 7,938           120.00$                                 $952,560.00

L - 12.12 12.5" Portland Cement Concrete Pavement SY 34,999         50.00$                                   $1,749,950.00

L - 12.13 Bituminous Prime Coat GAL 10,768         3.00$                                      $32,304.00

L - 12.14 Pavement Markings LS 1                   15,000.00$                            $15,000.00

L - 12.15 Drainage Improvements LS 1                   200,000.00$                         $200,000.00

L - 12.16 Sodding SY 5,556           4.00$                                      $22,224.00

L - 12.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 5,556           4.00$                                      $22,224.00

L - 12.18 Utility Improvements LS 1                   50,000.00$                            $50,000.00

L - 12.19 Mobilization, Etc. LS 1                   428,000.00$                         $428,000.00

L - 12.20 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

Subtotal: $4,706,117.50

15% Contingencies: $705,918.00

Total w/ Contingencies: $5,412,035.50

$259,778.00

$8,000.00

$432,963.00

$8,000.00

Subtotal: $708,741.00

10% Contingencies: $70,875.00

Total w/ Contingencies: $779,616.00

$5,412,035.50

$779,616.00

$6,191,651.50

Close-Out:

Construct Terminal Aircraft Parking Apron on West Side of Airport - Phase I (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Construct Terminal Aircraft Parking Apron on West Side of Airport - Phase I
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 13.01 Unclassified Excavation CY 15,681         8.00$                                      $125,448.00

L - 13.02 Onsite Borrow Embankment in Place CY 15,681         10.00$                                   $156,810.00

L - 13.03 Offsite Borrow Embankment in Place CY 297,937       15.00$                                   $4,469,055.00

L - 13.04 Undercut and Replace Unsuitable Subgrade CY 541               25.00$                                   $13,525.00

L - 13.05 8" Lime-Treated Subgrade SY 32,450         3.50$                                      $113,575.00

L - 13.06 Lime (6%) TON 655               160.00$                                 $104,800.00

L - 13.07 Installation and Removal of Silt Fence LF 3,000           4.00$                                      $12,000.00

L - 13.08 Rock Filter Dam LF 200               75.00$                                   $15,000.00

L - 13.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 13.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   10,000.00$                            $10,000.00

L - 13.11 2" HMA Surface Course TON 140               120.00$                                 $16,800.00

L - 13.12 4" HMA Base Course TON 6,138           120.00$                                 $736,560.00

L - 13.13 12.5" Portland Cement Concrete Pavement SY 27,278         50.00$                                   $1,363,900.00

L - 13.14 Bituminous Prime Coat GAL 9,735           3.00$                                      $29,205.00

L - 13.15 Pavement Markings LS 1                   80,000.00$                            $80,000.00

L - 13.16 Sodding SY 11,784         3.00$                                      $35,352.00

L - 13.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 11,784         3.00$                                      $35,352.00

L - 13.18 Utility Improvements LS 1                   100,000.00$                         $100,000.00

L - 13.19 Airfield Lighting Improvements LS 1                   100,000.00$                         $100,000.00

L - 13.20 Mobilization, Etc. LS 1                   755,000.00$                         $755,000.00

L - 13.21 Barricades and Markings for Pavement Closures LS 1                   25,000.00$                            $25,000.00

Subtotal: $8,299,882.00

15% Contingencies: $1,244,983.00

Total w/ Contingencies: $9,544,865.00

$436,678.00

$150,000.00

$8,000.00

$859,038.00

$8,000.00

Subtotal: $1,461,716.00

10% Contingencies: $146,172.00

Total w/ Contingencies: $1,607,888.00

$9,544,865.00

$1,607,888.00

$11,152,753.00

Environmental Assessment:

Extend Runway 16-34 and Parallel Taxiways A and G 700' North / Displace Runway 16 Threshold 700' (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Extend Runway 16-34 and Parallel Taxiways A and G 700' North / Displace Runway 16 Threshold 700'
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 14.01 Concrete Pavement Removal SY 1,506           15.00$                                   $22,590.00

L - 14.02 Unclassified Excavation CY 863               8.00$                                      $6,904.00

L - 14.03 Onsite Borrow Embankment in Place CY 216               10.00$                                   $2,160.00

L - 14.04 Undercut and Replace Unsuitable Subgrade CY 44                 25.00$                                   $1,100.00

