

Ordinance No. PA 1380 / In the Matter of the Eugene-Springfield Metropolitan Area General Plan to Adopt Amendments to the 
Eugene Airport Master Plan, and Adopting Savings and Severability Clauses. (File No. 509-PA19-05770) (Applicant: City of 
Eugene) 


BEFORE THE BOARD OF COMMISSIONERS OF LANE COUNTY, OREGON 


ORDINANCE NO:  PA 1380 In the Matter of the Eugene-Springfield 
Metropolitan Area General Plan to Adopt 
Amendments to the Eugene Airport Master 
Plan, and Adopting Savings and Severability 
Clauses. (File No. 509-PA19-05770) 
(Applicant: City of Eugene) 


WHEREAS, on October 24, 1990, the Board of County Commissioners of Lane County 
enacted Ordinance No. PA 986 adopting the Eugene Airport Master Plan as a refinement to the 
Transportation Element of the Eugene-Springfield Metropolitan Area General Plan (Metro Plan); 
and 


WHEREAS, on May 6, 1993, the Board of County Commissioners of Lane County enacted 
Ordinance No. PA 1043 amending the Metro Plan diagram and Lane County zoning of specific 
properties according to the 1990 Eugene Airport Master Plan; and 


WHEREAS, on December 9, 1998, the Board of County Commissioners of Lane County 
enacted Ordinance No. PA 1124 amending the Metro Plan Diagram, Airport Master Plan On-
Airport Land Use diagram, and Lane County zoning of specific properties to provide for further 
expansion of air cargo facilities at the airport; and 


WHEREAS, on March 8, 2000, the Board of County Commissioners of Lane County 
enacted Ordinance No. 1145 adopting an update to the Eugene Airport Master Plan, amending 
the Metro Plan diagram and Lane County zoning maps and amending The Eugene-Springfield 
Metropolitan Area Transportation Plan (TransPlan) and Public Facilities Plan; and  


WHEREAS, on September 28, 2010, the Board of County Commissioners of Lane County 
enacted Ordinance No. 1273 adopting an update to the Eugene Airport Master Plan, amending 
the Transportation Element of the Eugene-Springfield Metropolitan Area General Plan (Metro 
Plan); and  


WHEREAS, Chapter IV of the Eugene-Springfield Metropolitan Area General Plan (Metro 
Plan) sets forth procedures for adoption and amendment of refinement plans to the Metro Plan, 
which are implemented by the provisions of Lane Code 12.225; and  


WHEREAS, a joint public hearing of the Eugene and Lane County Planning Commissions 
was held on November 19, 2019, to accept testimony and evidence entered into the record of this 
matter and following the hearing the Lane County Planning Commission forwarded a 
recommendation of approval to the Board to adopt the Eugene Airport Master Plan update; and 


WHEREAS, the Board of County Commissioners of Lane County held a first reading of 
Ordinance No. PA 1380 on September 1, 2020; and 


WHEREAS, the Lane County Board of Commissioners and Eugene City Council 
conducted a joint public hearing on this amendment on September 16, 2020, and the Board is 
now ready to take action based upon the above recommendation and evidence and testimony 
already in the record as well as the evidence and testimony presented at the joint elected officials 
public hearing; and 
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WHEREAS, substantial evidence exists within the record demonstrating that the proposal 
meets the requirements of the Metro Plan, of Lane Code Chapter 12, and of applicable state and 
local law. 


NOW, THEREFORE, the Board of County Commissioners of Lane County ORDAINS as 
follows:  


1. The Eugene Airport Master Plan set forth in Exhibit A attached hereto and
incorporated herein, is hereby adopted to supersede and replace the previous
Eugene Airport Master Plan adopted as a refinement plan to the Transportation
Element of the Eugene-Springfield Metropolitan Area General Plan (Metro Plan)
by Ordinance No. PA1273.


FURTHER, although not a part of this Ordinance, the Board of County Commissioners 
adopts Findings as set forth in Exhibit “B” attached and incorporated here by this reference, in 
support of this action. 


The prior version of the Eugene Airport Master Plan superseded and replaced by this 
Ordinance remains in full force and effect to authorize prosecution of persons in violation thereof 
prior to the effective date of this Ordinance.  


If any section, subsection, sentence, clause, phrase or portion of this Ordinance is for any 
reason held invalid or unconstitutional by any court of competent jurisdiction, such portion shall 
be deemed a separate, distinct and independent provision, and such holding shall not affect the 
validity of the remaining portions hereof. 


ENACTED this ___ day of_________________, 2020 


________________________________________ 
Heather Buch, Chair 
Lane County Board of Commissioners 


_________________________________________ 
Recording Secretary for this Meeting of the Board 


20th October
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The preparation of this document may have been supported, in part, through federally obligated 
funds as provided under Title 49 U.S.C., Section 47104. The contents of this report reflect the 
views of the Eugene Airport and the consultants, RS&H, Inc., and do not necessarily reflect the 
views or the policy of the FAA and the Oregon Department of Aviation. Acceptance of this report 
by the FAA and the Oregon Department of Aviation does not in any way constitute commitment 
on the part of the United States to participate in any development depicted herein nor does it 
indicate that the proposed development is environmentally acceptable or would have justification 
in accordance with applicable public laws. 
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 INTRODUCTION 
The Federal Aviation Administration (FAA) Advisory Circular (AC) 150/5070-6B Change 2, Airport Master  
Plans, outlines the necessary steps in the development of an airport master plan. The initial step in 
documenting the master planning process is the identification of existing conditions at an airport.  
This involves the collection of data pertinent to an airport and the area it serves. The objective of the 
existing condition task for the Eugene Airport (Mahlon Sweet Field) is to provide background information 
for subsequent phases of analysis. In addition, a survey of tenants’ facilities and plans was conducted 
during on-site interviews. A glossary of terms used throughout this master plan is provided in      
Appendix A, Glossary. 
 
