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In April 2004, the Aviation Authority authorized
initiation of a Master Plan Update for Tampa
International Airport (TPA or the Airport). The
purpose of updating the Master Plan was to assess
the growth patterns, demand characteristics, and
facility and infrastructure requirements at TPA,
taking into consideration trends in the aviation
industry and operating conditions at the Airport.
Reflecting the cost restructuring initiatives adopted
by most of the major airlines over the past few
years, and new business planning initiatives being
undertaken by many airport operators throughout
the country, the Master Plan Update was intended
to help revalidate or redefine the demand-driven
development priorities for the Airport in a financially
viable and cost-effective manner. Through
consensus with Airport staff, a central theme was
developed for the Master Plan Update:

To preserve TPA's level of service and benchmark
customer satisfaction standards while seeking to
maximize the use of existing facilities to gain incremental
capacity benefits; and to formulate demand-driven
expansion plans for additional capacity in a financially
acceptable and cost effective manner.

Visit TPA's Web site at to view
the full master plan, PowerPoint presentations,
meeting summaries and related reports.



Study Goals and A ppreack

Several goals were identified and categorized as either facility- or infrastructure-related development
goals, strategic business plan supporting goals, or community supporting goals. These goals are
outlined below.

Facility- or Infrastructure-related Development Goals

« Establish quantitative and qualitative measures that reflect or improve upon
TPA's existing level-of-service standards and use these standards as the
basis for Master Plan Update recommendations.

Maximize the efficient use of Airport facilities.

Ensure adequate and convenient ground access at the Airport.
Maintain a safe, secure, and reliable Airport environment.
Develop the Airport in a manner that is flexible and adaptable to
changing conditions.

Strategic Business Plan Supporting Goals

< Maintain a cost-competitive structure for businesses operating at the Airport
by implementing improvements in a cost-effective manner, balancing
aesthetics, security, and functional requirements.

« Identify activity or management triggers that support demand-driven capital
projects or tenant improvements in a timely manner.

= Community Supporting Goals

Y = Promote the development of compatible land uses in undeveloped areas in the
Airport vicinity.

< Develop the Airport and its vicinity to minimize negative environmental impacts.

< Develop the Airport in a manner that supports local and regional economic goals and
plans, while providing the flexibility to accommodate new opportunities and shifts in
development patterns.

< Foster public confidence and support by proactively seeking input from and collaborating
with the public throughout the Master Plan Update process.

' The fulfilment of these specific goals will provide the Authority with guidance to serve ongoing
growth in demand at the Airport, along with the management tools necessary to implement Airport
improvements and expansion initiatives in a timely and efficient manner. The end products of the
Master Plan Update include the following:

< A validated or redefined capital improvement program (CIP) incorporating projects that
are justified based on detailed and comprehensive facility planning analyses, and
supported by equally accurate cost estimates and financial planning, allowing for
realistic and feasible implementation of the CIP.

< A Master Plan Update document that will serve as a day-to-day management tool for
the Authority by clearly outlining the demand characteristics and operating conditions
that justify implementation of each project in the CIP. The Master Plan Update
document will provide Airport staff with the tools needed to facilitate monitoring and
respond to demand growth and capital investment in facility improvements.

< Identification of near-term facility improvements, operational changes, and/or technology-
based enhancements that can result in the addition of incremental capacity at the

Airport while preserving the level-of-service standards that have made TPA a recognized industry
leader in passenger service and customer satisfaction.

The Technical Reports prepared as part of the Master Plan Update contain the sources of data collected, updated
information, assumptions, detailed information about the technical analyses and simulation modeling undertaken,
and the resultant findings and conclusions that formed the basis of the Master Plan Update recommendations.

The remainder of this Executive Summary outlines the general approach undertaken to specific analyses
undertaken as part of the Master Plan Update, and the resulting conclusions and recommendations. This
Executive Summary is intended to provide a macro-level overview of the findings and recommendations in the
Master Plan Update. The Master Plan Update Reports should be referenced for more detailed information on the
technical analyses, assumptions, and methodologies used to support the conclusions and recommendations
summarized herein.

