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The Honorable Charles D. Garrison

Town Council

Town of Cottonwood : . ~
" 821 North Main Street ’ - '

Cottonwood, Arizona 86326

Dear Mayor Garrison and Members of the Town Council:

It is our pleasure to submit this Master Plan for the Cottonwood
Municipal Airport. :

OQur forecasts indicate that the Town of Cottonwood will enjoy a contin-
uous growth within the next decade, and this will reflect in a greater
demand. for airport facilities to meet the anticipated population increase
along with business growth. :

It is believed that the Capital Program recommended in this Plan is real-
istic and its adoption is recommended in order to meet future aviation
demands for the airport.

It is anticipated that federal funding authorized by the Airport and
Airways Act will provide for a substantial portion of the Capital
Improvement Program. In addition, supplemental state funding is avail-

- able through the Arizona Department of Transportation,  Aeronautics
Division, : : o

We deeply appreciate and are gratefullfor the assistance provided by your
town staff, council members, planning department and local citizens.

Very truly yours,

_.d3mey/ Vercellino
-~ Airport Consultant

JV/k1s

Central Office — 2411 W. Colter — Phoenix, Arizona 85015 ‘ (602) 242-4411
East Valley Office — 3331 N. Hayden Rd. — Scottsdale, Arizona 85251 (602) 990-2352
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INTRODUCTION

The Town of Cottonwood is located in the geographic center

" of the State of Arizona at the eastern base of Mingus Mountain

which rises to an elevation of 7,700 feet abdve séa level., It is
flanked to the east by the Verde River. It was founded in 1879
and incorporated in 1960.

Cottonwood's location in the geographic center of the state

- -is not far from any of the state's wonders; -its deserts and

mountains, rivers and lakes, and the spectacular Grand Canyon.
In the 1immediate vicinity, there are a variety of attractions.
Jerome is one of America's most fantastic ghost towns with
cracked and tilted buildings stretching 1,500 feet down the
mountainside. There is also the amazing box-like 550 year old
Indian ruins  at Tuzigoot National Monument and the 11th century
cliff dwellings at Montezuma Castle National Monument. Natural
attractions abound with Oak Creek Canyon and the 12,000 foot San
Franicisco Peaks to the north in (Coconino National Forest and
Prescott Nationé] Forest's 7,700 foot Mingus Mountain to the
West. Also, just outside Cottonwood, there is a "Petting Zoo".

The Town of Cottonwood and the surrounding communities
comprising the Verde Valley has undergone an unpresedented
growth. It has enjoyed industrial, commercial and tourism
growth. Because of its good climate and small town atmosphere,

it has grown as a retirement area.
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In a brief span of years, 1973-1984, the population of the
service area has grown from 6,500 to 20,155. These figures

include Clarkdale, Jerome, Camp Verde, Cornville, Lake Montezuma

-and Verde CCD remainder, all of which lie in the service area.

The source of the population figures is from the Northern Arizona

Council of Governments popu}ation projections, 1980-2005 and the
office of Ecqnomic Plannihg and Deve]opment'4/85.\
| The Master Plan pfésented herein  provides for the
establishment of guidelines for airport development tQ provide a
facility for the safe and efficient conduct of air transportation
which is in balance with local and regional planning efforts.

The overall objective of the Cottonwood Airport Master Plan
will be to provide guidelines for future development which will
satisfy aviation demand and be compatib]e with the environment,
community - development, and other modes of transportation.
Specific objectives within this broad framework are as follows:

A. To provide an effective graphic presentation of
the uitimate development of the airport and of
anticipated 1and uses adjacent“to the airport.

B. To establish a schedule of priorities and phasing
for the various improvements proposed in the plan.

C. To provide for the present and future community
aviation needs consistent with economic growth and

available funding.

ii



To describe the various concepts and a]ternatives
which were coﬁsidered in the establishment of the
proposed plan.

To provide a concise and descriptive report so
that the impact and logic of its recommendations

can be clearly understood by the community the

Cottonwood Airport serves and by those authorfties

‘and pub1ic agencies .which are charged witﬁithe

approval, promotion, and funding of the improve-

ments proposed in the Airport Master Plan.’
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INVENTORY

HISTORICAL BACKGROUND

| Cottonwood Airport is ideally located within the Southwest
Quadrant of the town and is one mile southwest of the business
area. See Aerial Photo and Vicinity Map, Figures II & III, Pages
v and vi,

Cottonwood Airport was formerly known as the Cottonwood/
Clemenceau Airport. It was established early in the 1940's and
was developed during World War iI as a primary military training
field for naval cadets. At that time the airport consisted of a
dirt runway 3600 feet in length, a storage and maintenance hangar
and a series of offices.

Upon termination of military training, the airport was
acquired by Yavapai County. Operation and maintenance of the
airport was undertaken by Yavapai County.

When the Town of Cottonwood was incorporated in 1968,
ownership- of the facility was. transferred to the  town.
Cottonwood has operated the airport since that time either
through town management or through airport lease agreements.

During the early 1970's the town applied for .federa1 and
state funds‘ to construct a p;ved runway 3500 feet in 1eﬁgth and
to construct a paved aircraft tie down apron. Both federal and
state funds were received and construction was comp]etéd early in
1970. Low intensity runway lights were installed using funds’
provided by the town and Arizona Depaftment’ of Aeronautics.
Installation of medium intensity runway‘iights, runway and apron

overlay was completed in 1979 utilizing federal, state and local

- funds.
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The runway was extended to 4200 feet in 1980 by the town.

Fred Claycomb of Cottonwood Air Service cdnstructed a hangar
adjacent to the airport to provide aircraft repair services. A
stub taxiway from the runway led tb the sérvice area which was
Tocated off the airport. Other equipment provided included a
unicom, wind sock, wind instruments and a barometer. Other
services included flight instruction, aerial photography and
charter'p1ane:serv1ce.

= Cottonwoéd Air Sefvice terminated its services at Cottonwood
Airport in 1979. ‘ ' |

An agreement effective March 9, 1982, authorized the Town of
Cottonwood to hire Blue Sky Aviation as the airport operator to
control, operate and maintain the airport. In return for the
serQices performed by Blue Sky Aviation, they were entitled to
all revenue from the sale of gasoline products, petroleum
products and revenue from airplane tie~downs, This agreement was
terminated 3/09/85.

A new agreement providing the same sefvices between the town
and Cottonwood Airpark, Inc. was signed May 23, 1983, effective
3/10/85. In {addition, the_new tenant, Cottonwood Airpark Inc.,
wés granted a. 1ea$e 6n tﬁé airport property for long 'teré
development effective 10/15/84, excepting:

A. The téxiway, runways and clear zones
B. Mingus Avenue (Airport Road)

€. Yavapai Coﬁnty Compaﬁtor Site

D. The Town of Cottonwood "Town Yards"

E. Tract Four’(Town)
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DATA COLLECTION

Cottonwood Municipal Airport (F.A.A. site 665) is located within
the town Tlimits approximately one mile southwest of the business
area, and along Highway 89A. East Mingus Avenue leads to the
airport from the ceﬁter' of town, Lat: 34 degrees 44 minutes,
Long: 112 degrees 01 minutes. The airport is at an elevation of
3558"' M.S.L. The airport contains approximately 255 acres.

Cottonwood Municipal Airport 1is classified in the National Plan

of Integrated Airport Systems (NPIAS) as a Basic Utility II
airport. See Figure III, Page vi, Vicinity Map.

AIRPORT BOUNDARIES

Cottonwood Airport encompasses 255 acres of land which is owned
by the city. The airport is of irregular configuration.

PERIMETER FENCE

The airport boundary is enclosed by a six foot chain 1link fence
from the approximate midpoint of the east airport property line
extended north around the boundary of the airport property Tline
to a point midway along the west boundary where a 4-strand barbed
wire fence with steel posts completes the fence enclosure, All
fencing is in good condition. Airport access gates (chain Tlink)
are located -on fhe.north end of the airport (Mingus Road) and dn
the northeast end (terminal area) of the airport.

RUNWAY

Runway 14-32 is a. bituminous surfaced 4250' x 75' strip in good

condition.
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RUNWAY LIGHTS

The runway 1is Tlighted with medium intensity runway lights. The
electrical cable insulation has been stripped in several areas by
gophers and now requires replacement in conduit. |

TAXIWAYS

A short paved taxiway from the parking apron to Runway 14 is 1in
good condition. A full Tlength paved parallel taxiway was
completed in November, 1985.

AIRPLANE PARKING AREA

A paved airplane parking apron approximately 850' x 250' is in
good condition. Forty-two marked and numbered tie-down spaces
with chain tie downs are currently available.

WIND INDICATOR

A lighted wind sock in a segmented circle is located midfield on
the east side of the runway. A wind sock is also located in the
terminal area; both are in good condition.

AIRPORT BEACON

An old éty]e 36" Crouse Hinds beacon is located on the north end
of the airport. Beacon is mounted on a steel tower.

FUEL FACILITIES

One hundred oétane aviation fuel is provided at the fuel island
pump located in the terminal area. Fuel is stored in a 10,000
gallon underground tank.

AUTOMOBILE PARKING AREA

There is no defined auto parking area. At present, vehicles are
parked in a dirt area located near the operation building on the
northeast side of the runway area. Automobiles are also parked

along the airplane parking apron.
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ACCESS ROAD

A bituminous surface access road, Mingus Avenue 1leads to the
north airport entrance; the current entrance to the airport is
unimproved. Highway 89A, also paved, leads to the northeast
entrance road of the airport.

STRUCTURES

Two off-site privately owned structures serve the airport. One
structure of masonry serves as the operation and terminal
building; a waiting room and rest room facilities, as well as an
office and storage area, are contained in this building.

A second building previously served as an aircraft repair and
maintenance hangar. It has been unoccupied since March, 1985.
LANDING AIDS

A unicom 1is located 1in the terminal building office. Wind
recording instruments are also installed in the office.

UTILITIES

Electricity is provided by A.P.S. Water 1is furnished by the
Cottonwood Water Works, a private company. Natural gas is piped
to the éite. Séwage disposai is by septic tanks.

FIELD OBSTRUCTIONS

None
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WEATHER ANALYSIS PATTERNS

The average temperatures for the year ranges from a high of 78.7
to a 1low of 45.4. The low range is in January from a maximum of
58.2 and a minimum of 28.4. This high range in July records a
daily maximum of 98.4 td an average minimum of 66.0. Average
rainfall is 12.21 inches of rainfall with the high of 2.43" in
August and a low of 0.57" in April. Average total snow, sleet
and hail average 5.0" annually.

CLEAR ZONES |

The town has acquired title to the land area comprising the clear
zones.

SOCIOECONOMIC

Cottonwood serves as the trading center for the Verde Valley.
Employment is generated by a wide variety of retail trade
establishments.,

Many residents work at the nearby Phoenix Cement Company. The
Marcﬁs J. Lawrence Hospital in Cottonwood is one of the finest
diagnostic and treatment centers in Northern Arizona.

The_ development of  Cottonwood _Airport will contribute
substantially to the local economy in‘1986. Cottonwood's newest

industry, Genera1 Semi. Conductor Industries, may employ over 250

residents. Because of the ideal climate and good life style,

there has been a great influx of retired residents. Twenty-six
percent of the population is over 65 years old. This along with
tourism, because of the many tourist attractions, should have a

major impact on the local economy.
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The town has three banks, three saving and loan institutions, a
weekly and biweekly newspaper, two radio stations and cable
television. Local churches provide the spiritual needs of the
town. Senior citizen facilities provide for the elderly. In
addition, there are a number of community facilities including
parks, recreation center, bowling alley, golf course, swimming
pool, library, tennis courts, theaters, etc.