L - 14.05 8" Lime-Treated Subgrade SY 2,588           4.00$                                      $10,352.00

L - 14.06 Lime (6%) TON 53                 160.00$                                 $8,480.00

L - 14.07 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

L - 14.08 Rock Filter Dam LF 50                 75.00$                                   $3,750.00

L - 14.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

L - 14.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

L - 14.11 4" HMA Base Course TON 459               120.00$                                 $55,080.00

L - 14.12 12.5" Portland Cement Concrete Pavement SY 2,040           60.00$                                   $122,400.00

L - 14.13 Bituminous Prime Coat GAL 777               3.00$                                      $2,331.00

L - 14.14 Pavement Markings LS 1                   8,000.00$                              $8,000.00

L - 14.15 Drainage Improvements LS 1                   30,000.00$                            $30,000.00

L - 14.16 Sodding SY 1,067           4.00$                                      $4,268.00

L - 14.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,067           4.00$                                      $4,268.00

L - 14.18 Remove Existing Cable and Counterpoise LF 1,043           3.00$                                      $3,129.00

L - 14.19 No. 8 AWG, 5kV, L-824, Type C Cable, Installed in Trench, LF 1,043           3.00$                                      $3,129.00

L - 14.20 No. 6 AWG, Solid, Bare Counterpoise Wire, Installed in LF 1,043           3.00$                                      $3,129.00

L - 14.21 4-2" Sch. 40 PVC Concrete Encased Duct Bank LF 70                 75.00$                                   $5,250.00

L - 14.22 2" Sch. 40 PVC Conduit LF 1,043           6.00$                                      $6,258.00

L - 14.23 Remove Existing Light Fixture, in Place EA 22                 75.00$                                   $1,650.00

L - 14.24 Furnish and Install 30 W, 6.6A Quartz, L-861 Medium EA 22                 1,000.00$                              $22,000.00

L - 14.25 Remove Existing Guidance Sign, in place EA 4                   250.00$                                 $1,000.00

L - 14.26 Furnish and Install L-858, Three Module, Size 1, Style 2, EA 5                   2,500.00$                              $12,500.00

L - 14.27 Mobilization, Etc. LS 1                   36,000.00$                            $36,000.00

L - 14.28 Barricades and Markings for Pavement Closures LS 1                   10,000.00$                            $10,000.00

Subtotal: $395,628.00

20% Contingencies: $79,126.00

Total w/ Contingencies: $474,754.00

$31,097.00

$8,000.00

$90,204.00

$8,000.00

Subtotal: $137,301.00

10% Contingencies: $13,731.00

Total w/ Contingencies: $151,032.00

$474,754.00

$151,032.00

$625,786.00

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Relocate Taxiway J from the Runway High Energy Area - 50' wide (Summary of Costs)

Summary of Engineering Design and Construction Administration Costs

Relocate Taxiway J from the Runway High Energy Area - 50' wide
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

L - 15.01 Rock Construction Exit EA 1                   4,500.00$                              $4,500.00

L - 15.02 Pavement Markings LS 1                   12,000.00$                            $12,000.00

L - 15.03 Sawcut, Remove, and Replace Cracked or Damaged 

Panels in Existing 8" PCC Pavement

SY 5,067           130.00$                                 $658,710.00

L - 15.04 Concrete Crack Preparation and Seal LF 15,000         7.00$                                      $105,000.00

L - 15.05 Mobilization, Etc. LS 1                   80,000.00$                            $80,000.00

L - 15.06 Barricades and Markings for Pavement Closures LS 1                   10,000.00$                            $10,000.00

Subtotal: $870,210.00

15% Contingencies: $130,532.00

Total w/ Contingencies: $1,000,742.00

$45,291.00

$8,000.00

$110,082.00

$8,000.00

Subtotal: $171,373.00

10% Contingencies: $17,138.00

Total w/ Contingencies: $188,511.00

$1,000,742.00

$188,511.00

$1,189,253.00

Engineering Design and Construction Administration Costs:

Total:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Conduct General Pavement Maintenance (Summary of Costs)

Construction Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Conduct General Pavement Maintenance
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

U - 2.01 Unclassified Excavation CY 4,600           8.00$                                      $36,800.00

U - 2.02 Onsite Borrow Embankment in Place CY 13,800         10.00$                                   $138,000.00

U - 2.03 Offsite Borrow Embankment in Place CY 18,400         20.00$                                   $368,000.00