The approach undertaken in updating the Airport Master Plan satisfies the technical requirements and master
planning guidelines set forth by the Federal Aviation Administration (FAA) in Advisory Circular150/5070-6B, Airport
Master Plans, as amended. The technical areas of analyses undertaken for the Airport Master Plan Update, and
the sequence of activities undertaken, are graphically shown on Exhibit ES-1.

Exhibit ES-1

SPECIAL AREAS OF TECHNICAL ANALYSIS Master Plan Update Tasks and Sequencing
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To assess the adequacy of existing Airport facilities and evaluate the potential need for expanded or
additional facilities, the forecasts of passenger activity and aircraft operations were updated. The
forecasts were based primarily on historical aviation and socioeconomic data for the Airport service
region available through June 2004. Earlier forecasts were reviewed and updated to address
changes that have occurred in the marketplace and at the Airport. To the extent practical and
applicable, the findings, methodologies, and results of prior forecasting efforts, including the most
current FAA Terminal Area Forecast (TAF), were used to guide the development of baseline demand
forecasts for the following elements of activity at TPA:

Passenger Activity (Domestic and International)

< Annual Enplaned Passengers (i.e., passengers boarding aircraft)
« Peak Month Enplaned Passengers
« Peak Month and Peak Month, Average Day Enplaned Passengers

Commercial Service Activity

< Domestic Air Carrier Aircraft Operations (i.e., total landings and takeoffs)
Regional/Commuter Airline Aircraft Operations
International (Foreign-Flag) Air Carrier Operations
All Cargo Airline Aircraft Operations
Airline Fleet Mix (i.e., aircraft types by seating range for domestic air carrier, commuter,
International (foreign-flag carriers)
All Cargo Aircraft Fleet Mix
Peak Month and Peak Month, Average Day Aircraft Operations

. .. Exhibit ES-2
' General Aviation Activity TPA Service Region
= Local Airport Area Operations

< ltinerant Operations Citrus
* General Aviation Aircraft Fleet Mix

= Peak Month and Peak Month, Average Day Hernando

General Aviation Operations m

Pinellas Polk
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Military Activity

« Forecast Annual Military Flight Operations
« Peak Month and Peak Month, Average Day

Military Operations
Manatee ~ Hardee

Sarasota DeSoto

Source: Aviation Authority; August 2004

The forecasts of activity for TPA were prepared for the 5-, 10-, 15-, and 20-year planning horizons, and
represent demand growth for TPA's service region (depicted on Exhibit ES-2). These forecasts provided
the demand benchmark against which existing facilities were evaluated to determine the extent to
which the facilities would either accommodate or fall short of accommodating the forecast demand.

For planning purposes, it was
determined that the FAA TAF
would be used as a starting point
for developing baseline forecasts
of Airport activity. The baseline
forecasts provided the foundation
(o] defining the facility
requirements required at the
Airport to accommodate future
demand volumes and patterns. To
ensure the flexibility of the Master
Plan recommendations to meet
potential fluctuations inherent in
the aviation industry, the Authority
must be able to address
contingencies that could occur as
a result of political, socio-economic, air service market, or airline policy changes. To address these
contingencies, sensitivity analyses were conducted by evaluating alternate demand scenarios
identified during the forecasting task. These demand scenarios were identified through a one-day
work session involving senior Aviation Authority staff, key participants from the community, tourism
and business groups, and other local government agencies (which, together, formed an Expert
Panel), and members of the Consulting Team. Based on this work session, the following alternate
demand scenarios were developed:

e Demand Scenario One - Aggressive International Traffic Growth. This scenario would be
triggered by increased globalization of local businesses and bilateral free-trade
agreements, as well as increased air service to the Caribbean/South America/Central
America, Canada, and Europe. While Asian markets were also discussed, it was
generally assumed that most of that activity would likely access TPA via an existing U.S.
gateway airport.