The area has five elementary schools, one high school énd a
branch of Yavapai College - Verde Campus.

Source: Arizona Office of Economic Planning and Development

WILDLIFE AND VEGETATION

Wildlife in the area includes small mammals - rabbit, rat,
squirrel, gopher, mouse, gray fox, skunk and collard peccary.
Coyotes and mule deer are also indigenous to the area. Bird life
includes sparrow hawk, dove, hummingbird, woodpecker, western
king, robin, yellow warbler, starling, housefinch and alberts
towhee,

Vegetation in the area consists of a variety of grasses,
snakeweed and mesquite. Large cottonwood trees are in abundance
in the residential and town area as well as along the baﬁks of
the Verde River.

S0ILS

Soils in the area consist of clay and clay loam as well as cobbly
sandy loam and gravelly loam.

SOURCE: U.S. Dept. of Agriculture, Soil Conservation
Services
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DEMOGRAPHY

The demographic characteristics of Cottonwood and the entire
service area encompassed in this plan has undergoﬁe considerable
change in the past ten yearg. What was at one time a fairly
stable "no growth" condition has changed dramatically. The small
town life style, good climate and the natural picturesque scenery
has temp&ed an influx of retired citizens.
New subdivjsions} homes , cqmmercial businesses, as well as some
industry, bave tbeen “accelerated, and the economy has gréwn from
what appeared to be "ghost town" status to a thriving community,
The median- family income for the service area has shown a steady
increase since 1979 as shown below: -

1979 1980 1981 1982

12,448 14,070 15,700 15,705
Per capita income has increased in Yavapai County as follows:

1973 1978 1979 1980 1981

5,155 6,839 7,861 8,419 8,572

SOURCE: U;S. DEPT. OF COMMERCE, BUREAU OF
ECONOMIC ANALYSIS

The following pages inc]udk staiistica1=1pformation prepared and

distributed by fhe Arizona Department of Economic Security. It

is included in 1its entirety. The information includes only the

Town of Cottonwood and not the entire service area.
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CHAPTER TWO |




FORECASTS

In the preparation of Airport Master Plans, forecasts must
be developed in order to establish a relationship between demand
and the capacity of the airport and its related facilities to
accommodate future dehands. From this information, airbort and
support facility requirements can be established, and development
schedules to meet forecast-demand can be determined. Twenty year
forecasts are very approximéte in nature.

Todays airport prob]éms can _be- attributed in part “to
planning inadequacies. Airport dehand has been underesﬁimatéd.

A number of forecast methods are available to the b]anner to
estimate future needs. In" some instances, one method can serve
to support or vsupp]emehf another, Past trends, ané]ytical
forecasts, judgment forecasts are but a few methods. The
resultant factors of a single forecast method with no supporting
information from previous .forecasts may be difficult to defend.
It is therefore, desirable to compare final forecast results with
previous:forecasts which may'be available.

This study will address the following factors to establish
growth patterns in order go‘evq]uate future demand§.

1.v Establish a.gervice 'érea located within 30 ;minufes:
ground access to the airport. See Service Area Map,
Figure IV, Page vii.

2. Determine population of service area

3. Analyze economy and industry of area

4. Income per capita

5. Geographical influences

6. Aircraft ownership in service area



7. Based aircraft

8. Number of airport operationsb

9. Aircraft mix

10. Deomographic characteristics

11. Available transportation modes

12. Isolation from centers of population

Airport registration information available through the
Arizona Department of Transportation, Aeronautics Division,
population figures provided by the Arizona Department of Economic
Sécurity and Northern Arizona Council of Governments, aircraft
census as well as forecdsts provided by the Federal Aviation
Administration, previous regional and Airport Master Plans, the

National Plan of Integrated Airport Systems (NPIAS) and the FAA

5010 forms are excellent sources of information to establish
reasonably accurate trends. In addition, they provide a wealth
of comparative data.

As of October 1985, there were 6500 aircraft in the State of

Arizona. This information was provided by the Division of

Aeronéutics, the agency responsible for aircraft registration.
The state population as provided by 'the Arizona Department of
Economic Security. for .1985 is 3,171,000. EThis is 2.05 éircfaft
per 1,000 population. The population of Yavapai County for the
year 1985 as provided by the Northern Arizona Council of
Governments is 87,000; 276 aircraft arebbased in YaVapai County.
This is 3.17 aircraft per 1,000 population. The service area has
a population of 20,155; 39 aircraft are based at Cottonwood.
This is 1.95 airplanes per 1,000 population. It will be nofed in»
Figure 2-A, Page 2-4, that there is a steady decline in aircraft

ownership since 1973 at which time the ownership of airplanes was

2-2



2.49 per 1,000 population. This decline can be exlained by the
large influx ofiretirees in the area since 1979. Retirees are
not generally airplane owners.

fhere is a current trend for moré commercial and industrial
activity within the area and a compromise of 1.95 aircraft per
1,000 population would be a conservative forecast currently and
would adjust for the anticipated iindustrial and commercial
growth, A future growth rate of 1.5%’pér year is anticipated for
Cottonwood based on state aircrafg'pobu1ation growth,

'Detailed aircraft and popu]atioﬁ ‘grdwth' énd distribufion
information is shown in Figure 2-A, Page 2-4. It will be noted
that the aircraft/population vratio .for VYavapai has remained
fairly constant. |

Figure 2-B, Pagé 2-5, "Summary 6f Basic Planning Factors"
was calculated using information from- several sources and is used
as the basis for future facility requjrements.

Figure 2-C, Page 2-6 was prepared for the Arizona State

Airport System Plan: and the growth patfern is consistent with

present forecasts.
Figure 2-D, Page 2-7, "Arizona Aircraft Registration Data"
used in prevfous airport master p1ans'1s 1hc1uded for comparative

purposes. Figure 2-E, Page 2-8, is also included, and it is

noted that previous forecasts are consistent with growth

patterns.
Figure 2-F, Page 2-9 shows the current number of registered
aircraft for 1985, Figure 2-G, Page 2-10 shows Yavapai County

population figures.



YEAR

1970
1978
1980
1985
1990
1995
2000
2005

FIGURE 2-A
PERCENTAGE OF COUNTY BASED AIRCRAFT
ASSIGNED TO COTTONWOGD AIRPORT

COUNTY LOCAL
YEAR BASED AIRCRAFT BASED PERCENTAGE
1973 119 16 13%
1975 . 190 20 11%
1978 202 21 10%
1979 221 22 10%
1980 230 25 11%
1985 279 . 39 14%

ARIZONA POPULATION AND AIRCRAFT REGISTRATION DATA

POPULATION AIRCRAFT REGISTRATION  AIRCRAFT/1,000 POP.

STATE COUNTY STATE COUNTY STATE COUNTY
1,775,000 37,005 2,307 - 1.30 -
2,449,300 62,400 5,000 202 (ACT) 2.04 3.23
2,718,425 68,145 5,448 230 (ACT) 2.00 3.38
3,171,000 87,100 6,500 276 (ACT) 2.05 3.17
3,708,700 106,200 EST 7,338 307 (EST) 1.98 2.90
4,279,000 126,900 EST 8,429 354 (EST) 1.97 2.80
4,841,100 147,600 EST 10,270 431 (EST) 2.12 2.92
5,441,900 167,000 EST 12,300 516 (EST) 2.26 3.08

AIRCRAFT REGISTRATION VS. POPULATION SERVICE AREA

AIRCRAFT/
YEAR POPULATION AIRCRAFT 1,000 POP,
1973 . 6,421 16 (ACT) 2.49
1975 8,357 20 (ACT) 2.39°
1979 13,000 22 (ACT) 1.70
1985 20,155 39 (ACT) 1.95
1990 24,755 51 (EST) 2.06
1995 26,330 58 (EST) 2.20
2000 29,865 69 (EST) 2.31
2005 33,360 82 (EST) 2.46

SOURCE: POPULATION - DEPT. OF ECONOMIC SECURITY AND
NORTHERN ARIZONA COUNCIL OF GOVERNMENTS.
AIRCRAFT REGISTRATION: ARIZONA DEPT. OF TRANSPORTATION -
| AERONAUTICS DIVISION FAA
CENSUS OF U.S. CIVIL AIRCRAFT
COTTONHOOD AIRPORT MASTER PLAN, 1974
FAA 5010's '
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I
‘

TERMINAL BUILDING

Square Feet

SOURCE:

SUMMARY OF BASIC PLANNING FACTORS

750 (Min) As Required

Arizona State Aviation System Plan 1973 & 1978

1978 1985 1990 1995 2000

POPULATION -

State 2,449,200 3,171,000 3,708,700 4,279,000 4,841,100

County 62,400 87,100 100,200 126,900 147,600

Service Area 13,000 20,155 24,755 26,330 29,865
BASED AIRCRAFT

State 5,448 Act. 6,500 Act. 7,338 8,429 10,270

County 230 Act. 276 Act. 307 354 431

Local 22 Act. 39 Act. 51 58 69
AIRCRAFT OPERATIONS

Local 12,100 21,450 28,050 31,900 37,950
TERMINAL AREA PARKING

Apron-(Sq. Ft.) 59,850 106,000 138,700 157,800 187,700

Local 18 33 40 41 47

Itinerant 4 6 8 10 11
HANGAR SPACES 0 0 6 6 6
SHELTERS : 0 0 10 10 10
AUTO PARKING

Square Feet 9,000 9,000 10,500 13,500 15,900

Spaces 30 30 35 45

53

FAA Census of Civil Aircraft
Arizona Statistical Review
FAA 150/5060-3A

FAA Statistical Handbook of
FAA AC 150/5300-4B

Arizona Dept. of Transportat
Arizona Dept. of Economic Se
Northern Arizona Council of

Aviation

ion, Aeronautics Div.
curity
Governments

. 2-5

2005

5,441,900
167,000
33,360

12,300
516
82

45,100

223,000

52
12

9
14

18,000



ACTIVE AIRCRAFT PER 1000 PEOPLE

UNITED STATES & ARIZONA

FIG. 2-C --

.2‘. ™ 7- Tr o ﬂ.
J4 } + + T
o i $ [ | - [ N B : - o
g § &8 3
®
g 3 § B g 2 8
SOURCE: 1978 arrzona STATE AIRPORT SYSTEM PLAN
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F1G. 2.0 B

- ARIZONA AIRCRAFT REGISTRATION DATA
F? | AIRCRAFT/
YEAR POPULATION - AIRCRAFT REGISTRATIO: 1,000 POP:
1 STATE  COUNTY A B C D E . F
;? 1978 2,449,200 34,300 4,280 4,280 4,013 4,000 4,143 1.69
| J] 1980 2,613,500 36;60@ 4,855 4,127 4,311 4,599 4,473  1.71
| Y] 1985 32;946;700 42,400 7,000 6,060 5,132 5,782 5,093 2.03
1990 3,294,000 44,500 8,488 8,992 7,198 7,004 7,920  2.40
| ]| 1% s.e92,300 46,000 10,000 9,909 8,45 8,181 9,13 2.47
: 2000 4,127,500 47,000 12,000 11,620 10,087 9,476 10,795 2.61
| SOURCE :
-r] ' Population: Arizona Department of Economic Security

A. 1973 ARIZONA STATE AVIATION SYSTEM PLAN projection,

B. Calculated from Economic Research Associates
(% distribution of_ aircraft - Arizona of U.S.)

FAA FORECASTS FISCAL YEARS 1977 - 1988

o

1979 ARIZOMA STATE AIRPORT SYSTEMS PLAN

. - - -y
L [—— [,
o

Average of four sources.

n. m

Aircraft ber 1,000 popu]atioﬁ.