The development of a master plan for Eugene Airport (also referred to as EUG or Airport in this 
document) requires the collection and evaluation of data relating to the Airport and the surrounding area. 
This information was obtained through the following process over the course of several months at the 
onset of the project: 


» On-site investigations of the Airport 


» Interviews with airport management, airport users/stakeholders, and air traffic control tower staff 
and other tenants 


» The collection and analysis of previous reports and studies 
 
This master plan will replace the 2006 Eugene Airport Master Plan Update, and other previous master plans 
such as those conducted in 1990 and 2000. Additionally, other plans will be incorporated into this study, 
including the Airport’s most recent stormwater and waste water management plans, and numerous 
regional plans which are detailed in Section 1.12.3, Coordination with Existing and Regional 
Community Plans.  


 HISTORIC CONTEXT AND BACKGROUND 
The City of Eugene and the surrounding area has a rich history of aviation that runs through the 
community. Nearly 100 years ago, in 1919, the Eugene Air Park was established, marking the city’s first 
municipal airport. The Eugene Air Park was located on Chambers Street, marking the first time an airport 
was owned by a municipality anywhere on the West Coast. As the Eugene Air Park attracted more people, 
aircraft and businesses, the need came for a larger, more modern airport. One man in particular, who 
became known locally as the “father of aviation”, Mahlon Sweet, was very attracted by the idea of a new 
airport. Sweet was a local business man, and was the one who convinced Eugene city officials to make the 
new airport a reality. On May 1st 1943, the airport was dedicated to him with the name Mahlon Sweet 
Field. That same year, United Airlines initiated their first commercial service flight out of Eugene using a 
DC-3 aircraft. Thirteen years later, the Eugene Air Park was closed and the last of the remaining general 
aviation facilities were transferred to the new Mahlon Sweet Field. 
 
In 1964, a new terminal building was built to replace the original United Airlines terminal in order to 
accommodate increasing passenger demand. The old United Airlines terminal is, however, still in use as an 
aviation training center by Lane Aviation Academy. In addition to the terminal replacement, the airfield 
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was upgraded to handle new jet aircraft which were increasing in use. In the early 1980s, Eugene Airport 
experienced a rapid increase in activity levels. In response to this increase, an airport improvement 
program was put into place which included the expansion and modernization of the new terminal, a new 
air traffic control tower facility, a new automobile parking facility, and an extensive landside landscaping 
project. The improvement program greatly enhanced airport facilities and, in turn, increased safety, 
capacity, operational efficiency, and the overall image of the Airport. 
 
Over the past two decades, Mahlon Sweet Field has continued to develop and grow. Some of the most 
notable growth experienced includes the construction of a secondary 6,000 foot long parallel runway, an 
instrument landing system (ILS) upgrade for Runway 16R-34L from a Category I to a Category III, and the 
installation of an ILS system for Runway 16L-34R. Additionally, Mahlon Sweet Field is currently undergoing 
a $16.8 million dollar terminal expansion. Once completed, this expansion will add close to 13,000 square 
feet to the existing facility, along with a renovation to the existing space.  
 
Figure 1-1 details the Airport’s history from inception to today. Included is an account of the various 
airlines that began commercial service at Eugene. 
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Source: Airport Data Collection, 2016 


FIGURE 1-1 
HISTORICAL TIMELINE 
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 Ownership, Management, and Oversight 
The Eugene Airport is owned and operated by the City of Eugene. The airport manager and airport staff 
oversee day-to-day operations under the direction of the Eugene City Council, and are advised by a nine 
member Airport Advisory Committee. The Advisory Committee provides a citizen perspective for Airport 
staff, as well as providing review of airport capital improvement projects, environmental issues, air service 
development, changes to airport administration policy, and airport finances. Members of the Advisory 
Committee are appointed to an initial three year term, and can be reappointed up to three terms. 


 AIRPORT SETTING AND ROLE 
Eugene Airport is a small-hub airport, the second largest in the state of Oregon, located in the middle of 
the state along the I-5 highway corridor, 10 miles northwest of the City of Eugene business district.  
Figure 1-2 shows the regional location of Eugene Airport relative to roadway connections and the City of 
Eugene’s urban areas. 
 
FIGURE 1-2 
EUGENE AIRPORT REGIONAL LOCATION 


 
Prepared by: RS&H, 2016 
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Eugene Airport is a vital transportation link in the community boasting ease of access for commercial 
passengers as well as supporting cargo, military, general aviation, and student operations. The City of 
Eugene and the Airport sit within Lane County at the southern end of the Willamette River Valley. The 
Airport’s service area extends in an approximately 60 mile radius1 and includes Lane, Benton, Douglas, 
Lincoln, and Linn Counties. Figure 1-3 illustrates the Airport’s location and the relative location of other 
commercial service airports in the State of Oregon.  
 


FIGURE 1-3 
EUGENE AIRPORT LOCATION IN OREGON 


 
Prepared by: RS&H, 2016 


 Airport Role 
The Airport plays an important role within the local and national aviation system. It serves both 
commercial passengers and general aviation users, and accommodates a myriad of operation types. 