Demand Scenario Two - Aggressive Population Growth in the Region along with Higher
Economic Growth. This scenario was based on potential activity growth generated by
additional population migration into Tampa's Metropolitan Statistical Area (MSA) over
and above that currently taking place, and by growth in employment in a variety of
industries in the Tampa Bay Region, including the medical and bioscience services
industry.




uiation Setivities Fornecasts

« Demand Scenario Three - High Tourism Growth. This scenario was developed in

recognition of the role that tourism plays at a number of Florida destinations, taking into

consideration the increase in demand that might be triggered by potential future attractions,
such as the emergence of another

large-scale theme park that

would foster an increase in

tourism demand in the region.

Demand Scenario Four -
Alternate Operational

Activity Levels Resulting from
Fleet Mix Adjustments.
Changes in domestic airline
business models have
caused significant growth in
the use of regional jet aircraft
and significant expansion in
the role that commuter
airlines play in meeting
demand for service in various
markets. An increased use of regional jets by airlines serving markets to and from TPA
was assumed in this scenario.

e Demand Scenario Five - Liberalization of Cuba. In this scenario, the effect that the opening
of the Cuban market to business with the United States could have on travel to and from
Cuba via TPA. In developing this scenario, it was assumed that the liberalization of Cuba
would occur by 2010 and would initially consist primarily of tourism activity, with flights
serving Havana, eastern Cuba, and northcentral Cuba from TPA. Additional frequencies and
new destinations were assumed in subsequent years of the forecast period to reflect
business needs and the expansion of destinations in the Cuban market.

Demand Scenario Six - Alternate Air Service (Low Cost Carrier Impact/Focus City
Combined). This scenario is defined by an increase in the low cost carrier market share at
the Airport and the emergence of a low cost/low fare carrier choosing the Airport as a focus
city or mini-hub to serve as a domestic /international market interface for service between
the United States and the Caribbean and South America/Central America.

A summary of the forecast results for each demand scenario is provided in Table ES-1.

Table ES-1

Summary of Aviation Activity Forecasts ! ]
Passenger Forecast Airport Operations

Forecast

2025 Forecast
(Rounded Total Average Annual Average Annual

Million Annual Growth Rate 2025 Forecast Growth Rate
Forecast Demand Scenario  Passengers - MAP) (2004-2025) (rounded) (2004-2025)

Scenario 1: Aggressive 0 0
International Traffic Growth SO TRE A sl 2.3%

Scenario 2: Aggressive

HOUIEHENEETENINIE | g pooe 3.7% 451,300 31%
Region along with Higher

Economic Growth

SEElELE SRl TOLITET 35.6 Total MAP 3.6% 441,100 3.0%
Growth

Scenario 4: Alternate
Operational Activity Levels
Resulting from Fleet Mix
Adjustments

Scenario 5: Liberalization | . ) ]
of Cuba Total MAP 2.8% 381,100 2.3% |

Scenario 6: Alternate Air
Service 44.6 Total MAP 513,100

28.7 Total MAP 425,000

Source: Ricondo & Associates, Inc., January 2005

The aviation activity forecasts were used in conjunction with Airport user and stakeholder surveys
(also conducted as part of the Master Plan Update) to assess future Airport development needed to
serve forecast demand growth. The Airport user and stakeholder surveys, which consisted of
passenger surveys, meeter and greeter surveys, and employee surveys, provided specific
information on circulation patterns, characteristics, and behavioral habits for passengers, tenants,
and employees at TPA. This information helped to establish important assumptions and served as
inputs for the terminal, parking, and ground access planning tasks and simulation modeling
analyses undertaken as part of this Master Plan Update.




Airficldd Planning

The airfield analyses conducted as part of the Master Plan Update consisted of assessing and
validating the requirements for future Runway 17-35, as well as defining and assessing improvement
projects to enhance aircraft taxi flows and airfield capacity. The ability of the airfield to accommodate
the A380 New Large Aircraft was also analyzed. In support of this effort, an inventory was conducted
to determine existing airfield operating practices (including the noise abatement procedures),
runway use configurations, and airfield circulation patterns. Hourly capacity and annual service
volumes were then estimated to establish the timing and need for the new runway, as well as other
airfield improvement projects. The ability of the airfield to accommodate the A380 aircraft,
particularly its ability to safely taxi, on an alternate basis as defined by the FAA was primarily
determined through the use of the Path Planner program.