O The ratio of aircraft/1000 population corresponds reasonably well to
< historical trend on the distribution of aircraft contained in the
LJI FAA CENSUS OF AIRCRAFT and the FAA STATISTICAL HAND BOOK OF AVIATION
as well as other previous studies.
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FIGURE 2-E
AIRCRAFT PER TEN THOUSAND POPULATION }

HISTORICAL

YEAR U.S. ARIZONA
1963 " 4.6 9.6
1964 - 4.6 9.6
1965 4.7 9.4
1966 5.0 9.0
1967 5.4 9.8
1968 5.4 11.1
1969 6.3 11.9
1970 6.5 13.0
1971 N.A. 15.4
FORECAST
1975 6.8 16.0
1980 8.0 15.0
1985 9.4 18.0
1990 11.1 22.0
11.1 22.0

1994

SOURCE: FAA Census of Civil Aircraft, Economics Research
Associates Analysis
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: FIGURE 2-F
AIRCRAFT REGISTRATION BY COUNTY

OCTOBER 1985

Apache-County 57
Cochisé County 186 -
Coconino County 177
Gila County 57
Graham County 45
Greenlee County 8
La Paz 35
Maricopa County 3,611
Mohave County 203
Navajo County 127
Pima County 834
Pinal County 264
Santa Cruz CQunty _ 31:
Yavapai.County | 329-
Yuma County 189

TOTAL 6,153

SOURCE: ARIZONA DEPT. OF TRANSPORTATION, DIVISION OF AERONAUTICS

2-9



¥861 ‘02 4aquadag .

wmu*:zumh uotjeindog ajels £q pasoadde jou ¢pgel ‘02 4aquadag *[|duno) [euoibay Ag parouaddy

*3037 tuwwo) K£40S L APY

*SIUBWLAIACY JO | |OUNO) BUOZfay UAIYIAON :3IAN0S

FIGURE 2-G

OvLy  SLLY  025€ ° S/EE  G22€ OOLE - 0862 G982 -6GLZ 0S92 0€62 GlvZ 9922 G66l2 SLOZ2- -GL6L °S98L  8O9L
0v6Z SE9¢ 08¢Z 002¢ 02l §902 066l G26L O/l OI8L SbLL  G39L . S19L SbSl  OWel  0OWL  O09€L  0S2L
08eL  SL49 S%09 S06S  0SL§ G195 S98YS  SSES  OV2S G2 S66Y  0/8¢ 0Lt S6SY  0BEw  SO€w  S22v  boop
00tz s£8L OL9L  0SSL  0evl  ObpL  06EL  SPEL  GOEL  GS2L  Ot2L  09LL OLLL 090l 086 056 026 SE8
SL49  SLLS  S09F  GbEY  0BOY  098E 0S9€  SEYE  SPZE  SS0€  OPBZ  GE9Z SOP2  08LZ SZ8L  00ZL  0ZSL 00zl
Ol6vl 0582l 086 0526 G298 0908 'SbSZ ~ 00LL Gl99 -0v29 008G - SBES SELS .28 00Sk ..922¢  Ov6E . 06SE
SGyl  oeel  sSLL Sttt S/0L  oOvOl  OtoL 086 056 026 068 568 0z8 684 12 Sl 569 ov9
509 074 SES 0gs 52§ :029 ols . s0S S6v o6t 08v SLp oLy S9v  09Y 0sy SeY 0cy
090t  S89Z SLEC 022 992 0022 OElZ 0902 066L 026L SS6L O06LL  SEZL  089L OE9l  0OGSL  OESL  zZLst
§659 - 0205 SOvy S92y SZly  OlOY  G6BE  SBLE  SB9E  0BSE  OLVE  09EE  GEZE  SLIE 0662 §982 G642 0082
Sv20l S£68  G06L SLLL 25 062L 0SOL  OLBY 0/59 OEE9 OLL9 0685 0695 0055 G266 0505 008y 0SSP
4Lzl SoLt 086 566 626 S06 088 098 ovg 028 §6. SLL (1274 ET74 589 S/9 099 029
026 Sy8 094 ovL 024 504 589 049 659 0v9 529 oLy 569 SLS 0sS ovs 0es 00$
SESL O2vl 682l 6921 Se2t 002l Sl OStlL  OELl olLt ssoL 090l SEOL  Ol0L  OL6 656 ové 006
080t G182 G0SZ S€PZ 5962 OLEZ 0922 S6L2  SvlZ G602  SEO2 086 0c6l 0981 0LLL  oObZL 0041 009t
oté S84 St9 ot9 08s 695 0€§ 00§ 08y SGY 1% Sov SLE 0GE S0t 062 724 oee
§92¢ 0v0Z SLLL StLL 0 6991 S09L  SSSL OlSL  S9vL  O2vl  GL€t  G2El  S/2L  se2l  Svit  SttL  ssoL  oool
0/l G2l OvOl oo0L 096 G526 G668 « 998 GE8 508 SiL ove S0L 049 029 .. 009 089 625
1174 049 58§ 595 StS 0ts 0Ls S6v 08y S9¢ 0sv SEY 0cv 00v S8 §9E qSE §2¢
SLel 0Sel  seel  02€L  SLEL  OlLEL  S0EL  00EL  OQOEL  OOEL .00EL OOEL OOEL OOEL OOEL OSEL  SLEL 28l
0208 Siy. SOL9 SbS9  06E9 §S29 G219 G665 088G  G9LS  GE9S  OLSS OLES GE2S 0205 S6Y  S98V  OW9V
ov8L  S¥9L Otyl 09€t OLEt S92L Gg2l 08LL  Gvll GOLL S90L G20l 086 5t6 698 ov8 SL8 ovL
gogt 008t 009L 009L 009L 009L 00O9L 009L 009L 009L 009L ©009L 009! 00SL OEE€2Z OEE2 OEEZ  LEE2
0996 O€L8 Ov89 0199 08€9 009 OLBS 0265 025 Ov6y 089K OLvy OLLv Ov6E OELE OSYE 00l 8682
Ovevl Obe2t GhlOL 6GG/6 G9€6 0688 S6€8 006/ SO¥. Ol69 0/V9 OLO9 009G 006v Oveb O0SE  0GL2 822
0Lzl SevlL 0800L. 09/6 Svy6 0BL6 0268 0998 OEy8 0028 Ov6L 069/ OLvL SELL OL/9 SSS9  00V9 056§
SSBVY G986E G6BYE GOBEE SLL2E GLILE SOLOE GE96Z G9¥B2 G6ELZ GLE9Z SOES2 GBEYZ G6EEC G9czZz S2viZ 60L02 5002
0C0L3L 0094Vl 006921 00922ZL 0OEBLL 002vil 002LLL 002901 00220L 0OV86 O00Sv6 00L06 00LL8 O0OLES 0016L/ 0085/ 00%2L SvLB9
S00Z 0002 .mmm~ v661 €661 266l le6l 066L 6861 UG6L /86l 9361 Su6l w361 €361 286l LS6L 086l

o

J3pujeway G)) op4ap
BWNZIJUOK 4R
mvsm» dwe)

31 | 1AUUO)

13349 JeQ Jo Bbe{LIA
. vUopas

Jopuiewdy Q) snbuyy
awoaap

atepyue()

$qUNQnS poomMu03309
pPOOMU0310)

J48puteway (QJ) ssaabuo)
$534bHuU0)

L1oauaey

A311) uvokue)y yoe|g

“sputetisy §3) IPLoquny
Jdohey

ploquny

uo3ouUnp sapuo)

029 %404 ysy

aspujewdy g3 3309s3ag
. Aamaq
pepbeg

Aaptep oupy)

KatLep 1309534y
$qangng 13035344
33008344

' VIOL ALNAGD TV4VAVA

o )

- [

[ .

- o

-

~

mccwucmm—,.mzcuhuuwoz& NOTIVINdOd ALKNOD 1VAVAVA

2-10



SISATVYNY ALIOVdYO/ANVINIQ Aﬂ %
. . s

| CHAPTER THREE




DEMAND/CAPACITY ANALYSIS

A Demand/Capacity Analysis is an essential step in the

development of a Master Plan., It provides the basic informétion

" to be used in the determination of the facility requirements and

the financial feasibility for airport improvements or expansion.

- The Aviation Demand related to the Airfield Capacity is
generally expressed in terms of Practical Annual Capacity
(PANCAP) and 15fcombared“with forecast demands to establish what
deﬁ{ciencies, ff ahy, exist in. the runway and taxiway system, and :
to determﬁne £he improQéments necess;ry in the proper time frame
to relieve these deficiencies.

A practical annual rating for .Cottonwood Airport  was
detékmined to be 215,000 (A/C Circular 150/5060~3A). The FAA -
recommends that plans be initiated for expansion of an airport
when the operationé approach 60% of the indicated limit. For
Cottonwood Airpori, this would be 129,000 operations.

Current projections indicate that this rating will not be
reached within the time frame of this study as “shown by the

following table:

1978 - 1985 - 1990 1995 2000 2005
12,000 17,050 34,750 26,950 30,250 34,100

Current projections, as indicated by the following table of
based aircraft, support the consideration of additional aircraft

parking apron area.

—

1978 1985 1990 1995 2000 2005
22 39 51 58 69 82
SOURCE: AC CIRCULAR 150/5060-3A
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It does not appear that deficiency in the runway capacity,
airspace capacity, or access capacity will exist within the time

frame covered by this study. For the year 2005, operations are

estimated to be 34,100, which 1is far below the value at which

expansion becomes necessary. There are, however, a number of

deficiencies including the primary runway length, existing

airport terminal area, expanded apron tie down area, and

. automobile parking, along with fother minor. items which are

addressed in Chapter 4, Facility Réquifements.

Cottonwood Airport is curkent]y listed in the Arizoha

: Aviation System Plan as a Basic Utility (BU) facility. The

: existing length of 4200 feet is consistent with FAA Advisory

Circular 154-5300-4B (Utility Airports).

The criteria set forth in AC 150/5300-4B recommends a 4,900
foot runway for a Basic Utility Stage 2 (BU-Z) Airport. This is
based upon the highest temperature 98 degrees and a field
elevation of 3,558 feet. |

Airspace Capacity is evaluated to determine  whether

. operations at the airport and surrounding airports create

' conf]icfing traffic conditions and advérsely affect normal

aviation activity.

At Cottonwood Airport there does not exist any air
operational problems for airspace capacity at this time and none
will exist within the time }rame of this study.

| The airfield system is composed of runway, tie down aprons,

taxiways and connecting taxiways to the terminal area. Capacity

calculations are given in time periods required for the movement
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of aircraft. Unacceptable delays in aircraft operations require
close scrutiny to the. demand capacity of the airfield. To state
it more simp]y-Fdoes the airfield system meet the demands imposed
upon it? Present acceptable criteria places a minimum two minute
operational délay for general aviation facilities. Various
factors or variables in the application of operational capacity
include:

Aircréft mix . g :

Configuration of runways and taxiways

Touch and go traffic

Navigational

Aircraft exits
Variation in hourly traffic

OO W N s
Nt et Mt M S

The runway configuration is the  primary factor in
determining airfield capacity. The airport at  Cottonwood
consists of a single Runway 14/32 bituminous surface 4250'x75'.
The adjacent terrain to the west slopes upward to the Mingus
Mountains to an elevation of 7,700 feet abové sea level., The
terrain slopes downward_ to the east to the Verde River. This
comprises the Verde Valley. There are no obstructions on this
departure and arrival path to either end of thg runway.