1.3.1.1 Commercial Passenger Service 
The FAA has identified in the National Plan of Integrated Airport Systems (NPIAS) approximately 3,400 
airports in the United States that are significant to national air transportation and are eligible to receive 
Federal grants under the Airport Improvement Program (AIP). Eugene Airport is currently listed as a Small-
Hub Primary commercial service airport within the NPIAS. Small Hub airports are defined as airports that 
                                                      
1 More detail regarding the EUG catchment area can be found in Chapter 2, Aviation Demand Forecasts. 







I N V E N T O R Y  O F  E X I S T I N G  C O N D I T I O N S  
 


 
EUGENE AIRPORT MASTER PLAN 1-6 


enplane 0.05 percent to 0.25 percent of total U.S. passenger enplanements. According to the “Oregon 
Aviation Plan 2007 with Updates,” EUG is listed as a Category I – Commercial Service airport, meaning the 
airport accommodates scheduled major and regional commercial air carrier service. Lastly, the Airport is in 
region two of the Connect Oregon program. The program is a lottery-backed bond initiative to invest in 
developing the various transportation systems.  
 
The Airport holds an FAA issued 14 CFR Part 139 Airport Certification, which is required for airports 
serving scheduled air carrier operations. There are four different classes of airports under Part 139 which 
differ in the type of commercial aircraft they can serve. EUG is a Class I airport, which allows it to serve 
scheduled large (30+ seats) and small (10-30 seats), and unscheduled large air carrier aircraft. 
 
Currently, Alaska Airlines, Allegiant Air, American Airlines, Delta Air Lines, and United Airlines serve the 
EUG market. These airlines use a mix of regional jets such as the Embraer E175 and medium sized 
passenger jets such as the Airbus A319 and Boeing 737. Allegiant also uses MD-80 aircraft on some of 
their flights. 
 
Airport businesses on the airfield also accommodate private and charter aircraft used by sports teams, 
military, cargo, and private corporations and individuals. Aircraft for these operations range greatly in size, 
reaching as large as the Boeing 747. Many of these operations require Transportation Security 
Administration (TSA) security procedures under CFR 49 Part 1542. This requires that TSA officers screen 
passengers and that a Security Identification Display Area (SIDA) be active around where aircraft ground 
operations take place. The existing cargo area has a SIDA and is used during the majority of those types 
of operations. 


1.3.1.2 General Aviation 
The Airport serves a wide variety of general aviation aircraft users including aviation hobbyists, flight 
training, and private businesses. The Airport has approximately 200 based aircraft. The Oregon Wing Civil 
Air Patrol, Lane Community College Aviation Academy, and the Oregon Air and Space Museum are 
located on the airfield. Additionally, the Airport is home for an active community of experimental aircraft 
owners. 


1.3.1.3 Adjacent Airports and Services 
One important element when detailing the issues and existing conditions at an airport is the examination 
of neighboring airports and the services they offer. Understanding the services offered at surrounding 
airports aids in understanding how Eugene Airport fits into the local aviation system. 
 
There are five NPIAS general aviation airports within an hour drive from EUG. Table 1-1 lists those 
airports along with their role within the FAA NPIAS, based aircraft numbers, and drive time from Eugene 
Airport. These five airports all have sizable amounts of based aircraft, which is an indicator of a robust 
general aviation community in the Willamette Valley. Corvallis Municipal Airport is the most similar in 
regard to facilities to EUG, however it is not a Part 139 certificated airport and does not accommodate 
commercial service. Portland International Airport is approximately two hours and fifteen minutes north of 
EUG by car, and is the closest commercial service airport in terms of drive time. 
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 Meteorological Conditions 
A review of the prevailing meteorological conditions is necessary to assist in the evaluation of aircraft 
performance characteristics. Temperature, precipitation, winds, visibility, and cloud ceiling heights are 
elements used to analyze an area’s climate for airport planning purposes. 
 
Eugene is situated between the Coast Mountain Range to the west and the Cascade Mountain Range to 
the east. The configuration of these ranges creates a typically moderate climate with moderate rainfall for 
the region. Approximately 90 percent of the annual rainfall occurs between October and May. On average, 
only four days per year in Eugene have measurable snowfall. All other precipitation is in the form of rain. 
During the winter months, it is not uncommon that warmer rain falls though a lower sub-freezing layer of 
cold artic air that has entered from the Columbia River Gorge. This condition creates freezing rain and/or 
sleet conditions. On average, between 1952 and 2012, the Airport has experienced 59.7 days per year 
where dense fog (defined as visibility of ¼ of a mile or less) was experienced. 
 
Overall, Eugene typically receives 50 to 70 inches of annual precipitation. Temperatures during cooler 
months normally have highs of 40 and 50 degrees Fahrenheit with lows in the 20s to 30s.  Summer time 
highs are usually in the 80s to low 90s. Temperatures above 100 degrees occur infrequently, but are 
possible in July and August. On average the hottest month of the year is August with an average 
maximum temperature of 82.8 degrees, and the coldest month is December with average minimum 
temperature of 33.8 degrees2. 


 AIRFIELD FACILITIES 
This section provides an inventory of Airport airside facilities, which includes the runway and taxiway 
systems as well as apron. Additionally, this section will discuss airfield hot spots, existing pavement 
condition, navigational aids, and lighting. Figure 1-4 provides a graphical depiction of the primary airfield 
facilities locations.  