U - 2.04 Undercut and Replace Unsuitable Subgrade CY 230               25.00$                                   $5,750.00

U - 2.05 8" Lime-Treated Subgrade SY 13,800         3.75$                                      $51,750.00

U - 2.06 Lime (6%) TON 279               160.00$                                 $44,640.00

U - 2.07 Installation and Removal of Silt Fence LF 4,000           4.00$                                      $16,000.00

U - 2.08 Rock Filter Dam LF 500               75.00$                                   $37,500.00

U - 2.09 Rock Construction Exit EA 3                   2,500.00$                              $7,500.00

U - 2.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   15,000.00$                            $15,000.00

U - 2.11 6" Portland Cement Concrete Pavement SY 12,000         35.00$                                   $420,000.00

U - 2.12 Pavement Markings LS 1                   15,000.00$                            $15,000.00

U - 2.13 Drainage Improvements LS 1                   50,000.00$                            $50,000.00

U - 2.14 Sodding SY 15,000         4.00$                                      $60,000.00

U - 2.15 Topsoiling (Obtained on Site or Removed from Stockpile) CY 15,000         4.00$                                      $60,000.00

U - 2.16 Utility Improvments LS 1                   100,000.00$                         $100,000.00

U - 2.17 Mobilization, Etc. LS 1                   145,000.00$                         $145,000.00

U - 2.18 Barricades and Markings for Pavement Closures LS 1                   15,000.00$                            $15,000.00

Subtotal: $1,585,940.00

15% Contingencies: $237,891.00

Total w/ Contingencies: $1,823,831.00

$98,943.00

$8,000.00

$218,860.00

$8,000.00

Subtotal: $333,803.00

10% Contingencies: $33,381.00

Total w/ Contingencies: $367,184.00

$1,823,831.00

$367,184.00

$2,191,015.00Total:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct West Side Vehicle Access Road from Center Street Extension (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Construct West Side Vehicle Access Road from Center Street Extension
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

U - 3.01 Unclassified Excavation CY 11,964         8.00$                                      $95,712.00

U - 3.02 Onsite Borrow Embankment in Place CY 11,964         10.00$                                   $119,640.00

U - 3.03 Offsite Borrow Embankment in Place CY 35,891         20.00$                                   $717,820.00

U - 3.04 Undercut and Replace Unsuitable Subgrade CY 599               25.00$                                   $14,975.00

U - 3.05 8" Lime-Treated Subgrade SY 35,891         3.50$                                      $125,618.50

U - 3.06 Lime (6%) TON 724               160.00$                                 $115,840.00

U - 3.07 Installation and Removal of Silt Fence LF 2,000           4.00$                                      $8,000.00

U - 3.08 Rock Filter Dam LF 250               75.00$                                   $18,750.00

U - 3.09 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

U - 3.10 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   10,000.00$                            $10,000.00

U - 3.11 4" HMA Base Course TON 7,938           120.00$                                 $952,560.00

U - 3.12 12.5" Portland Cement Concrete Pavement SY 34,999         50.00$                                   $1,749,950.00

U - 3.13 Bituminous Prime Coat GAL 10,768         3.00$                                      $32,304.00

U - 3.14 Pavement Markings LS 1                   15,000.00$                            $15,000.00

U - 3.15 Drainage Improvements LS 1                   200,000.00$                         $200,000.00

U - 3.16 Sodding SY 5,556           4.00$                                      $22,224.00

U - 3.17 Topsoiling (Obtained on Site or Removed from Stockpile) CY 5,556           4.00$                                      $22,224.00

U - 3.18 Utility Improvements LS 1                   50,000.00$                            $50,000.00

U - 3.19 Mobilization, Etc. LS 1                   428,000.00$                         $428,000.00

U - 3.20 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

Subtotal: $4,706,117.50

15% Contingencies: $705,918.00

Total w/ Contingencies: $5,412,035.50

$259,778.00

$8,000.00

$432,963.00

$8,000.00

Subtotal: $708,741.00

10% Contingencies: $70,875.00

Total w/ Contingencies: $779,616.00

$5,412,035.50

$779,616.00

$6,191,651.50

Close-Out:

Construct Terminal Aircraft Parking Apron on West Side of Airport - Phase II (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Construct Terminal Aircraft Parking Apron on West Side of Airport - Phase II
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