Runway exits {s another -importantb factor in eva]uatfng
airport configuration. Along with airport configuration, and
runway length, Cottonwood Airport is provided with four exists;
one at each end of the runway and two evenly spaced from runway
ends.

Touch and go traffic will be minimal and will not contribute

to any unusual de]ayﬁ.
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General aviation wind conditions favor the runway alignment.
ATl traffic. is monitored by Unicom. No instrument flight aids
are currently provided or planned. A non-directional beacon,
however, may be considered in the future.

The following table illustrates the classifications of

aircraft in general use within the time frame of this study.

AIRCRAFT CLASSIFICATIONS

Large Jets - 707,880, DC'8

-
B - Small Jets - DC9, 727, efc.
C - Business Jets - Lear, F27, Gulstream, etc.
D& E - Light Twins & Single Engines - Cessna,

Beech, Piper, Grumman, Bellanca, etc.

For the purpose of this study within the time frame, it is

assumed that 100% of operations will be Type C, D, & E aircraft.




FACILITY REQUIREMENTS
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FACILITY REQUIREMENTS

Future airport development over the next twenty year period
will be addressed in this chapter and airport priorities will be
assigned and programmed in-appropriate time frames covering this
period,

In the chapter, Demand/Capacity Analysis, forecast demand

does not reveal any deficiency in runway capacity during the time
frames of this study. Examination of the existing facilities,
hawever, discloses deficiepciesgﬁn areas thch coﬁbromise the,
full utility of the exisfiﬁg ai;%ield; The%e conclugions are the’
result of careful study based upon experience and_supported.by
established guidelines on- planning criteria as well as
information contained in FAA: Advisory Circulars and other
acceptable references on Airport Planning,

In the development schedu]es which follow, alternatives will
be presented and each of these alternatives must be evaluated
from both a practical and economic considergtion to meet the
community needs and the time frame covered by this study.

Major decisions must carefully be ana]yzéd during the first
five year period 1in order to avoid unnecessary future growth
cdpiﬁa] expehse. The first consideration in cépité] &eéisions
should - be safety, followed by economic feasibility. Each
alternative must be studied to provide the best possible facility
consistent with airport requirements and financial ability to
meet these requirements. Each item must be evaluated to meet
economic feésibi]ity to establish continuous stage development of
a complete unit. For further .detail see Chapter 7 "Capital

Improvement Program".
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The following table lists the categories of aircraft which

can be accommodated at Cottonwood Municipal Airport as a Basic

Utility Airport (AC 150/5330-4B).

FIGURE 4-A

EXAMPLES OF AI‘RPLAN_E MODELS ACCOMODATED BY AIRPORT TYPE

BASIC UTILITY
STAGE 1

BASIC UTILITY

GENERAL UTILITY

Beech B19 Sport/150-
Beech B24R Sierra/ZQO

Bellanca Citabria Series
Bellanca 8GCBC Scout
Bellanca 300A Super Viking

Cessna 150 Series
Cessnd 172 Skyhawk
Cessna 182 Skylane
Cessna T206 Stationair

Grumann American AA-1B Trainer
Grumann American AA-5A Cheetah
Grumann American AA-5B Tiger

Mooney M20C Ranger
Mooney M20E Chaparral
Mooney M20F Executive

Navion Rangemaster H

Piper PA-11 thru PA-22 Series
Piper PA-28 Series

Piper PA-32-300 Cherokee $ix
Piper PA-32-300R Lance

Rockwell Int'1. 112 A Commander
Pockwell Int']. 112 TC Commander
Rockwell Int'l. 114 Commander

STAGE 11

Beech  F33A Bonanza
Beech  V35B Bonanza

. Beech A36 Bonanza

Beech (€23 Sundowner
Beech B35 Baron

Cessna 204 Skywagon
Cessna 337 Skymaster
Cessna P337 Skymaster
Cessna 310

Piper  PA-32-260 Cherokee
Six

Piper  PA-23-250 Aztec

Piper  PA-34-200 Seneca I1

Ted Smith Aerostar 600
Ted Smith Aerostar 601

Also accommodated are the
airplane models listed.

- under Basic Utility Stage I.

Beech  B58P Baron
Beech  B60 Duke
Beech  BB0 Queen Air
Beech  E90 King Air
Beech B99 Airliner

Cessna  340A
Cessna 4028 Businessliner

Piper PA-24 Series

Piper  PA-30-150 Twin Commanche
Piper  PA-31-350 Chieftain
Piper  PA-31-425 Navajo

lockwell Int'1. 5008 Shrike
Rockwell Int'l, 685 Commander

Also accommodated are the airplane
madels listed under Basic Utility
Stages I and 11.
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This chapter will address the following four principal
functional areas:
Airfield Facilities
Terminal Fac11it1és
Support, Industrial & Commercial Areas
Land Aﬁquisition
Sihce the unexpected growth of the Coftonwood area in a
relatively short perig¢ of time,_ﬁt is well to be reminded that
cbmmercia] and Tndhstrigf growth h?s fa]]eﬁ behfnd ana falls
short of meeting 'the Tocal needs from a consumer and employment
standpoint. 4

Interest has been focused upon the airport .and adjaceht land

~area for commercial and industrial development. This interest

will provide a two-fold purpose. First, to contribute to the
self sufficiency of the airport in providing the necessary
operational and maintenance costs; secondly, it will contribute
to the economy of the area and providé for local employment,
Overall development of the airport property should »be given
serious consideration in the interest of developing income and
employment producing qctivities. ;Full'hse bf pfe&ent and futurei
aviation demands, however, should not be compromised and the full
utility of the airport should not be diminished by nonaviation
activities. Prudent advance planning islhigh1y recommended for
the development of this valuable resource. See Chapterl "Capital
Improvement  Program" for the time frame of the following

requirements.
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A. Airfield Facilities. Because of terrain constraints, the

airport boundaries cannot be expanded beyond the present land

area. Expansion te the north may appear feasible, however, this

is neither environmentally sound nor economically cost effective.

1. Runway. The present runway which 1is 4250 feet in

length ha§ a 450 foot runway overrun at the north end
and a 300 foot overrun on the south end. The airport
e]evatioq is 3558 feet MSL. Cottonwood Airport is
c]assﬁfigd:as a Basfc-Uti]ity [1 kBU II)" Airport.  FAA
Advisory Circular 150/5300-4B recommends a 5000 foot
runway for this category airport. See.Figure 4-A, Page
4-2 for ‘the category of airplanes that can be
accommodéied at this airport. As pre&iously stated,
the runway cannot be extended beyond its present length
because of terrain constraints. However, it s
recommended that the overruns on each end of the funway
be properly mgintained. This will provide a margin of
safety for the existing runway. See Runway Length
Design Table, Figure 4-B, Page 4-5. Addition- ally,
the puany'shpyld be strengtheneq to accommodatefplanes‘
with a single wheel LDG. of 12,500 pounds.

2. Local Aircraft Parking Apron. The existing aircraft

parking apron will accommodate 42 airplanes. There are
currently 39 aircrqft based at the airport. Within the
time frame of this study, the pérking apron should be
doubled from its present size and vsecurity. Tighting
installed. See Capita] Program fof the proper time

frame,

-4



(1334) HIONTT AVMNNN

[FIG. 4-%
10000
9000
8000

o (= (o)
8 S g g g g
T —r - L g vy — o [a]
T T rortre i T e THLHE -
JI ~ ~ b | ) b - - - -3
HI i 3 » g N N 7/( 1 llr KL 1 1 A&L - 1 H o .
w PR NI RN TNHEE TN g 5
] PRI T . Pt DA AP RN Y AN+ o\
m— ; liw.r ENE _TWQQAN 1 . QQ%@»./IL(H-QQQM N QQQ; NS ..I.FQQA.— 1m0\r m o m m
~ M- - o 31 B », - wy
< SR 2005 L TR TRLE ,/[..uxnf;/,r RN O "y
—_ . oog + “r S 11 NS LTS M DN T TS ‘,.mn.JLu.f,/. LN 31T &
06 -1 Lt ..Jvlwxu 4-M ot 1114 HI.Ar.4r‘ /.f! NG N ) ﬁrq .\OJ m o
< - 1 +- SNESANnuRuSERNEN AR AR EE ma J,Qﬁx -
o . T e 2
—_ . T ] B
» & PR 1 @
-+ -+ S T ¥
w © SR H HIPNAT LE L TIRETRLLT i E
o &HE EnSegas SN N RN YN o
. n jin b ) Do, U i + Vvir” < PN M.x X& .Mnr e . O. v lm Unl H
I < | Yy YRN NS TIT KT . MR L.IL X oK) % ~ =
< S 900 Nt OIS o TN XITE Y AN HE
- 5 Nl T e e Nd 1% XTTTH L2 N N n 5 «©
o R TR 2005 <t H Tt T N HN TN TN PREEN RPN R ~ o8 r
IR Seu NI T RIS ﬁ.ﬁ.,.lﬁ:/ SN NI NN N 85 ug ~
z g oo TR TR T g TS TN PR TR R PN PN ISR DR SRS g mn
T U6 T L $ PN T NARRE S N AR Q
11,70 SOOI TN - e +i4 ML IR NRRE 3t AN N
- & EEEHS H T HTEH PR H R NN ,— IR i T
TS 111t 1+ 1 vl.vy.A - Elc T p=
p ° % O0Q ] m o -
055 44 4444 2 & 4 +-$-4-4 444 -4 44 o
< 88 8R& HH AT I T , o
D Oen Ty & SN N ENE NN, ; S
N T 7 TR N NN A RN m B
Qo - N » A [=] L
Z P~ [ 1 N N e = ~
- u . W“ " - lv”ﬂLrHH et I.IA < 4 L " A|J 3 ...[ 7”& .In N A QM - m m | 3
VWHLEEI S b SBEN A [~ BV .xhv: YILIQIL I-Q ANOoONi DO /00 Qol Ar/A.“, -t )
(1 o wiggdda 0 L1 % X NN NS, 700/r70 ﬁ-o \ 1o m H —
LA L1 Oog N Op %S g 5 aANE % \-LH » B8 o
wgussm (-} A ™ ‘!‘UT ﬁAWA/LH - WLJ T/ﬂ B N T~ m m m
Sgnuus HHHT TR T IN I MR ENENEN ™ 8 28 &
EETEE SO P PN TR RN PRI KNRN 3 -
4 FEH: R T TR R R = >
EE T SERiYE NN PN A o
- 11 (%}
-
>
o
<




[

3.

Itinerant Parking., A parking apron (40,500 square

feet). to accommodate 15 aircraft -is recommended for

construction in the terminal or operation area.

B. Terminal Facilities. There is no defined operation or

terminal area. Although, a structure located outside of the

airport boundary serves as a terminal building and service area.

1.

Terminal Building. A minimum of 750 square foot

terminal/service building should pé; constructed as
sthn on the Airport Layout Plan. It should include as
a minimum a lounge, office, restrooms and storage
closet, It should also be equipped with a unicom and
wind direction and velocity 1nstrumeﬁfs. See Support

Services, Page 4-8, for future space requirements.

- Fueling Facilities. Fuel supply should be readily

available in the operation area to serve itinerant
aircraft. A fuel truck or fuel island w11] serve this
purpose. Ten thousand gallon tanks should be installed
in accordance with the Airport Layout Plan.

Access Road. A paved access road leading to the
tekmina]Abui1ding should be iﬁcluded fn the Capital
Improvement Program. Access to the aircraft parking
area -should be included and programmed.

Auto Parking. There s presently no defined auto
parking area. A paved auto parking area to accommodate
60 cars should be constructed adjacent to the terminal/

operations area and FBO.
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5.