                                                      
2 National Oceanic and Atmospheric Administration, National Weather Service, Portland Office 


Identifier Airport Town
Primary 
Runway 
Length


Pavement Instrument 
Approaches


NPIAS       
Role


Based 
Aircraft


Drive Time 
from EUG


RBG Roseburg Regional Roseburg 5,003' Asphalt RNAV, VOR Regional 92 68 minutes


77S Hobby Field Creswell 3,102' Asphalt None Local 126 27 minutes


61S Cottage Grove State Cottage 
Grove 3,188' Asphalt None Local 47 33 minutes


CVO Corvallis Municipal Corvallis 5,900' Asphalt / 
Grooved


ILS, RNAV, 
VOR/DME Regional 152 39 minutes


S30 Lebanon State Lebanon 2,877' Asphalt None Local 54 51 minutes


S12 Albany Municipal Albany 3,004' Asphalt GPS, 
VOR/DME Local 52 52 minutes


Source: FAA 5010, Airnav.com, Google Maps


TABLE 1-1 
AIRPORTS WITHIN ONE HOUR OF EUGENE AIRPORT 
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Prepared By: RS&H 2016,  
Note: Scale is for graphical representation only.  


FIGURE 1-4 
AIRPORT FACILITIES 
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 Runway System 
The Airport’s runway system consists of a pair of parallel runways, with north-south orientations. Both 
runways have a grooved asphalt surface, are equipped with a high intensity runway lighting (HIRL) 
systems, and have precision runway markings.  
 
The primary runway, Runway 16R-34L, is 8,009 feet long by 150 feet wide. This runway is designed to 
accommodate D-III aircraft, meaning the runway can accommodate aircraft with a wingspan up to 118 
feet, and an approach speed of up to 165 knots. This runway serves as the primary runway for air carrier 
operations, and has a multitude of instrument approaches.   
 
The secondary runway, Runway 16L-34R is 6,000 feet long and is 150 feet wide. The runway was added to 
the Airport system in 2005.  This runway is designed to accommodate the same aircraft as the primary 
runway, but is primarily used by the general aviation fleet based at EUG, especially those performing 
training operations. The primary runway is often used for the initial takeoff and the final landing as a way 
to decrease taxiing times for general aviation aircraft, and the secondary runway used for touch-and-go 
operations.  
 
The two parallel runways have a separation distance of 4,300 feet. This separation distance allows air 
traffic control (ATC) to operate the runways simultaneously without intersecting flight patterns. Runway 
34L and Runway 16L, both have a standard left hand traffic pattern, while Runway 34R and 16R both have 
a standard right hand traffic pattern to avoid aircraft conflicts. Both runways have runway distance 
remaining signs. A complete summary of the runway systems is detailed in Table 1-2. 
 
TABLE 1-2 
RUNWAY SYSTEMS 


 
 
 


Runway 16R-34L 16L-34R


Orientation SSE-NNW SSE-NNW
Length (feet) 8,009' 6,000'
Width (feet) 150' 150'


Aircraft Approach Category D D
Design Group III III


Surface Type Grooved Asphalt Grooved Asphalt
Weight Capacity SW- 75,000 SW- 105,000


DW- 200,000 DW- 175,000
DT - 400,000 DT - 240,000


Markings Precision Precision
Lighting HIRL HIRL


Distance Remaining Signs Yes Yes
  Source: FAA 5010 Master Record, Airport Records, Prepared by RS&H, 2016
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 Taxiway System 
Eugene Airport has four main taxiway systems. The airfield has two full parallel taxiways. Taxiway A, on the 
west side of the airfield, serves Runway 16R-34L with nine connector taxiways. Taxiway B, on the east side 
of the airfield, serves as the parallel taxiway for Runway 16L-34R with four taxiway connectors. Taxiway C 
is a mid-field taxiway that allows aircraft to transition from one side of the airfield to the other. Taxiway M 
is a partial mid-field taxiway and parallels Taxiway C. Table 1-3 summarizes the complete taxiway system 
at Eugene. 
 
TABLE 1-3 
TAXIWAY SYSTEMS 


 


 Pavement  
The Airport’s paved airfield surfaces total roughly 906,300 square yards (187 acres), with pavement 
conditions ranging from excellent to very poor. The Airport conducts PCI (pavement condition index) 
surveys every few years with the most recent survey having been performed in September 2014. The 
runway, taxiway, and apron pavement conditions resulting from the PCI inspection are illustrated in 
Figure 1-5. 
 
The PCI is a visual analysis of the existing pavement surface conditions and serves as the baseline for 
progressive five-year PCI projections. PCI values range from 0, representing pavement that has failed and 
is no longer usable, to 100, which represent new pavement in pristine condition. The PCI values are further 
broken-down into a numeric index indicating the type of pavement repair anticipated; including 
reconstruction (0 to 25), major rehabilitation (25 to 55), or preventative maintenance (55 to 100). 
Runway 16L-34R is made of asphalt construction and is in good condition except for the blast pads 
beyond the runway ends, which are in fair condition. 


Taxiway Designator Width (feet) Type


   "A"1 75' Parallel for Rwy 16R-34L
"B" 75' Parallel for RWY 16L-34R
"C" 75' Mid-Field Taxiway
"D" 75' Angled Connector
"E" 75' Apron Connector
"F" 75' Angled Apron Connector
"G" 75' Angled Apron Connector
"H" 50' Apron Connector
"J" 80' Apron Connector
"K" 50' Mid-Field Angled Taxiway
"L" 80' Apron Connector
"M" 75' Mid-Field Taxiway
"N" 85' Connector
"P" 75' Mid-Field Angled Taxiway
"R" 75' Apron Connector


Source: Airport Data Collection, Prepared by RS&H, 2016


Note: (1) - A9 Connector is 110' wide, A8 Connector is 85' wide, A1 and A2 Connectors are 90' wide.
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Runway 16R-34L is made of asphalt construction and is in satisfactory condition on the northern two 
thirds of the runway. The southern third is satisfactory on the edges, and the center is fair. The northern 
blast pad is in satisfactory condition, and the southern is in good condition. 
 