U - 4.01 Unclassified Excavation CY 584               8.00$                                      $4,672.00

U - 4.02 Onsite Borrow Embankment in Place CY 584               10.00$                                   $5,840.00

U - 4.03 Undercut and Replace Unsuitable Subgrade CY 30                 25.00$                                   $750.00

U - 4.04 8" Lime-Treated Subgrade SY 1,750           4.25$                                      $7,437.50

U - 4.05 Lime (6%) TON 36                 160.00$                                 $5,760.00

U - 4.06 Installation and Removal of Silt Fence LF 600               4.00$                                      $2,400.00

U - 4.07 Rock Construction Exit EA 1                   2,500.00$                              $2,500.00

U - 4.08 Storm Water Pollution Prevention Plan (SWPPP) LS 1                   5,000.00$                              $5,000.00

U - 4.09 8" Portland Cement Concrete Pavement SY 1,250           40.00$                                   $50,000.00

U - 4.10 Pavement Markings LS 1                   8,000.00$                              $8,000.00

U - 4.11 Sodding SY 1,334           4.00$                                      $5,336.00

U - 4.12 Topsoiling (Obtained on Site or Removed from Stockpile) CY 1,334           4.00$                                      $5,336.00

U - 4.13 Mobilization, Etc. LS 1                   27,000.00$                            $27,000.00

U - 4.14 Barricades and Markings for Pavement Closures LS 1                   5,000.00$                              $5,000.00

U - 4.15 Tie into existing manhole EA 1                   12,400.00$                            $12,400.00

U - 4.16 Manholes EA 4                   5,000.00$                              $20,000.00

U - 4.17 5' x 5' Grate Inlet EA 1                   6,000.00$                              $6,000.00

U - 4.18 5' x 5' Meter Vault EA 1                   6,000.00$                              $6,000.00

U - 4.19 6" SDR 26 PVC Sanitary Sewer Line LF 500               46.00$                                   $23,000.00

U - 4.20 Oil/Water Separator EA 1                   35,000.00$                            $35,000.00

U - 4.21 Furnish and Install 1" Type K Copper Service Line LF 500               28.00$                                   $14,000.00

U - 4.22 Furnish and Install 1" Brass Solenoid Valve and Handhole EA 1                   3,900.00$                              $3,900.00

U - 4.23 Furnish and Install 6" Butterfly Valve with Electric EA 1                   12,000.00$                            $12,000.00

U - 4.24 WashRack Electrical Components EA 1                   20,000.00$                            $20,000.00

Subtotal: $152,300.00

20% Contingencies: $30,460.00

Total w/ Contingencies: $182,760.00

$16,175.00

$8,000.00

$34,725.00

$8,000.00

Subtotal: $66,900.00

10% Contingencies: $6,690.00

Total w/ Contingencies: $73,590.00

$182,760.00

$73,590.00

$256,350.00

Construct Aircraft Wash Rack on West Side of Airport (Summary of Costs)

Construction Costs:

Engineering Design and Construction Administration Costs:

Total:

Summary of Engineering Design and Construction Administration Costs

Engineering Reporting, Design, Survey, Geotechnical Investigation:

Bidding:

Engineering Construction Administration, Construction Materials Testing, Construction Survey 

Verification, Project Representative:

Close-Out:

Construct Aircraft Wash Rack on West Side of Airport
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Item Description Units Estimated  Estimated Subtotal

Opinion of Probable Construction Costs (OPCC)

Arlington Municipal Airport

Capital Improvement Program

July 27, 2015

Basis for OPCC:
This document is released for the purpose of CIP development only 

under the authority of Elliot Neph, P.E., 110151, on 2015-07-27.  It is 

not to be used for construction, bidding, or permit purposes.

Notes:

     1.  OPCCs based on schematic layout provided by Coffman Associates.

     2.  OPCCs based on 2015 dollars.  Projected project costs have not been adjusted to account for future inflation.  

     3.  Each project has been evaluated as an independent project. Construction unit costs and consultant fees may vary depending upon 

          the grouping of the projects.