9.

10‘

A Security Fence. A chain 1link fence to match the
existing fence. should be designed té provide for the
security of the terminal/operations area and airplane
parking apron.

Airport Beacon. The old 36" Crouse H%nds will even-

tually require replacement.

Navaids. The installation of vi?ﬂa]i approach . slope
indicators are recommended for 1nst;1iation :oh each
runway end. A radio beacon 1is recommended in the
proper time frame.

Fire Fighting Equipment. Town fire fighting equipment

should be made av&iiab]e to the greatest‘ possible
extent. Purchase of new equipment s exbensive to
Justify because of town priorities. }The availability
of fire fighting equipment through military surplus
should be explored.. As a minimum, hand or cart
equipment should be available at strategic locations
around the terminal/operational area, FBO and shop area
and "at any oiher location exposedgto.¥irefhossibility.

Hangar Spaces. - At present hangars should be provided

and expanded as required, (see Capital Program).

Airplane Shelters. Shelters to accommodate twelve

airplanes are recommended at this time and expanded as

required.
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C. Support, Industrial & Commercial Areas

1.

FBO Area. Fixed base operators, i.e. flight training,:
charter, rentals, aircraft and engine repair, radio and
instrument repair, etc., should be located near the
operation.area and should be clearly defined on the-

ALP. Any expansion of the terminal building could

sinclude FBO offices, restaurant, car rentals and other

gupport .éervices. Tﬁe Airport Layout Plan should
delineate the areas set aside for industrial and
commercial development. All set back clearances should-
be carefully observed. See Figure 4-5, Page 4-5 , for
dimensional clearance which are in accordance with
Advisory Circular 150/5300-48. In addition, FAA Part
77 "Objects Affecting Navigable Airspace", defines

height limitations of objects or structures.

D. Land Acquisition and Use

1'

The clear zones currently meet FAA requirements. A
parcel of Tland, eight acrés to the north of the
éxist&ng é]ear éone,‘is curreﬁt]y zoned resident%al.u
This parcel of land should be rezoned to be compatible
with airport use or purchased by the town for approach
protection and future noise complaints. Land outside
of the airbort property is appropriately zoned to
provide for compatible land use. Caution should be
exercised, however, to encourage those 'activities for

the best possible land wutilization. In summary,
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careful p]anning at this stage can produce positive
benefits to the community and adversely, poor planning

will result in problems.
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9/23/83 FIGURE 4-C AC 150/5300-4B CHG 7
HONPRECISION & VISUAL RUNWAY PRECISION IMSTRUMENT RUNWAY
ITEM D;;I AIRPLANE DESIGN GROUP AIRPLANE DESIGN GROUP
” i V4 . 1 11 12 H 4 843
ngspan § Wingspan | Wingspan | Wingspan Wingspan { Wingspan | w{
< 49 € 49 <19 € 49°* < 49 [ 4 ;:" ?ﬁ:?
Runway .
Langth ) A ~ Refer to chapter 4 -
width ' ] :: fe :0 fr 75 ft 75 £t 100 f¢ 100 f¢ 100 £t
’ | ] 8 m 23 a 23
Runvay Safety Aces Y a 0n 0 a 30“ n
langth Beyond Runway End Y 2C 240 f¢ 240 f¢ 300 ft 600 ft 600 ft 600 ft 600 £t -
2 m 72 90 a 180 m 180 =» 180 m 180 m
Width ’ [of 120 f¢t 120 f¢ 150 ft 300 ft 300 ft 300 £t 300 fe
36 m 36 a 45 a 90 m 90 m 90 » 90 a
Taxivay .
wideh - ) D 28 ft 25 fr 3S fe 25 ft 25 f¢ 38 fe S0 ft
7.5 = 7.5 m 10.5 = 7.5 m 7.5 n 10.5 = 15 m
Taxiway Safety Area
width 49 fo 49 ft 79 ft 49 ft 49 fr 79 fe 118 fe
15 » 15 = 4 nm 6w

Separation Dinnnce
Runway' Centerline to; )
P.ulh; Runway Centerline

- Parallel Taxiway Centerline SA E
Building Restriction Line and| P

Aircraft Parking Acea §/

Rinwvay Centerline and End to;
Object

Property Line G
Taxiway Centerline to;

Parallel Taxiway Centerline

Parked Aircraft and Object ):§

Taxilane Centerline to;
Parked Aircraft and Object

15 ». 15 m 24 n

700 £t | 700 £r | 700 £t

~ Refer to AC 150/5300~12 =~
210 = 210 m 210 »
150 fe 225 fr |. 240 ft 200 £t 250 f¢ 300 £t 350 £t
“4S'm 67.5 m 72 60 m 75 a 90 m 105 »
125 £t 200 £t 250 ft 74 /4 y74 74
275 m 60 m 75 n v )74 b 74 574
- Refer to paragraph 16 -
- Refer to paragraph 19 -
69 ft 69 ft 103 ft 69 ft 69 ft 103 £t 153 £t
2l » 2l = 31.5 21 = 21 a 31.5 = 46.5 m

- Refer to paragraph 16 -

- Refer to paraqraph 16 -

upgraded after Pebruary 24, 1983.
safety area should be provided_.

1/ Letters are keyed to those {llustrated in figure 7-2

2/ These dimensional standards are for facilities which are to serve only mmall airplanes.

Y mn runway safety area standard applies to all runways md runwvay extensions, that are constructed ot
Por other runways, the maximum feasible length and width of runway °

&/ These distances may need to be increased to keep the stopway vithin the runway safety area.

53/ The location of a parallel taxiway may be adjusted such that no part of an aircraft (tail, wing tip) on
taxiway centerline penetrates the cbstacle free zone (OF3Z).

§/ Objects located ocutside of the building restriction lines may penetrate the airport imaginary surfaces
defined in Subpart C of FAR Part 77 where an FAA aercnautical study has determined that the specific

penetration will not result in a hazard to air navigation.

1/ The building restriction line for a Category ! ILS runway precludes any part of a building, tree, or parked
aircraft from penetrating surfaces ociginating 300 feet (90 m) from runway centerline and sloping laterally

outward 4 (horizontal) to 1 (vertical).

FIGURE 7-1,

DIMENS IONAL STANDARDS
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ALTERNATIVE ANALYSIS

Facility requirements were established in the preceding
chapter and certain areas were found to be deficient to meet
projected needs. These areas were covered in detail in the
preceding chapter - "Facility Requirements" and in general
covered airplane parking, automobile parking, access  road,
terminal bui]diﬁg, fueling facilities, operations area, hangars,
support facilities, etc.

Detailed cost estimates to correct existing deficiencies and
provide for project needs are provided in the chapter "Capital
Improvements”. This section will address alternatives and
appropriate comments for each alternative. The ultimate goal s
to develop an overall program which will achieve a balance in
facility capability between the airfield, the land side area and
support facilities. Consideration should also be given to
develop income producing activities.

Since the airfield is the 1largest consumer of land, the
terminal and other support facilities should be compatib]y
located, hence,: the airfield is the ffrst component to jbe
evaluated.

The following alternatives will be evaluated and appropriate
comments concerning each possible alternative will follow.

1. Do Nothing
2. Use other forms of trénsportation

3. Relocate and construct a new airport
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4. Use other airports

5. Improve existing airport

A. Do Nothing or "No Build Policy". This policy for the

Cottonwood Airport would assume that the existing system must

accommodate the growing traffic demand throughout the planning

period. This alternative, however, would only tend to .aggravate -

‘existing and ' future’ problems as traffic demands increase.

Furthermore, the rising population in a highly oriented
retirement community will require more consumer  goods  and
services. A "Do Nothing" policy would, therefore,;‘ignore a
potentially vé]uab]e economic resource in  developing the
employment and trade possibilities of the airpqrt and adjacent
land use.

This alternative is not practical and, in fact, would be
shortsighted. |

B. Utilize Other Forms of Transportation. This is an unaccep-

table alternative 1in the modern fast moving society to which we
have become %ccusto@ed. Mény privatey citizens, retailers,
manufacturers, wholesalers, contractors, professionals, tech-
nicians, media, etc., own and operate their own airplanes for
dependable and fast "one day service".

The above factors also app]y'in & "no build" or "do hbthing"
policy which permits airport facilities to deéline to a point

that compromises safety.
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There is no rail service or daily bus schedules to
Cottonwood, and there is a great dependency on the private
automobile. |

The asset of fast transportation to airline hubs - or major
trade centers contributes greatly to the economic growth of a
community. Conversely poor transportation will contribute to its
decline. -

C. Relocate the Airport. This alternative is neither practical -

ér financ%a]]y feasib]é. The terrain characteristics of the area
and the present sprawl of subdivisions would create environmental
problems. It is hot possible to find an area nearby with terrain
features suitable. The area is charactefized as hilly with deep
gullies and ravines which slope down from high mountains to the
Verde  River. Flood conditions during frequent =  summer

thunderstorms create flooding problems.

D. Use Other Airports. Other airports 1located in the area
include: -

CAMP VERDE AIRPORT which is located 20 miles from Cottonwood.

This airstrip is Tlocated and owned by the U.S.»Department of
Agricﬁ]ture. It is a dirt -ktrip and  has | no’ féci]iiies.
Vandalism potential is high. The strip is subject to closure at
any time. This strip. is not considered as an -operational
fati]ity and is, therefore, not an acceptable alternative.

RIMROCK AIRPORT is a privately owned dirt landing strip 2500 foot

in length. The landing strip length is marginal. It is located
about 15 miles southeast of Cottonwood. Use of this small

landing strip is not considered an acceptable alternative to meet
the demands at Cottonwood. |
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SEDONA AIRPORT is located 18 miles northeast of Cottonwood and is

owned_by Yavapai County. It is operated by an airport authority,
The aikport is located on a mesa, has a single runway and
taxiway, lTimited parking area and basic facilities. Sedona
airport primarily serves the Sedona 0ak Creek area. While this
airport may have limited use, thev.dfstance from the Town of
Cottonwood would be a limiting factor. In addition, to di]uté
the tréffic at Cottonwood .wou1d djiute—the economic incentive
wh%ch is a majofifactor for fhé Town éf Cottonwood.

PRESCOTT MUNICIPAL AIRPORT is located 45 miles from Cottonwood

and the distance to travel is not acceptable,

FLAGSTAFF MUNICIPAL AIRPORT (Pulliam Field) is located 50 miles

from Cottonwood and, it too, is Jlocated at an unacceptable

distance.

E. Improve the Existing Airport. Cottonwood Airpert is ideally
1ocated midpoint among neighboring towns and the subdivision
sprawl throughout the valley. It is environmentally compatible
with the Town of Cottonwood.

In_thg chapter "Demand/Capacity"? it is ;onc]uded that the
1§nd area for Cottonwood is 3dequaté for the time frame of this
study. All clear zones are in "Fee Title", In the "Facility
Requirements", however, it 1is recommended the additional
available land to the north of the runway be acquired to preclude
future problems. Town zoning :ordinances have been. passed to

protect the runway approaches and departure routes.
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Unless unforeseen and unprecedented growth occurs, it s
believed that the present 1land area of the airport will serve
future demands.

In summary, the airport is a stimulus to economic growth and
services to the Town of Cottonwood. It is presently compatible
with the environment, the 1land area 1is adequate for the time
frame of this study, the airport is conveniently located to serve
the community and the service'area, it is the 1least costly and
greater financial community results will accrue. Last but not
least, the airport has served the community for the past forty
plus years and is an established town facility. Improvements
should be wundertaken to satisfy current demands. It is a

component of the present National Plan of Integrated Airport

Systems (NPIAS) and the Arizona State Airport System Plan.
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ENVIRONMENTAL ANALYSIS

Cottonwood Airport is located within the southwest quadrant
of the town and 1is one mile southwest of the downtown business
area. It was established in the early 1940'5 and has served the
area since that time with no environmental problems. No
expansfon of the airport beyond its present boundaries is
anticipated within the time frame of this study.