The aprons, which have both concrete and asphalt construction, range from good to very poor condition, 
dependent upon the pavement section. 
 
As this narrative was being written, the south half of Taxiway A that is noted as poor pavement condition, 
was in the design phase of being rehabilitated. 
 
FIGURE 1-5 
PAVEMENT CONDITIONS 


Source: 2014 Pavement Management Program Update – Eugene Airport, Pavement Consultants Inc., 2014 


 


 Airfield Hot Spots 
The FAA has defined specific locations on airports as hot spots to help alert airport users of those areas 
that are confusing and have a history of potential collision risk or runway incursion. Eugene Airport has 
one designated hot spot at the intersections of Taxiways A/A8 and A/A93 as shown in Figure 1-6. This hot 
spot is listed because pilots taxiing to Runway 34L on Taxiway A often miss the right turn at A8 or A9 and 


                                                      
3 Update –Taxiway A South project, completed in 2018, resolved the A8/A9 “Hotspot 1” issue. 
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then continue onward toward the cargo apron. The configuration of the taxiways in this area will be 
further assessed in the Facility Requirements and Alternatives chapters of this master plan. 
 


Source: Federal Aviation Administration Airport Diagram, Prepared by RS&H, 2016 


 Navigational Aids and Lighting 
Navigational aids and lighting, often referred to as NAVAIDS include visual aids, electronic aids, and 
meteorological aids. EUG features all three types of aids which are detailed in the following sections. 


1.4.5.1 Visual Aids 
Visual aids and airfield lighting are necessary to facilitate flight operations and enhance safety during 
periods of inclement weather and/or darkness by providing guidance to pilots in the air and on the 
ground. Visual aids at EUG are listed in Table 1-4. In addition to those listed, the Airport has a rotating 
beacon, and lighted wind cones near each runway end as well as adjacent to the commercial apron.  


1.4.5.2 Electronic Aids 
Electronic Aids include devices and equipment used for aircraft instrument approaches, which are listed in 
Table 1-4.  Some approaches rely on Very High Frequency Omni-Directional Range (VOR), which is a 
ground-based facility that transmits high frequency radio signals 360 degrees in azimuth from the station. 
These signals help the pilot turn at a given point above the ground or fly along a radial to/from the 
station. There is one VOR station on the Airport named “Eugene VORTAC.” which is a combination VOR 
and tactical air navigation system, or TACAN, which also provides omnidirectional azimuth bearing 
information for military aircraft. The VORTAC is placed west of Runway 16R-34L. 
 
The Eugene VORTAC includes Distance Measuring Equipment (DME) which allows pilots to determine 
their distance from a land-based transponder. TACANs are generally more accurate than a combined 


FIGURE 1-6 
FAA AIRPORT DIAGRAM 







I N V E N T O R Y  O F  E X I S T I N G  C O N D I T I O N S  
 


EUGENE AIRPORT MASTER PLAN 1-13 


VOR/DME, but they can also be used with VOR and DME facilities. Runways 16R and 16L both feature 
Instrument Landing Systems (ILS), which is an approach path that provides horizontal and vertical 
alignment for an aircraft on final approach. Guidance information is provided through the combination of 
a localizer and a glide slope. Localizers provide horizontal runway centerline guidance whereas glide 
slopes provide vertical guidance. The Airport’s RNAV and GPS approaches rely on Global Positioning 
System (GPS). GPS is a space-based satellite system that provides position and time information. GPS 
satellites are owned by the United States Government and controlled by the Department of Defense. 
 
The Airport also features Runway Visual Range (RVR) equipment on Runway 16R-34L. This system consists 
of three sensors, one on each end of the runway and one in the center, which work to determine real-time 
visibility conditions. Additionally, to support the FAA Terminal Radar Approach Control Facility (TRACON) 
that is combined with the Airport Traffic Control Tower facility, an Airport Surveillance Radar (ASR) is 
stationed to the north of the Eugene VORTAC. The ASR is used by FAA air traffic controllers to track 
aircraft moving through the airspace they are controlling. 


1.4.5.3 Meteorological Aids 
Meteorological aids at the Airport consist of an Automated Surface Observing Station (ASOS), which was 
installed on September 1st, 1995. The ASOS provides real time weather updates to air traffic control 
personnel and pilots, as well as recording data used by the National Weather Service. Additionally, the 
airport has a Runway Weather Information System (RWIS) which provides real time data used by Airport 
operations personnel.  
 