The recommended airfield improvements at the Airport include several taxiway improvements
anticipated to be implemented within the 20-year planning horizon of the Master Plan Update as
shown in the Recommended Future Airport Development Plan exhibits included within this
Executive Summary. Two of these projects were entering the design phase as the Master Plan
Update process began, and at the Authority's request
were analyzed as part of the update, and supported for
implementation based on the operational benefits they
would provide. These two projects are the construction
of Taxiway V from the terminal area north to the
approach end of Runway 18R, and the construction of
a new angled exit taxiway off Runway 18R just south of
the current Taxiway J/Taxiway A intersection. The
addition of Taxiway V will help reduce the congestion that
occurs along the northern side of the terminal area by air-
craft queuing for departure from Runway 18R during peak departure periods. The high-speed exit taxiway
will help reduce runway occupancy times and taxiing distances to the terminal area for some aircraft
arrivals on Runway 18R. These two taxiway projects will be implemented in Fiscal Year 2006.

Two other taxiway improvements recommended in the Master Plan Update include construction of
a high-speed exit taxiway off Runway 18L and extension of Taxiway N to the west, using a bridge
structure to connect with Taxiway A.

The need for a third parallel runway, Runway 17-35, and its new partial full-length parallel taxiway is
also expected within the 20-year planning horizon. It is recommended in the Master Plan Update
that the Authority begin design and construction of the third parallel runway at or near the 340,000
to 345,000 aircraft operations level. According to the baseline forecast, demand will reach 340,000
annual aircraft operations in the 2020-2021 timeframe.

As part of the Master Plan Update, the noise exposure contours in the previous Master Plan were
updated to reflect the future airfield (i.e., the existing airfield plus the addition of Runway 17-35
approximately 700-feet west of existing Runway 18R-36L). The noise exposure area reflecting the
improvements to be implemented during the 20-year planning horizon was determined to be
smaller than that generated during the previous Master Plan Update. Reasons for a smaller future
noise exposure area include: updated fleet mix assumptions reflect the retirement of older and
noisier air carrier aircraft, increased use of regional jets, and decreased annual air carrier operations
in the 20-year planning horizon (through 2025). Runway use assumptions were also updated to

reflect optimized air carrieroperations over Old Tampa Bay and, therefore, away from any potential
incompatible land uses.

Other airfield-related improvements are recommended for implementation beyond the 20-year
planning horizon, as shown in the Airport Development Program (Post 2025) graphic, representing
recommendations carried forward from the previous Master Plan. These airfield improvements are
based on sound principles of airfield design and are included to protect their locations on the
airfield. These improvements include the following:

< Extension of Runway 18L, resulting in a future runway length of 10,500 feet, and
construction of a hew high speed for arrivals from the north onto this runway.
Extension of Runway 27, resulting in a future runway length of 8,200 feet
Extension of Taxiways R, S, N, and J eastward to the approach end of Runway 27
Extension of Taxiway S westward toward the approach end of Runway 9
Extension of Taxiway D northward
Realignment and extension of Taxiway E northward to the approach end of Runway 18L
Extension of Taxiways A and C northward to the approach end of Runway 18L
Extension of Taxiway A southward to the approach end of Runway 36L and provision for a new
hold area
Maodifications to Taxiway E, depending on development of the future cargo facility in the east
development area

The initial phase of the proposed North Terminal Program also includes other new taxiway systems
and aircraft apron pavements that are separate from the extension and realignment of the existing
taxiway systems described above. Specifically, the reconstruction of Taxiway B, and the
construction of a new crossover taxiway parallel to and north of existing Taxiway B are proposed as
part of the North Terminal Program. A graphical depiction and further description of the North
Terminal Program is presented in the subsequent pages.
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As part of the Master Plan Update, the noise exposure contours in the previous Master Plan were
updated to reflect the future airfield (i.e., the existing airfield plus the addition of Runway 17-35
approximately 700-feet west of existing Runway 18R-36L). The noise exposure area reflecting the
improvements to be implemented during the 20-year planning horizon was determined to be
smaller than that generated during the previous Master Plan Update. Reasons for a smaller future noise
exposure area include: updated fleet mix assumptions reflect the retirement of older and
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noisier air carrier aircraft, increased use of regional jets, and decreased annual air carrier operations in
the 20-year planning horizon (through 2025). Runway use assumptions were also updated to
reflect optimized air carrier operations over Old Tampa Bay and, therefore, away from any
potential incompatible land uses. The accompanying graphics depict the 2005 and 2025 Noise