     4.  No geotechnical investigations, topographic surveys, or subsurface utility explorations have been performed.

     5.  No environmental assesment has been included unless otherwise noted.

     No Design Completed

     Preliminary Design

     Final Design
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Appendix C 
AIRPORT PLANS 
 
The Federal Aviation Administration (FAA) and Texas Department of Transportation – Aviation 
Division (TxDOT) require the development of Airport Layout Plan (ALP) drawings detailing 
specific parts of the airport and its environs.  These drawings were created on a computer-
aided drafting (CAD) system and serve as the official depiction of the current and planned 
condition of the airport.  These drawings will be delivered to TxDOT for their review.  TxDOT will 
critique the drawings from a technical perspective to be sure all applicable federal regulations 
are met.  TxDOT will use the ALP drawings as the basis for justification for funding decisions.  
 
It should be noted that FAA and TxDOT require that any changes to the airfield (i.e., runway and 
taxiway system, navigational aids, etc.) be presented on the drawings.  The landside 
configuration developed during the master planning process is also depicted on the drawings, 
but TxDOT recognizes that landside development is much more fluid and dependent upon 
developer needs.  Thus, an updated drawing set is typically not necessary for future landside 
development. 
 
The following is a description of the CAD drawings that make up the ALP drawing set included 
with this Development Plan. 
 
 
AIRPORT LAYOUT DRAWING 
 
An Airport Layout Drawing (ALD) graphically presents the existing and ultimate airport layout.  
The ALD includes such elements as the physical airport features, wind data tabulation, location 
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of airfield facilities, and existing general aviation development.  Also presented on the ALD are 
the runway safety areas, airport property boundary, and revenue support areas. 
 
The computerized plan provides detailed information on existing and future facility layouts on 
multiple layers that permit the user to focus on any section of the airport at a desirable scale.  
The plan can be used as base information for design and can be easily updated in the future to 
reflect new development and more detail concerning existing conditions as made available 
through design surveys. 
 
 
INNER PORTION OF THE APPROACH SURFACE DRAWING 
 
The Inner Portion of the Approach Surface Drawing contains the plan and profile view of the 
inner portion of the approach surface to the runway and a tabular listing of all surface 
violations.  The drawings also contain other approach surfaces, such as the threshold siting 
surface.  Detailed obstruction and facility data is provided to identify planned improvements 
and the disposition of the obstructions.  A drawing of each runway end is provided. 
 
 
TERMINAL AREA PLAN 
 
The Terminal Area Plan is a larger scale plan view drawing of existing and planned aprons, 
buildings, hangars, parking lots, and other landside facilities focused on airport terminal area 
development.    
 
 
LAND USE PLAN 
 
The Land Use Plan is a depiction of the land use recommendations on airport property.  The 
objective of this drawing is to coordinate uses of the airport property in a manner compatible 
with the functional design of the airport facility.  When development is proposed, it should be 
directed to the appropriate land use area depicted on this plan. 
 
 
PROPERTY INVENTORY MAP 
 
The Airport Property Map provides information on the acquisition and identification of all land 
tracts under the control of the airport.  Easement interests in areas outside the fee simple 
property line are also included.  The primary purpose of the drawing is to provide information 
for analyzing the current and future aeronautical use of land acquired with federal funds. 
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DRAFT ALP DISCLAIMER 
 
The ALP drawing set has been developed in accordance with accepted FAA and TxDOT 
standards.  The ALP has not been approved by TxDOT and is subject to further airspace review.  
Land use and other changes may result.  The airport sponsor and TxDOT have access to the 
most recently approved ALP. 
 