TABLE 1-4 
VISUAL AIDS AND ELECTRONIC AIDS 


 
 


16R 34L 16L 34R


Visual Aids


Lighting System HIRL HIRL HIRL HIRL


Approach Lighting ALSF-II ODALS MALSR REIL


Touchdown Zone Lighting yes no no no


Visual Slope Indicator PAPI VASI PAPI PAPI


Runway Markings Precision Precision Precision Precision


RWY Centerline Lights yes yes no no


Electronic Aids (Approaches)


ILS or LOC DME yes no yes no


ILS CAT II-III yes no no no


RNAV RNP yes yes yes yes


RNAV GPS yes yes yes yes


VOR/DME yes yes no no


Primary Runway Parallel Runway


Source: FAA Chart Supplements, FAA.gov, Prepared by RS&H, 2016
Notes: ALSF-II = High intensity approach light system with sequenced flashers, MALSR = Medium intensity approach light system with runway 
alignment indicator lights, ODALS = Omnidirectional approach light system, PAPI = Precision approach path indicator, VASI = Visual 
approach slope indicator, REIL = Runway end identifier lights, RVR = Runway visual range is used for determining airfield visibility for all 
precision approaches. 
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 AIRSPACE 
This section contains a brief summary of the airspace surrounding Eugene Airport, the responsibilities of 
various air traffic control facilities, and limitations imposed on the flight paths of individual aircraft by the 
geography and surrounding airspace. In addition, it describes the preferred runway uses, aircraft 
approaches and departures, special air traffic rules, and noise mitigation strategies. 


 Airport Traffic Control Procedures 
The FAA controls airspace through several layers of air traffic control facilities. Generally speaking, the 
Seattle Air Route Traffic Control Center handles aircraft during the en route phase of flight. The Cascade 
TRACON facility, co-located with the Eugene Airport Traffic Control Tower (ATCT), handles both arriving 
aircraft during their initial descent toward the airport, and departing traffic after they clear the airport 
traffic pattern. The ATCT is responsible for aircraft making their final approach before landing, ground 
operations, takeoff, and initial climb. 
Figure 1-7 depicts the airspace surrounding the Airport. In the immediate five mile vicinity of the Airport, 
there is one private field located to the northeast. East of the Airport there is one special use airspace 
(SUA) named the Dolphin North Military Operating Area (MOA). An MOA is airspace where military 
operations are conducted frequently enough that a special designation is justified to ensure non-military 
pilots are aware of the potential for military aircraft activity. 
 
The Airport itself lies within Class D airspace when the ATCT is operational between the hours of 6:00 a.m. 
and 11:30 p.m. Class D airspace is designated when an ATCT facility is providing air traffic services prior to 
entering the airspace. The Class D airspace extends from the surface up to 2,500 feet above the airport 
elevation. When the ATCT is closed, the airspace converts to Class E. When Class E airspace is in effect, 
pilots and vehicle operators that are approved to operate in the movement area will state their intentions 
on the common traffic advisory frequency (CTAF). If a pilot is requesting an IFR clearance, TRACON 
monitors the CTAF frequency and will give the IFR clearance instructions over the CTAF frequency.  
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FIGURE 1-7 
AIRSPACE SURROUNDING EUGENE AIRPORT 


Source: www.skyvector.com 


 VFR and IFR Procedures 
Air traffic operations fall within two categories; those flying under Visual Flight Rules (VFR) and those 
under Instrument Flight Rules (IFR). Under VFR, aircraft operating in good visibility weather do so under 
“see and avoid” practices with other aircraft. The pilots are given route instructions while inside the Class 
D airspace, but otherwise are relatively free to choose their own routes and altitudes. Many general 
aviation aircraft operate under VFR most of the time. 
 







I N V E N T O R Y  O F  E X I S T I N G  C O N D I T I O N S  
 


EUGENE AIRPORT MASTER PLAN 1-16 


Transport category aircraft, as well as many charter aircraft and high performance general aviation aircraft 
that are properly equipped and staffed, operate under IFR. Aircraft flying under IFR are required to comply 
with routes and altitudes given by air traffic controllers during all phases of flight. The controllers are then 
responsible for ensuring adequate separation between aircraft, as they may be flying in clouds, snow or 
other conditions of poor visibility during which the view outside the aircraft is limited. 
 
Aircraft approaching the Airport during periods of poor visibility fly through the airport environment and 
to the runway using predetermined routes called Standardized Instrument Approach Procedures. The 
pilot’s ability to land without actually seeing the runway landing zone is determined by a number of 
factors, including approach lighting, navigational aids, aircraft equipment, and pilot qualifications.      
Table 1-5 summarizes the instrument approaches available at the Airport and the minimum visibility and 
decision heights associated with each approach. The decision height is the height above the runway 
surface in which the pilot must have the runway in-sight to continue the landing operation. The Airport 
also has one published instrument departure procedure, named Eugene Nine. The departure procedure 
can be used with any runway and uses north and south departure routing. 
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TABLE 1-5 
INSTRUMENT APPROACHES 


 


 Local Airspace 
The airfield geometry plays a crucial role of determining the traffic pattern for an airport. Since the Airport 
has parallel runways the traffic patterns can never cross, thus Runways 16L and 34L have standard left-
hand traffic patterns and Runway 16R and 34R are right-hand traffic patterns Runway 16R-34L is the 
Airport’s primary runway and is used by commercial passenger airlines, large aircraft, cargo aircraft, 
charters, and general aviation aircraft. Runway 16L-34R is a secondary parallel runway mostly used by 
general aviation aircraft. Training operations, such as touch-and-go’s, are typically conducted on the 
secondary parallel runway, while the primary runway is used for arriving and departing aircraft. When 
Runway 16R-34L is out of service for maintenance, the parallel runway is used by commercial aircraft, 


Instrument Approaches Minimum Visibility Decision Altitude (AGL)(feet)


Runway 16R-34L


Runway 16R


ILS or LOC/DME RWY 16R 1/2 SM 200'