Most of the natural area surrounding the airport is rolling
ridges and gqulleys sloping from the surrounding mountains toward
the Verde River which flows through Cottonwood.

Vegetation surrounding - the aifport consists of range
grasses, mesquite, snakeweed and a variety of other weeds,

No expansion of the airport beyond its existing boundaries
is anticipated although development and expansion of existing
facilities as well as land use plans, to enhance the economical
status of the area, are extensive.

The development of the Cottonwood Airport is consistent to

both the National Plan of Integrated Airport Systems (NPIAS) and

the Arizona State Airport System Plan and is a component of both

pians.
A full environmental overview addressing each element of

environmenta](factors follows this brief 1ntrbduction.
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ENVIRONMENTAL OVERVIEW

It does not appear that any significant environmental impact
will result in the proposed development of Cottonwood Airport.
No runway extension or property expansion is contemplated.

The following. will briefly summarize each element of

environmental factors:

Noise Measurement (Day-Night Sound Level Contour - Ldn)

Ldn is a computed noiﬁe level which wuses Sound Exposure
Levels (SEL) which are computed by numerically integrating the
sound pressure level versus the time history of each operation
measured. This data is then converted to Ldn by taking the
energy average SEL at vreference measurement points for all
aircraft,

The Ldn concept defines the day—nfght level as a series of
hourly noise levels for a given day, weighted for time of
occurence.

Noise contours (see Figures 5-A and 5-B) were developed by

Bolt Beranek & Newman, a reputable and widely used firm in the

aviation industry as well as industrial and commercial.

Figure 5-C presents guidelines which have been developed in
previous- studies of compatible land uses for varying levels of
noise exposure., Residential uses are c]eariy unacceptable in
zones having Ldn 75 or greater noise pressure. However, no Ldn

75 contour is computed for this airport.
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Residential uses are normally unacceptable in areas with Ldn 65

or greater wunless the residences are properly sound attenuated.

Mobile homes and recreational vehicles cannot normally bé sound

attenuated and are not recommended in the Ldn 65-75 area,

Four ranges of acceptability of various land uses are used

in determining adjacent airport land compatibility:

1'

“Compatible" is given to a land use where activities
aésociqted with that use are essentially eonducted
Qithbutbinterférence. ; In residential areas;’ both
indoor and outdoor noise environments are considered
pleasant.

"Marginally compatible" is given to 1land ruses where
associated activity is affeéted to a sma]T degree.
People will normally express some concern over noise,
however, average construction techniques can render the
indoor  environment “clearly acceptable," including
sleeping activities. The outdoor environment will be
reasonable, pleasant for recreation and play.

"With extra insulation" is given to land uses where
cbnstéuétion-would require unusual and co§t1yqbuildkng
materials and standards to vrender the indoor envi-
ronment "clear]y acceptable”.

"Incompatible" is given to land uses where construction
and building material costs would be prohibitive to

render the indoor environment "clearly acceptable".
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An examination of the contours shown on the Zoning Map,
Figures 5-A and 5-B clearly indicate no significant impact from
aircraft noise.

Compatible Land Use

FAA Order 5050-4 states "The compatibility of existing and

planned land uses in the vicinity of an airport is usually

associated with the ‘extent of noise impacts related to the

’ airport. In this Cbntekt, if the noise analysis described

concludes that there is no significant impact, ~a similar
conclusion usually may be drawn with respect to compatible land
use". | |

The Cottonwood Airport is appropriately zoned for continued
and expanded airport use.

Social Impact

The proposed project will not require:
l. The relocation of residences or businesses.
2. Will not alter surface transportation.
3. w11] not divide or;disrupt estab]ished communities.
4, The}e are’ no bpakks, fecreation areas, : schoo]s,.:
hospitals or churches located in the immediate airport
area.
5. The airport will not disrupt planned community
devéﬁopment and will not create a change in employment.
It is concluded, therefore, that no significant impact will.

result in this category.
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RAPHIC SCALE-
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FIGURE 5-C
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‘Induced'Socioeconomic Impacts

Thé proposed airport program and land use program will have
a positive effect 1in providing a wider range of employment
possibilities in service, commercial -and industrial activities.
Air Quaiity

Ajr'traffic generated from Cottonwood Airport will not
significantly affect the ambﬁent air quality of the area.
Previoug-air.qua1{ty studies compi]ed; by Trico Internationa],=
Inc. show air quality standards far below EPA and state stand-

ards. See Figure 5-D, Page 5-11.

Water Quality

w&ter is supplied to the Town of Cottonwood by  the
Cottonwood Water Works, a private company.

The airport 1is presently served by a 2" line and is
sufficient to provide the required water service of the airport
without exhaﬁsting the present supply.

The service will not provide adequate pressure or supply for
minimum fire flow.

\ THe dré}nage patterns of the airport wi]]l not éhange from
its natural drainage channels. There are no bodies of water
located in the area.

Department of Transportation Act

The project will not involve the use of any public land,
facility, wildlife or water refuge, any historic site or

archeological and cultural resources.
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Biotic Communities

Negative declaration. The airport has been in existence

since 1942 and its present boundaries will

Endangered & Threatened Species

Negative Declaration.
Wetlands

Negative Declaration.
Floodplains

Negative Declaration.

Coastal Management

Not Applicable.

Prime & Unique Farmland

Not Applicable.

Energy Supb]y & Natural Resources

Negative Declaration.

Light Emissions

Negative Declaration.

Solid Wast§ Impacts

No sfgnificaﬁt impact will résu]t.
county regulations control solid waste
waste dispbsal.

Construction Impacts

not change.

Federal, state aﬁd

disposal and hazardous

~ The following impacts will be addressed by provisions

inserted in the proposed construction contract:



1. Noise Impact from Construction Vehicles - Require all
combustion engines to be broper]y muffled and
prohibiting construction activities from 10:00 p.m. to
6:00 a.m.

2. Disposal of Construction Wastes and Borrow Area - The

Contractor will be required to exercise care when
borrow or disposal sites are used and that all such
sites be finished to a neat and uniform grade,

3. Control of Air Pollution - From dust, burning and

general construction operations. The Contractor will
be prohibited from burning of " construction waste and
will require positive dust control procedures by
watering haul roads and dust areas. Bituminous plants
will be equipped with dust collectors.

4. Impact on Water Quality - FAA specifications and FAA

Advisory Circular 150/5370-7, "Airport Construction
- Controls to Prevent Air and Water Pollution", will be
used ~to minimize impacts to water quality during
construction, o |
Local Plans
The project is consistent with local plans, Rezoning has

been undertaken to accommodate the proposed project.
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LAND USE PLANNING

Land use planning must consider the future development of
the airport in relation to the community growth, It is vital

that planning efforts minimize any conflict between the airport

~and the community, in order to achieve full utilization and

potential airport growth,

If the operational role of the airpgrt fs to be_»preserved
and the health and general welfare of’theibub]ic protected, it
becomes necessary to integraté the Airport vDevelopment Program
into any community or county comprehensive planning effort. This
will preclude any conflicting land use Where other jurisdictions
are involved.

A1l airport land is owned by the Town of Cottonwood.
Comprehensive land wuse zoning has been prepared by the Town
Council, | |

The information which -follows, however, is applicable and is
included for the use and guidance in any future planning effort.
Care should be exercised to confine land_use of this area to
thasé activities compatible with aifportiusé} Residential areas
in close proximity to the airport approach area should be
avoided. Nojse-sensitive activities; 1i.e., hospitals, schools,
rest homés, etc. should not be planned in close proximity to the
airport or along the runway approach and departure path.

A1l zoning efforts should provide for proper zoning to
protect the airport from residential and noise-sensitive

activities.
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The land area around the airport will undoubtedly expand due
to the population expansion. Attention to this métter should be
given priority and accomplished as soon as practical.

Within the present airport property, land use planning
efforts should be made to encourage revenue-producing activities.

These activities need not be aviation-related although aviation--

related act{vities “are -more compatible and :therefore more:

desirable,

LAND USE CONFLICTS

Airports were originally located away from developed areas
where a flat piece af land provided a suitable ]qndind‘fie]d. In
some locations the 1landing field grew into the current facility
while other communities planned the location of their airports
based on the best available location for aircraft operations. No
matter how the site for the airport was chosen there was one
common denominator‘- the site was surrounded by agricultural or
undeveloped land. This desirable environment did nbt last.

Suburbqn growth, increased air traffic; and Tlarger and.
faster aircfaft cohbinéd in a sﬁort period bf'time{to create a:
tand use conflict where one had not previously existed. Even at
sites that were originally criticized for having been cbnstfucted
too far from the city, residential suburbs deve]opedlon what had
been the agffcu1tura1 or undeveloped Tland around the airport.
Proper land use p1dnning in the vicinity of airports requires a

basic understanding of compatible and incompatible uses.
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LAND USES COMPATIBLE WITH AIRPORTS

Generally, the uses compatible with a particular airport
depend on such things as the location and Qize of the airport as
well as .the type and volume of aircraft using it. Most
commercia]/industria] uses, especially those associated with the
airport, make good airport neighbors. At tﬁose places where the
airport creates the qemand, motels, resﬁaﬁrants, warehouses,
aircraft associated industries, as wejl '}$ industries  that . =
benefit frdm access to an airport, are prbbab]e and>compatib1e
uses. At airport locations where there is not now a demand for
these uses contiguous to or near the airport, communities may
find it desirable to promote the use of thi§41and for commercial
or industrial use through a program of aids and incentives.

Care must be taken that bui]dfngs and structures for these
uses do not obstruct the aerial approaches to the airport,
interfere with aircraft radio communications, or affect a pilot's
vision due to glare or bright 1lights. Motels and restaurants
should also be »sound-prooféd to make them more comfortable and
attractive to clientele,

| Other uses coﬁpatible with éirpdrtsu are; large  parks,
conservatory areas and open space. These land uses are created
for public purposes and are, therefore, opportunities for loca1
governing bodies to provide a compatible land use. Cemeteries,

reservoirs, water and sewage treatment plants, golf courses,

riding schools and some extractive industries are also land uses

compatible with airports which governing bodies have some say in

locating.
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LAND ACQUISITION

Land acquisition is an important part of 1mp1emehting
airport land use plans. Land used for runways, btermiﬁals,
hangars, tie-down areas and other airport associated uses should
be purchased. To purchase means to obtain the fee simple: 1i.e.,
the property and the rights of property ownership.- This ensures
the airport owner maximum control of the use of the land most
cri?ita] to thé:.airpofi's dberation. In addition, the 1éhd of f
runways should be purcha;ed to provide maximum control of Funway

approaches.

EASEMENTS

Short of purchasing:the fee simp]é, easements to praperty
can be acquired by negotiation or condemnation. FEasements permit
the purchaser the use and enjoyment of another's property and
property rights for the special purposes stated in the easement
agreement. Easements vrelinquishing the development rights to
property require that the land be kept in its natural state, or
permit land uses compatible with airport use, This arrangement
is beneficial to:all con@erned:_'the airport does not have to
purchase the property; fhe proﬁerty remains on the commun%ty tax
rolls; the owner does not lose limited use of his land.

Avigation easements are those which grant the right of
flight over the 1land in question and compensate the property
owner for the side effects of aircraft operations over his
property. Easements of this type are often acquired for both

developed and undeveloped properties in runway approach zones.