R
:
\
C
A
D

\
H

o
p
k
i
n
s
D

\
M

P
\
A
r
l
i
n
g
t
o
n
 
(
G

K
Y
)
\
A
L
P
\
A
R
L
I
N

G
T
O

N
_
A
L
D

_
1
5
.
d
w

g
,
 
1
2
/
1
8
/
2
0
1
5
 
3
:
1
5
:
0
0
 
P
M

,
 
D

W
G

 
T
o
 
P
D

F
.
p
c
3



R
:
\
C
A
D

\
H

o
p
k
i
n
s
D

\
M

P
\
A
r
l
i
n
g
t
o
n
 
(
G

K
Y
)
\
A
L
P
\
A
R
L
I
N

G
T
O

N
_
I
P
A
S
D

_
R
W

1
6
_
1
5
.
d
w

g
,
 
1
2
/
1
8
/
2
0
1
5
 
3
:
1
7
:
1
9
 
P
M

,
 
D

W
G

 
T
o
 
P
D

F
.
p
c
3



\
\
S
T
O

R
E
3
\
C
A
D

F
i
l
e
s
\
C
A
D

\
H

o
p
k
i
n
s
D

\
M

P
\
A
r
l
i
n
g
t
o
n
 
(
G

K
Y
)
\
A
L
P
\
A
R
L
I
N

G
T
O

N
_
I
P
A
S
D

_
R
W

3
4
_
1
5
.
d
w

g
,
 
1
2
/
1
7
/
2
0
1
5
 
1
1
:
3
7
:
0
1
 
A
M

,
 
D

W
G

 
T
o
 
P
D

F
.
p
c
3



\
\
S
T
O

R
E
3
\
C
A
D

F
i
l
e
s
\
C
A
D

\
H

o
p
k
i
n
s
D

\
M

P
\
A
r
l
i
n
g
t
o
n
 
(
G

K
Y
)
\
A
L
P
\
A
R
L
I
N

G
T
O

N
_
T
A
D

_
I
_
1
5
.
d
w

g
,
 
1
2
/
1
7
/
2
0
1
5
 
1
1
:
5
0
:
2
7
 
A
M

,
 
D

W
G

 
T
o
 
P
D

F
.
p
c
3



\
\
S
T
O

R
E
3
\
C
A
D

F
i
l
e
s
\
C
A
D

\
H

o
p
k
i
n
s
D

\
M

P
\
A
r
l
i
n
g
t
o
n
 
(
G

K
Y
)
\
A
L
P
\
A
R
L
I
N

G
T
O

N
_
T
A
D

_
I
I
_
1
5
.
d
w

g
,
 
1
2
/
1
7
/
2
0
1
5
 
1
2
:
2
0
:
5
9
 
P
M

,
 
D

W
G

 
T
o
 
P
D

F
.
p
c
3



I
n

t
e

r
s

t
a

t
e

 
2

0

O

s

p

r
e

y

 
D

r
i
v

e

C

e

n

t

e

r

 

S

t

r

e

e

t

 

E

x

t

e

n

s

i

o

n

M

a

g

n

u

m

 
D

r
i
v

e

End of

FEMA Study Area

C

e

n

t
e

r
 
S

t
r
e

e

t
 
E

x

t
e

n

s

i
o

n

E

n

d

i
c

o

t
t
 
D

r
i
v

e

C

a

p

l
i
n

 
D

r
i
v

e

S

.
 
C

o

l
l
i
n

s

 
S

t
r
e

e

t

S

E

 
 
G

r
e

e

n

 
 
O

a

k

s

 
B

l
v

d

Residential

Recreational/Park

FEMA Flood Plain

Commercial

Aviation Related Revenue Support

Airfield Operations

Ultimate Avigation Easement

65 DNL Contour - 201465

65 DNL Contour - 202465

Open Space

Institutional

Gas Well Drilling

Existing Property

Ultimate Property

Existing Avigation Easement

Ultimate Avigation Easement

R
:
\
C
A
D

\
H

o
p
k
i
n
s
D

\
M

P
\
A
r
l
i
n
g
t
o
n
 
(
G

K
Y
)
\
A
L
P
\
N

o
n
 
T
x
D

O
T
 
A
L
P
 
D

w
g
s
\
A
R
L
I
N

G
T
O

N
_
L
U

_
1
5
.
d
w

g
,
 
1
2
/
1
8
/
2
0
1
5
 
3
:
3
7
:
5
0
 
P
M

,
 
D

W
G

 
T
o
 
P
D

F
.
p
c
3



R
:
\
C
A
D

\
H

o
p
k
i
n
s
D

\
M

P
\
A
r
l
i
n
g
t
o
n
 
(
G

K
Y
)
\
A
L
P
\
N

o
n
 
T
x
D

O
T
 
A
L
P
 
D

w
g
s
\
A
R
L
I
N

G
T
O

N
_
A
P
M

_
1
5
.
d
w

g
,
 
1
2
/
1
8
/
2
0
1
5
 
3
:
1
6
:
1
5
 
P
M

,
 
D

W
G

 
T
o
 
P
D

F
.
p
c
3


	Development Plan Cover Photo
	Intro w graphics
	Ch 1 w graphics
	Ch 2 w graphics
	Ch 3 w graphics
	Ch 4 w graphics
	Ch 5 w graphics
	Ch 6 w graphics
	App A calibri
	Appendix B revised 9-8
	App.C