ILS RWY 16R  - CAT II 1,200 ft RVR 100'


ILS RWY 16R  - CAT III See note1 N/A


RNAV (GPS) Y RWY 16R 1/2 SM 200'


RNAV (RNP) Z RWY 16R 3/4 SM 287'


VOR/DME or TACAN RWY 16R 1/2 - 1 SM 417'


Runway 34L


RNAV (GPS) Y RWY 34L 3/4 SM 250'


RNAV (RNP) Z RWY 34L 1 3/8 SM 466'


VOR/DME or TACAN RWY 34L 4,000-6,000 ft RVR2 393'


Runway 16L-34R


Runway 16L


ILS or LOC/DME RWY 16L 1/2 SM 200'


RNAV (GPS) Y RWY 16L 1/2 SM 200'


RNAV (RNP) Z RWY 16L 3/4 SM 306'


Runway 34R


RNAV (GPS) Y RWY 34R 7/8 SM 284'


RNAV (RNP) Z RWY 34R 1 1/4 SM 392'
Source: FAA Facility Directory, FAA.gov, 2014
Notes: (1) ILS RWY 16R CAT III visibility minimums: (a) 700 ft RVR, (b) 600 ft RVR, (c) N/A
(2) Dependent on Aircraft Approach Category 
All approaches listed are best approach available. 
Definitions: AGL - Above Ground Level, DME - Distance Measuring Equipment, GPS - Global Positioning System, ILS - 
Instrument Landing System, LOC - Localizer, RNAV - Area Navigation, SM - Statute Mile
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although some types of aircraft and their fuel/passenger capacity are limited due to the runway’s shorter 
length. 
 
Aircraft take off and land into the wind to maximize performance. During winter months in Eugene, the 
winds are usually from the south, thus aircraft predominantly use Runways 16R and 16L. During the 
summer time, when winds are typically from the north, aircraft predominantly use Runways 34L and 34R. 


 Part 77 Objects Affecting Navigable Airspace 
Airspace surrounding the Mahlon Sweet Field should be kept clear to the furthest extent possible. Title 14 
Code of Federal Regulations (CFR) Part 77, Objects Affecting Navigable Airspace keeps essential airspace 
free and clear of obstructions that could be hazardous to aircraft on an approach or departure from the 
airport. For an object to be deemed an obstruction, it must penetrate one of the five sections of Part 77 
airspace surfaces. The five sections of Part 77 airspace are broken out into the following surfaces: Primary 
Surface, Approach Surface, Transitional Surface, Horizontal Surface, and Conical Surface. A description of 
each surface along with their dimensions are listed below: 
 


» Primary Surface – This surface is centered on the runway, extending 200 feet beyond the edge of 
the runway. The width of the surface is dependent upon the approach to the runway. With the 
exception of Runway 34R, the width of the primary surface is 1,000 feet. Runway 34R has a 
primary surface width of 500 feet. 


» Approach Surface - This surface is a sloped plane that begins at the edge of the Primary Surface 
and extends horizontal in the shape of trapezoid. The slope, horizontal length, and the width of 
the surface are dependent upon the approach to the runway.  Runway 16L and 16R are precision 
instrument runways with an approach surface length of 50,000 feet and a width at the end of the 
surface of 16,000 feet. The first 10,000 feet of the approach surface has a slope of 50:1, the 
remaining 40,000 feet has a slope of 40:1. Runway 34L and 34R are non-precision instrument 
runways with an approach surface length of 10,000 feet and a width at the end of surface of 3,500 
feet for Runway 34R and 4,000 feet for Runway 34L. Both runways have an approach slope of 
34:1. 


» Transitional Surface – This surface is a plane sloped at 7:1 from the primary surface and 
approach surfaces. The surface terminates when it intersects with the horizontal surface. 


» Horizontal Surface – This surface is a horizontal plane 150 feet above the airport elevation. The 
geometry of the surface is created by arcs centered on the edge of the primary surface with 
defined radii and then connected by tangents. The radius of the horizontal surface, based on the 
approaches at Mahlon Sweet Field, is 10,000 feet. 


» Conical Surface – This surface is a plane sloped at 20:1 extending upward from the periphery of 
the horizontal surface for 4,000 feet. 
 


A graphical sectional view of CFR 14 Part 77 imaginary surfaces is shown in Figure 1-8. A detailed 
illustration of the Part 77 surfaces which includes a three dimensional graphic, is shown in Chapter 6, 
Airport Layout Plan.  
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Prepared by RS&H, 2016 


 Obstructions 
The Eugene Airport has one FAA approved departure procedure, Eugene Nine. This procedure has noted 
the most critical obstructions at each of the runway ends. The obstructions for Runway 16L-34R and 
Runway 16R-34L are detailed in Table 1-6. 
 


 
 


Runway Obstruction Height Above Ground 
Level (Feet)


Location Penetrated Surface 


16R Tree 54' 1,991' from end 83' left of centerline Approach Surface


34L Tree 50' 1,597' from end 842' left of centerline Approach Surface


16L Power Pole 35' 1,036' from end 74' right of centerline. Approach Surface


16L Power Pole 31' 1,017' from end 211' left of centerline Approach Surface


34R Tree 77' 2,897' from end 606' right of centerline Approach Surface


34R Tree 65' 2,535' from end 643' left of centerline Approach Surface


  Source: FAA Published Departure Procedure - Eugene Nine, Prepared by RS&H, 2016


TABLE 1-6 
OBSTRUCTIONS TO RUNWAY APPROACHES 


FIGURE 1-8 
PART 77 SURFACES 
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 PASSENGER TERMINAL 
The passenger terminal building is located at 28801 Douglas Drive, on the southern side of the Airport 
property, between Runways 16R-34L and 16L-34R. The building was constructed in 1964 and many of the 
original structural components remain in the core of the building. In 1988, the pier extension, named 
Concourse A, was constructed providing additional gates and allowing the use of jet bridge connections. 
Throughout the 1990’s and 2000’s, the terminal building underwent various remodels and enhancements, 
including a walkway system installation for the B Gates, concession remodels, roof upgrades, HVAC 
upgrades, and an expansion to Concourse A which created more seating and a gift shop area. 
 