Clear zone easements grant the right -to keep the subject property
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free of structures, trees, or any other use of the land that
could prove hazardous to aircraft taking off or landing. A1l of
these easements might be included in one easement agreement.

INCOMPATIBLE LAND USES

Housing, the predominant urban land use, is also the use
most  incompatible with airport operations. As residential
development fills the vacant land between the urban sett]emenﬁ
and the airport; the poﬁsibflity of it restricting the airbprt's
poténtia] increases. Residential growth réstricts fhe airport by
taking up the land needed for expansion and by removing the
buffer between the airport and residential neighborhood. This
buffer is vital becausé it diminishes the impact Qf afkcraft
noise and the possibility of an airp]ane. crashing into the
residential neighborhood. If residential wuses fill this area
around the airport, homeowners' will inevitably express their
concerns for safety, and objections to noise,

Residential uses during a period of rapid growth have been
unwittingly developed too close to an airport. But there is no
reason for the continued encroachment on the airporf by this type
of incompatible land use. Obvidus]y, residential subdivisions,
schools, churches and other similar uses are the most susceptible
to the side effects of aircraft opefations. "It is neither in the
interests of the homeowner nor the community to locate these uses
where they wi]l'zbe subject . to the greatest impact of aircraft
takeoffs and landings. It is clearly in the public interest that

action should be taken to prevent this land use conflict. -
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COMPREHENSIVE PLANNING

Région&] and. community comprehensive planning occur at the
Tocal level. This 1is the most 1mpprtant level of general
planning. Here the airport is considered not only in terms of
its impact on transportation but also in terms of its effect on

the Tocal economy, land use and environment. The airport should

‘be cdnsidered as part of ‘a total transportation plan to meet the

commuhity'é needg. Espeéia]]y imporfant in this respect is
access to the airport by road, -rail, and mass transit where
appropriate.

Within the land use element of the comprehensive plan, the

future plan should show the land needed for airport purposes and

designate uses for surrounding land that are compatible with the

airport. The general Tlocation and extent of designated uses
should be based on a forecast of demand for various types of
development and consideration of the likely charactéristics of
such development.

Various land use -regulations and policies can be adopted to

'promdte the land use plan identified in the:planning process.

Communities with comprehensive plans are more 1ike]y to be
successful in achieving land uses compatible with the local
airport. The comprehensive plan provides a legal basis for
airport land uses and community consensus in support of the

airport's operation.
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IMPLEMENTING LAND USE PLANS

Land use plans, whether for the entire community or the -
airport  vicinity, serve .as gquides to actions for plan
implementation and land use compatibility. Implementing actions

involves agreements by decision makers to support and cooperate

in the plan implementation through the municipality's budgetary

- and administrative policy.: Individual decisions made by

governind bodies in areas sucﬁ as land acquisition, inceﬁti}es gof
business and capital improvements also affect the plan,
Regulatory action 1is taken under the state's police power where
the state has delegated specffic powers to municipalities to
protect and promote the public health, safety, convenience and
general welfare. Regulatory actions such as zoning, bui]ding and
plat approval are useful tools in plan implementation.

LAND USE ZONING

| Zoning is the most commonly used form of land use control.

The purpose of zoning 1is to designate those areas 6f the

community most suitable for particular land uses. The desired

diéfribution of land uses in the'comprehenéive plan becomes the
basis for the zoning scheme.

LIMITATIONS ON ZONING

While zoning is useful in implementing land use plans, there
are some limitations which restrict the use of zoning for airport
protection. First, land must be zoned for some economic use,
unless it 1is public property for which the desired use is open

space or conservancy. Private property owners must be permitted
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some economic use of their land. Because tax assessments are
based on the highest and best use of land, pressure is placed on
zoning officials to zone land for its highest and best use. The
highest and best economic uses are not always the most compatible
land uses in terms of desirable community development. Again,
the best means to validate zoning for other than the highest and
pést use is %y prepahing a :community comprehensive plan a]oﬁg
with ok prio} to a zdhing plan. |

A reasonable demand should- exist for the ~permitted use of
zoned land. The demand does not have to exist at present but the
éapability of demonstrating that the demand will exist in the
future is necessary. For exampie, an industrial park is a
desired and compatible airport associated use; Land adjacent to
the airport may be zoned for industrial use if it can be shown
that the potential exists for an industrial park to develop.

The lack of existing or planned transportation facilities to
industrial zoned 1and, or the existence of excessive undeveloped
industrial.zoned propérty:in the community would not substantiate
the industriﬁ] use zoning. ; |

A second Timitation on the use of zoning is its Tlack 6f
retroactivity. Zoning 1is not a means to eliminate existing uses
that may not conform to the desired plan. Land with existing
uses may be rezoned to a more desirable use but the existing use
may continue as a nonconforming use.

Furthermore, zoning plans are 6n1y applicable in the

jurisdiction of the government adopting them. County ordinances
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do not apply to villages and cities within the county. Cities
and villages may zone the land within their boundaries. Zoning
for uses compatible with the airport must be done separately for
each governing body with Tland 1in the airport area. This
fragmented approacﬁ to zoning increases the difficulty of
implementing an airport land use plan throughvzoning;

Desp1te these: 11m1tat10ns, zoning provides. the most pos1t1ve
means to airport protect1on, next to property acqu1s1t1on." Care
must be taken in the drafting of zoning ordinances or amendments
to insure that they are legally valid. Help in drafting
ordinances may be obtained from local planners, zoning
administrators, legal counsel, and regional planning commissions.

AIRPORT BEAUTIFICATION

Beautification is not easily measured nor can 1t§ worth be
calculated with any degree of accuracy. However, nature is
beautiful and well planned and landscaping and buildings can be
functional as well as aesthetically p]easing. The visitor's
first impre;sion of the éirport is important to the communitx
attempting }o attréct new 1ndustry. The condition of the airport
is a good indicator of civic interest and support of community
affairs.

Airport beautification projects have been aesthetic and
functional benefits, Landscaping can prevent erosion and may
help to attenuate aircraft noise on the airport. A well planned
land  management program -can reduce building and ground

maintenance costs.
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The best airport layout and  engineering projects are ‘not

-apparent to the public, but good landscaping, architecture, and

overall cleanliness are apparent. It would, therefore, be in the
best interests of the 1local airport sponsor  to  consider
beautification as " part of the maintenance program. The airport

can also “be a source of recreation for both aviation and

. nonaviation segments of the community. Recreation facilities and

"aifplané> watchiﬁg“ are popuiar at many airport locations.
Beautification projects can be effective in the cultivation of
this interest and can do much to promote airports as a valued
community asset.

Beautification is generally the outgrowth of good planning
and land management., To be effective, begin airport beautifica-
tion with a plan of what is to be done and how it 1is to be
accomplished.f Preferably, thé plan should be the extension of a
community's overall beautification program orlvpért of a com-
munity's comprehensive land wuse plan. A planned beautification
program 7is reqommended,vbut it should not preclude indepgndeqt‘
airport beautification e}forté, provided they are well orgagized,
accomplished with adequate professional guidance, and in scale
with the airport.

ARCHITECTURE

Airport structures, especially terminal and administration
buildings, are focal points of afrport activity. These buildings
identify the airport, and are places where people experience the

activities of the airport. The condition of airport buildings,
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therefore, is often used by the public as a measure in judging
the condition of the entire airpoft; In the éonstruction of
airport bui]dfngs, it is often just as easy to erect attractive
buildings as it is to build something offensive.

Restoration of old airport buildings, including painting and
structural repairs, can improve the overall appearance of the
airpoft and ‘reduce maintenance costs. Exces%ive repairsi heat
1oss,‘insuranbe rafes, and other utility costs can be. prog}ammed
with other building improvements.

Improved_interiors of airport terminal and administrative
buildings wi]ﬁ also add to the amenities expecféd in such places
of public assembly. Clean furniture, restrooms and other Tounge

facilities are basic to any local building improvement program,
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CAPITAL IMPROVEMENT PROGRAM

This chapter addresses funding, cost estimates and capital
improvement programs. The capital programs for the five and ten
year periods. which follow in this chapter and which are
recommended to accommodate future aviation activity and déménds,
hawé been arranged with f]exibi]ity to meet financial Iﬁmifations
or éonstraihfs. J |

Each item must be. evaluated to meet economic feasibility and
to establish continuous stage construction of a complete: unit,
Stage construction of a runway, for example, can provide a usable
runway prior to the final completed runway. The nature of the
terrain of the airport places limitations on the - ideal
configuration of runway alignment and length. To overcome these
constraints, financial feasibility becomes the major considera-
tion. To «construct a cross wind runway may exceed the sponsor;s
financial limitations because of the excessive excavation and
ear;hwork. Considerable ‘excavation of rock will be necessary.
F.A;A. fundihg may}be available lif the project» ca; qﬁa]if}.
State funding is also available; use of local heavy equipment
may reduce the cost of earthwork substantially. In ~ the
development schedules which follow, work units will be presented
and each of these units must be evaluated from both a practical
and economic consideration to meet the community needs and the

time frame covered by this study.



Major decisions must carefully be analyzed during the first
five year period in order to avoid unnecessary future growth
capital expense. In order to assigt jn major capital improvement
decisions, estimated costs are prepared as shown in this chapter,
Figure 7-A "Short Term", Figure 7-B "Intermediate Term" and
Figure 7-C "Long Term". These should be studied for economic
feasibi]ity.

‘The first consideration in icapi;éJ decisio%s should be -
safety, followed by economic feagibility} Eaéh work unit mu;t be
studied to provide the best possible facility consistent with
airport requirements and financial ability to  meet these
requi}ements. |

Contained in this chapter are possible funding sources and
the pereentage available in federal funds as well as state funds.
It must be borne in mind that federal participation at present is
91.06% of eligible items. The Federal Airport Act expires in
1988, and it is possible that funding levels may be reduced. FAA

eligible items are shown in this chapter.
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WORK ITEMS FIGURE 7-A
SHORT TERM 1986-1990
1TEN | TOTAL  FAA STATE  LOCAL
I. LANDING AREA _
A. - LAND ‘ACQUISITION (4+ ACRES NORTH END) 124,000 112,915 5,542 5,543
II. OPERATION AREA
*A. AIRCRAFT APRON EXPANSION - 60,000 54,636 2,682 2,682
600' x 60' (4,000 sq. yds.)
B. TERMINAL AREA & TRANSIENT AIRCRAFT PARKING 54,000 49,172 2,414 2,414
270' x 120' (3,600 sq. yds.) '
C. ITINERANT RAMP 110' x 55' (678 sq. yds.) 10,170 9,261 454 455
*D. AIRPORT ACCESS ROAD, 230 L.F. - ©20,000  18;212 894 894
%E. SEAL COAT APRON, 200' X 870 - 120,000 18;212 894 894
F. RECONSTRUCT TAXIWAY TO APRON, 250' X 40° 18,000 16,391 805 804
#G. CONSTRUCT SECURITY FENCE, 1500 L.F. . 9,000 8,954 670 671
J H. CONSTRUCT SECURITY LIGHTING - 30,000 27,318 1,341 1,341
I. UTILITIES - WATER INC. 3 FIRE HYD. 16,600 15,116 742 742
J. UTILITIES - ELECTRICITY : | 3,000 0 0 0
K. UTILITIES - GAS | 7,800 0 0 0
L. UTILITIES - SEWER 5,000 0 0 0
M. UTILITIES - PHONE - 2,600 0 0 0
N. LANDSCAPING 10,000 0 0 0
0. TEE HANGARS (6) | . 72,000 0 0 0
b. TEE SHELTERS (10) o F 48,000 0 0 0
Q. CRASH RESCUE EQUIPMENT 50,000 45,530 2,235 2,235
ITT. SUPPORT FACILITIES
A. FBO AREA 1986 156,000 0 0 0
IV. NAVAIDS "
X A. INSTALL PAPIS 40,000 36,424 1,788 1,788
TOTALS 756,170 412,141 20,461 20,463