Exposure Contours.
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The goals for terminal facilities planning in the Master Plan Update, established jointly with the
Authority, included the following:

1. Assess and quantify the capacity and level-of-service characteristics of the various
components of the existing terminal facilities.
2. ldentify opportunities for enhancing the level-of-service characteristics and/or
improving the capacity of those terminal components to serve the 20-year demand.
. Establish alternatives for improving the existing terminal facilities and define the
applicable demand triggers for implementing these improvements.
. Develop and evaluate alternate configurations for a new north terminal complex and
define the applicable demand trigger for initial implementation of the north terminal
facilities.

To help achieve these goals, a set of level
of service standards was developed for
the various components of the terminal
building, curbfront, and terminal roadway
system. These level of service standards
were derived with specific consideration
of TPA's operational and passenger
characteristics and used to identify
capacity constraints and facility
improvements given customer level of
service considerations.

Subsequent to establishing these key

goals, aninventory of the terminal

facilities was completed to document

the existing physical and operational characteristics of the Airport terminal complex. Following the
inventory, a baseline schedule, including several design day schedules, was developed to represent
demand scenarios estimated to occur at three levels of future demand: 20.4 million annual
passengers (MAP), 25.6 MAP, and 28.7 MAP. The ServiceModel simulation model, developed by the
ProModel Corporation, was then used to determine passenger demand in all areas of the terminal
for the baseline schedule and for the 28.7 MAP demand scenario. ServiceModel is a dynamic
modeler specific to the service industry that is typically applied to evaluate, plan, or redesign large,
complex, service-industry systems. The results of the simulation were interpolated over all demand
scenarios and used to evaluate the capacity of existing facilities and determine the terminal
improvements that would be required to maintain an acceptable level of service. Additionally,
peak-hour demand for each of the planning horizons was determined and general planning
standards were used to determine when expansion of the existing facilities would be required. This
information led to the development of several alternatives for expanding each facility, which were
later refined and finalized.

The ServiceModel simulation modeling was used to establish the practical capacity of the existing

terminal complex, and identify components of the terminal complex with lower capacities than the

practical capacity of the overall terminal. These capacity-constrained components represent

“bottlenecks” in the terminal system that are susceptible to increased congestion and passenger

processing delay as demand increases. For purposes of this Master Plan Update, the practical

capacity of the terminal complex represents the optimum volume of activity at which the collective

terminal systems can efficiently and effectively process passengers at an acceptable level of

service. For the existing terminal building, it was determined that 25 million to 28 million annual

= passengers represent the practical

capacity of the facility. However, as

alluded to above, this does not mean

that the existing terminal complex

cannot process annual passenger

volumes in excess of 25 million to 28

million. This practical capacity metric

indicates that, as demand to increases

beyond 25 million to 28 million annual

passengers, additional, less cost-

effective capital investments to increase

the terminal's processing capacity will

likely be required, or the processing of passenger volumes beyond this level will likely occur with
some degradation in customer level of service.

Projects recommended for the existing terminal complex include the outward relocation of the
automated people mover station serving either Airside E or F to provide increased public space in
the Transfer Level; the merging, extension, and replacement of the baggage claim conveyor units;
and the future expansion of the security checkpoints for Airsides A and F. Capacity enhancement
projects include expansion of the Airside F federal inspection services area to accommodate more
aggressive growth in international passenger traffic. In addition, an eight-gate redevelopment
concept was identified for Airside D to accommodate the need for a small cluster of gates. The
eight-gate configuration would still preserve some area on the Airside D apron for overnight aircraft
parking and can be served by the existing landside facilities given the improvements to the existing
terminal area recommended in the Master Plan Update.
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Dynamic roadway and curbside modeling tools were
used to estimate future traffic volumes on the Airport
roadway system and to assess future operating
conditions. A dynamic roadway simulation model,
ALPS2000TM, was developed and calibrated and a
data collection effort was undertaken to validate the
model. Future roadway and curbside operating
conditions output from the model were compared to
operational requirements.