NOTE: ALL FIGURES ARE IN 1986 DOLLARS. DOES NOT INCLUDE ENGINEERING,

CONTINGENCIES OR ADMINISTRATIVE.
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WORK ITEMS
INTERMEDIATE TERM FIGURE 7-B

1991-1995

ITEM . TOTAL FAA 'STATE  LOCAL
I. LANDING AREA '

A. STRENGTHEN RUNWAY 12,500 LBS. 175,000 159,355 7,822 7,833
SINGLE WHEEL 'LOADING

B.  RUNWAY MARKING ) 3,000 2,732 1,341 1,341

~II. OPERATION AREA | .
A. EXPAND AIRCRAFT PARKING 76,800 69,934 3,433 3,433

APRONS 8,444 sq. yds.
B. CONSTRUCT T-HANGARS (6) 72,000 0 0 0
C. CONSTRUCT T-SHELTERS (10) 48,000 . | 0 0 0
D. EXPAND TERMINAL BUILDING * 0 o 0
E. SEAL COAT TAXIWAY | ZO,QOO 18,212 894 894

IIT. SUPPORT FACILITIES
A. EXPAND FBO AREA AS NEEDED * 0 0 . 0

B. DEVELOP COMMERCIAL AND * 0 0 0
INDUSTRIAL AREAS AS REQUIRED

IV. NAVAIDS

A.  NON DIRECTIONAL RADIO BEACON 40,000 36,424 1,788 1,788
(NDB)

TOTALS 434,800 286,657 15,278 15,289

* UNDETERMINED

NOTE: ALL FIGURES ARE IN 1986 DOLLARS. DOES NOT INCLUDE ENGINEERING,
CONTINGENCIES, OR ADMINISTRATION.
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FIGURE 7-C

WORK PROGRAM

LONG TERM 1996-2005

ITEM : TOTAL  FAA ~ STATE  LOCAL

I. LANDING AREA

A. OVERLAY TAXIWAY 4250' X 40° 75,000 _ 68,295 3,352 3,352

IT. OPERATION AREA

A. CONSTRUCT T-HANGARS (3) 35,000 0 0 0

B. CONSTRUCT T-SHELTERS (6) 24,000 0 0 0

C. EXPAND TERMINAL BUILDING * 0 0 0
AS NEEDED : :

IIT. SUPPORT FACILITIES
A. FBO's AS REQUIRED * 0 0 0

B. DEVELOP COMMERCIAL & * 0 0 0
INDUSTRIAL AREAS

TOTAL 134,000 68,295 3,352 3,352

* UNDETERMINED

NOTE: ALL FIGURES ARE IN 1986 DOLLARS. DOES NOT. INCLUDE ENGINEERING,
CONTINGENCIES OR ADMINISTRATIVE.
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AIRPORT OPERATIONS & MANAGEMENT

Airport management, airport service and daily operational
control is a frequent problem for many sm§11 general aviation
airports because of fiscal constraints.

An airport manager with staff is obviously the most

~desirable method for airport operations. fhis, however, is not

always possible since many small general aviation airports do not

- produce enough revenue to support this ‘-type of . airport

3'management.: In fact, many small airport§- do 'we11.to supply

adequate 1income for daily operational and maintenance expenses.

‘Outside sources of funding must be explored to provide funds for

capital improvement programs. Possible funding sources are
discussed later in this chabter. |

A1l of the above does not mean to imply, however, that an
airport be considered a liability to a community. On the
contrary, an airport contributes significantly to the stature and
economic growth of a community. It provides -an important

transportation and communication 1link to outside <cities.

~ Furthermore, it is an important facility for emergency purposes

including medical, disaster, and an oper communication line when

other lines of transportation or communication are closed.

In the absence of airport management, and in order to insure
that the airport is properly operated, maintained and that
improvement programs are implemented, it is advisable for the
owner through its appropriate governing body to create an Airport
Committee or Board (usually 5 members) familiar with airport

operation and aviation requirements. The committee should be
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gmpowered with proper authority through formal action to prepare
rd]es and regulations, and to establish fees, capital improvement
programs and operational procedures for the airport. This must
be done in the form of an Advisory Committee to the appropriate
governing body. The committee must be given enough latitude to
operate freeiy from interference and with enough freedom to
inspire a meaningful program and a sp%rit of commuhity service.
Committee meﬁbers should possess an interest. in aviatién and
conﬁ{nued prémotion of aviation. Hoho%ary éémberShip for this
purpose alone should be avoided.

An Airport Committee can relieve a City Counci] or a County
Board of Supervisors from the many trivial day-to-day annoyances
and problems which are inherent in the dai]y airport operational
procedures., Additionally, the committee should propose short and
long term programs to insure orderly airport growth. All fiscal
responsibility and decisions must, of course, remain with the
governing body.

Committée members should meet regularly and all requests for
airport servjces, businesses, fees, operational procgdure§,
grie;ances and capital improvement programs should be referred to
the committee for their recommendations to the appropriate
governing body. Minutes of meetings should be recorded by the
secretary.

In the absense of an airport staff, committee management of

an airport provides the best controls in airport management and

operation. It is also the least costly to the owner.
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In order to{ pyovide daily service at the airport, the

Airport Committee or the appropriate governing body can select a
Fixed Base:Operator (FBO) to provide airport services and manage
the airport on a daily basis. Certain operating concessions can
be given in lieu of a salary. In some cases a salary-consession
arrangemenf is advisable. For federa]ly funded projects, any
monopoly of concessions must be avoided.  An airport committee
can be effect1ve in th1s type of a1rport management

If con51stent w1th local po]1cy, an a1rport fund should be
established, and all money received from airport income or other
aviation sources should be deposited in the airport fund. This
may 1nsﬁre' available funds when needed for airport requirements.

The airport is a gateway to the community;which it serves.
To function properly it should be attractively maintained and
should offer efficient basic services.

A. Essential services to visiting aircraft should include
fuel étorage and adequate tiedown space. Minor flight
line repair should be avaf]ab]e and a public telephone
should be installed.

é. Aéasicftconveniences sho&]d inciude a. waiting room,
restroom, telephone, and perhaps a snack bar or snack
dispensing machine.

C. Flight services should include air taxi (charter)
aircraft and engine repair, and flight training to meet
the Tocal demand.

The fdnctions should be performed by private enterprise.

This brings wup the alternative of leasing the entire facility to
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private enterprisé. This alternative in many cases provided the
best possible alternative to airport management and operation as
well as providing the greatest economic benefit to both vthe
community and the Jocal government. A greater latitude of
economic development, both commercial and industrial, can be
achieved through this alternative. In addition, this relieves
the local governmenf of the many day-to-day problems of airport
operation that frequgnt]y;%gceiye 1itile or no;attention until a
major problem deve]bp;. . ‘
FINANCING

Developing a sound financing program is an essential e]ement
in the programming of the Capital Improvement Phase of Airport
Development. Planning the elements of>airport design and capital
programs, the feasibility of airport improvements and the
implementation of a plan is useless unless adequate financing in
the proper time frame, to accomplish the proposed development,
can be attained. In addition, recémmended programs which are so
sophisticated to exceed the owner's -ability to finance, are
equally useless. Frequently, capital jmproyement programs which
lexceed the owner's financial ability are récomméﬁded.~ Often
those things which are desirable, we sometimes cannot afford. It
then becomes necessary to establish programs which are within the
financial Timitation of the owner. The improvement programs
contained within this study are believed to be within the
financial capability of the owner if properly planned and

programmed.
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SOURCE OF FUNDS

Funds for airport development are available from several
sources. They may be acquired singularly or in combinations.
There are three established sources of airport funding and
frequently, federal agencies are . created which, from time to
time, can provide fundTng on a limited and temporary basis.
Airport funds are avqiTabTe on an annual basis from the FEDERAL
AVIATION ADMINISTRATIO@._ Fqndingfﬁrom this source is available
to the states on a state a]loéation basis for consiructfon of
runway, taxiways, airckaft aprons, land acquisitibns, altera-
tions, fire fighting,  crash rescue vehicles, air navigation
equipment, fencing, eté. The sponsor or his airport " consultant
can determine which airport items are eligible for federal
funding. Federal funding for public airports must be on the

National Airport System Plan (NASP).

THE ARIZONA DEPT. OF TRANSPORTATION, AERONAUTICS DIVISION

Funds are available through this agency in combination with
federal funding or without federal funding. Frequently, projects
not eligible for ;federal  funding may be funQed by this agency.
Furthermore, inc]ugion-in tﬁe NASP is not a 'requiréhent. ‘The
current level of funding may be acquired from the Aeronautics
Division of ADOT or through the airport consultant.

GENERAL FUND

In the absense of an airport fund, sponsors may appropriate
public funds for airpoft expenditures from the general fund.
Because of the competition with other government services,

general fund money becomes difficult to attain.
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COUNTY FUNDS

In some instances, county funds may be appropriated from the
general fund or other sources -for airports, This is an
appropriate source of funds since the county benefits from the

airports.

REVENUE OF GENERAL OBLIGATION BONDS

This type of fundiné is usually Timiteq to large airports
which produce considerap]e révenue and; therefofe, is not{
recommended since it may'dilutek£he City's Borrowing? margfn for
other projects.

PRIVATE FUNDS

Donations are frequently available and should be deposited
to the aviation fund.
TAXES

A tax may be levied directly to finance an airport. This is

consistent with Arizona law.
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SLJMMARY AND CONCLUSIONS

The Cottonwood Airport has served the Verde Valley area
si nce 4ear1y in the 1940's, After the closure of the mining
ac tivities at Jerome and Clarkdale, the area was economically
de pressed, and the airport became a low priority item.

In re_zcentiyears, Cottonwood and the surrounding communities
we re '‘rediscovered" as a Ehaven for a .retirement life. The good
c1 imate, surrounding mountains and small town atmosphere were
appealing. As a result, the surrounding communities have
undergone an uhprecedented growth and continues to grow as a
retirement area,

In a brief span of years, the population has more than
tripled exceeding 21,000, It is difficult to estimate the Tlimit
of the present growth pattern. One fact, however, is certain -

the commercial, industrial and services have not kept pace with

population growth. As a result, commercial and industrial

development is taking place.. Extensive airport improvement

becomes a priority item. Airéfaft actfvi%y at the aifport is
difficult to forecast simply because, the greater portion of the
population growth, being retirees, are not airplane owners.
However, that isegment of industrial, commercial and service
industries are high potential users of aircraft and the forecast
numbers used in this report, using established forecast methods,
could be Tow. -Industrial growth is already in progress on the.

airport. In any event considerable work should be accomplished
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during the short term period (1986-1990) in order to bring the

airport up to its fullest utilization to accommodate the already:

apparent growth pattern.

Aircraft parking areas, both local and transient could
become critical. Access roads, terminal or operational areas are
needed. |

The short term capital progfamér?presentsAthe most préssing

neéds. It is flexible and the work items should be undertaken

“when the requirement becomes appareht. A close study of the

short term capital program is recommended in order to establish
priorities early in the capita]"prqéram and commensuerate with
financial constraints,

The existing airport boundary cannot be extended because of
terrain limitations, and all available land use should be planned

and utilized prudently as the present growth trend continues.
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