The primary purpose of the roadway simulation analyses was to identify potential areas of
congestion and the approximate demand threshold at which capacity enhancements, including
increasing the number of lanes on some Airport roadways, would be required to address
congestion. The roadway model was developed in three steps:

Airport Roadway Model-The first step in the modeling process was to develop a traffic model
representing the physical layout of the Airport roadway system and the features that generate and/or
accommodate ground transportation. Key components of the model include the curbsides, parking
facilities, rental car ready/return areas, the quad lots, hotel, the U.S. Post Office, and ground
transportation staging areas, among other features.

Trip Generation-The next step was to generate numbers of ground transportation trips accessing the
Airport. Using schedules for the airlines on the Red and Blue sides of the Landside Terminal, the
number of originating and terminating passengers were calculated for a 24-hour period in 15-minute
increments. Airline passenger survey data identifying the number of minutes a passenger arrives at
the Airport prior to flight departure (or leaves the Airport after flight arrival) were used to convert
airline passenger activity “at the gate” to an estimate of the number of passengers at the landside
facilities (i.e., the Landside Terminal, curbfront, or parking garages). Vehicle mode choice data from
the airline passenger survey and traffic vehicle characteristics, including vehicle occupancy
obtained from the survey, were then used to convert the number of passengers to the number of
vehicles by mode. This step resulted in an estimate of the total number of private vehicles,
courtesy vehicles by type, taxicabs, limousines, charter buses, and others.

Non-flight related activity also affects on-Airport roadways. Three types of non-flight-related
activity were incorporated in the model: employee activity, hotel activity, and Post Office and South
Support Area activity. The primary sources of non-flight-related activity included data from the parking
revenue and control system, and traffic volume and vehicle classification data from the Authority's
Economy Parking Garage project. Data collected by URS as part of the Tampa Airport Interchange
Project were also used to establish the non-flight-related roadway activity.

Trip Assignment-Each of the vehicle modes using the Airport has a unique circulation pattern. During
this step of the modeling process, the trips generated by the various ground transportation modes
serving the Airport were assigned to the roadway network based on the many unique travel paths
associated with each vehicle mode. The model was then used to calculate the total and peak-hour
volumes using the various roadway links throughout the Airport.

Prior to using the model to forecast traffic volumes and analyze operations, it was necessary to
validate the model to ensure that the model results were reliably predicting actual observed traffic

conditions. This process involved comparing model output with roadway vehicle counts and
curbside traffic data collected in May 2004.

Most of the recommended landside improvements represent projects that provide added capacity
to the existing terminal roadway network, enhance vehicle circulation and merging movements, or
improve ingress and egress to/from the rental car facilities in the Long-Term Parking Garage.
However, more significant capacity enhancement recommendations focus on use of the quad lots
and quad decks, coupled with implementation of the Authority’'s curbside management plan for
relieving congestion along the terminal curbfront. The recommended ground access improvements
are as follows:

e Bean Parkway (Inbound and Outbound)-One additional lane is recommended in both the
northbound and southbound directions of Bean Parkway. With this improvement, the road
way would provide a total of three lanes in each direction.

Parking and Rental Car Entry Ramp-Widening of the existing single-lane entry road providing
access to the terminal area parking and rental car facilities is recommended to provide
two lanes.

Terminal Parkway (Outbound)-Widening of outbound Terminal Parkway, from the terminal
area to Taxiway J, is recommended to provide one additional lane on the west side of
the Parkway.

Blue Lower Level (Arrivals) Exit Ramp (at merge with Terminal Parkway)-Restriping of this

ramp is recommended to provide a two-lane cross section at the merge with the outbound
Terminal Parkway.

Rental Car Customer Exit-Widening of the single lane exit ramp from the rental car ready
area in the Long-Term Parking Garage is recommended to accommodate two lanes

of traffic.

Return to Terminal Bridge-Construction of a new return-to-terminal bridge that diverges with
the existing return-to-terminal bridge, crosses over the inbound Terminal Parkway, and
merges with the Terminal Parkway on the east side of the roadway is recommended.
Quad Decks and Quad Lots-The development of supplemental curbside on the quad decks
(on the east and west ends of the Landside Building ticketing level) is recommended. This
curbside may be made available for other uses when the future Red side rental car garage
opens. Depending on the ultimate use of the decks (e.g., for taxicab passenger pickup and
taxicab staging), the function of the quad lots may be modified.

Continued development of public parking structures and/or surface parking lots will also be required
to serve demand growth beyond 20 MAP. In addition, the Master Plan Update recommendations
include consideration of a future consolidated rental car facility along the south side of the Airport,
in the vicinity of the economy parking facilities and the existing rental car service and storage
facilities. This future rental car facility could be developed as a joint-use public parking/rental car
facility, or as a dedicated rental car center separate from the economy parking garage and surface
lot. Future demand for additional public parking and rental car facilities will ultimately require
additional land for the development of such facilities.




Ainpont Suppont Facilities Planning

B e o s Iy mhem P -
:- [ ] e — Airport support facilities, often referred to as ancillary facilities, typically include those airport buildings,
&;ﬁ.',. et Ak aprons, parking areas, and infrastructure systems that support aviation activities. These may include
S — facilities leased and operated by general aviation/fixed base operators, cargo operators, and freight
forwarders. Airport support facilities also include airport maintenance facilities, fuel farms, ARFF training

facilities, and airline maintenance hangars.

i

Since 1994, the Authority has been acquiring property east of the Airport in Drew Park (now called the
Eastside Development Area) on a voluntary basis. Acquisition of this property will facilitate further
development of terminal and public parking facilities north of the existing terminal complex, and future
construction of a third parallel runway by relocating lower-priority on-Airport land uses to properties
acquired in the Eastside Development Area. These two major capacity enhancements will require
relocation of the existing cargo building, ARFF training facilities, the Airport's rotating beacon, and the
Airport surveillance radar to new sites in Drew Park. In addition, future growth will require expansion of
existing Airport and airline support facilities, as described earlier. Thus, the east side acquisition area will
increasingly serve as a primary site for accommodating most of the Airport’'s support facilities.

As part of this Master Plan Update, several preliminary east side development alternatives were prepared
and reviewed with the Authority. Three of these alternatives were selected for more detailed refinements,
which resulted in the formulation of multiple variations of the three alternatives. All three alternatives show
the development or expansion of the following support facilities: belly cargo and all-cargo facilities, the
ARFF training facility (as recommended in the Siting Study included in Appendix V-B of the Technical
Report), the relocated Airport rotating beacon and the Airport surveillance radar (ASR-9), the police canine
training facilities, the Authority's airfield maintenance facilities, the existing airline maintenance hangars,
and the aircraft engine run-up enclosure.

The alternatives also show a four-lane road along the east side of the expanded Airport
boundary, i.e., upon completion of the planned acquisition of parcels in the former Drew Park area, which
will serve as the primary north-south access roadway for the eastside facilities. For the most part, the
four-lane public road follows the alignment of existing Anderson Avenue and North Hesperides Street,
and ties into the Hillsborough Avenue/Anderson Avenue intersection, and shall be designed to
accommodate semi-trailer and multi-axle vehicles. The southernmost segment of this road (i.e., between
existing Virginia Avenue and West Ohio Avenue) follows the alignment of existing Lauber Way. The three
alternatives also preserve a portion of Westshore Boulevard for access to the Airport's maintenance
facilities and the fuel farm, which will help separate delivery and fueling vehicles from the public traffic
using the recommended service road.

The only support facilities not recommended for the eastside development area include facilities
supporting general aviation and fixed base operator activities. As the need for future general aviation or
FBO facility development materializes, development of such facilities is anticipated to occur within the
Airport parcels designated for commercial and noncommercial general aviation. These parcels are
located on the north side of Runway 9-27, east of the FedEx cargo facilities; and south of Runway 9-27
and north of International Plaza.
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