More recently, the terminal has undergone additional expansion to accommodate increased passenger 
traffic. In 2013, the ticket counter space, airline office space, and baggage screening area were remodeled 
and expanded. This project included the relocation of baggage screening from in front of the ticket 
counters to behind the counters using a mini-inline baggage screening system. In the following year, 
2014, another expansion project kicked off including the expansion of the baggage claim and installation 
of baggage carousels, expansion of the security screening check point, various system upgrades, and 
expansion of the B Gate holdroom. 
 
As shown in Figure 1-9 and Figure 1-10, the building provides space for the following: airline ticketing 
counters, offices, bag makeup areas; baggage claim and handling areas; passenger waiting areas; 
passenger screening; rental car counters; administrative offices for airport staff, airline, and TSA personnel; 
advertising; and concessions. 
 
Airline ticketing counters are located on the northern side of the terminal building. There are 22 airline 
ticketing counter positions. Currently 20 are leased, as follows, from south to north inside the terminal: 
Alaska Airlines (4), American Airlines (2), Allegiant Air (4), United Airlines (4), and Delta Air Lines (4).  The 
two northernmost counters are currently unleased. Airline ticketing offices (ATOs) are located directly 
behind the ticket counters and have direct access to baggage makeup areas and the SIDA on the ramp. 
Delta Global Services (DGS) provides ground handling for both Delta and United Airlines. Worldwide 
Flight Services provides ground handling for American Airlines and Allegiant Air, and Horizon Air provides 
ground handling for Alaska Airlines. 
 
The baggage claim is served by two baggage carrousels on the southern side of the terminal building. 
Four rental car agencies serve passengers from six counter spaces near the baggage claim. Offices for 
rental car staff are located behind the counters. The Airport is served by Alamo, Avis/Budget, 
Enterprise/National, and Hertz. 
 
Concessions are located pre- and post-security screening and are operated by Tailwind Concessions and 
Aviano. The Willamette Grill is a full-service restaurant and bar which serves patrons prior to security and 
through a newly renovated secure passage which allows service to B-gates post-security. The Coast to 
Cascades Café is located on the second floor post-security and offers a mixed selection of snacks, drinks, 
coffee and alcoholic beverages. These are operated by Tailwind Concessions. Emerald City News and Gifts 
shops are located pre- and post-security, and are operated by Aviano.  
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Overall, the building is in good condition. However, the building systems are a mix between old and new. 
The HVAC system is approximately 25 years old and is operating beyond its designed useful life. 
Operating expenses for this system have increased due to the need for continual maintenance. It should 
be noted too that while Concourse B is in good condition, it does not provide the level of service now 
expected from a terminal building. The concourse is not heated and handicap access to the ramp for 
ground loading is difficult.  


 Aircraft Gates 
The Eugene Airport has two concourses with gates for passengers to board and de-board aircraft. They 
are known as Concourse A and Concourse B respectively. Concourse A is used for larger jet aircraft and 
consists of six gates labeled A1 through A6. Located on the second floor of the terminal building, A Gates 
have passenger boarding bridges (PBB) commonly known as jet bridges. Gate A1 is the only A Gate that 
does not have a PBB, so passengers are required to use stairs or an elevator to transition to and from the 
aircraft for ground boarding of the aircraft. Gates A2 through A6 are served by PBBs manufactured by JBT 
AeroTech. The five PBBs are a three-tunnel model that, when fully extended, reach a length of 110 feet, 
and when fully retracted, reduce to a length of 50 feet. The PBBs also provide additional lighting for the 
terminal apron through mounted floodlights. 
 
Concourse B houses four gates labeled B1 through B3 and B North, all located on the first floor of the 
terminal building. Turboprop aircraft primarily park at these gates because all B-gates require passengers 
to transition to/from aircraft via ground boarding. Two of the B-gates historically were served by PBBs, 
however these have since been decommissioned. 
 
These gates also serve as remain-overnight (RON) positions. As of 2017, all positions were being used for 
RON aircraft. 
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 Source: RS&H 2016,  
Note: Scale is for graphical representation only.  


FIGURE 1-9 
TERMINAL BUILDING FIRST FLOOR 
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Source: RS&H 2016,  
Note: Scale is for graphical representation only.  


FIGURE 1-10 
TERMINAL BUILDING SECOND FLOOR 
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 LANDSIDE FACILITIES 
The landside facilities provide the intermodal connection at the Airport between a variety of ground 
transportation modes and the aircraft.  They include regional access and on-airport circulation roadways, 
the terminal curb roadway, public and employee parking facilities, rental car ready/return, storage, and 
service areas, and commercial ground transportation facilities for taxis, shuttles, et al. The location of these 
facilities are shown in Figure 1-11 and Figure 1-12, and they are described below. 
 


 


FIGURE 1-11 
ACCESS TO EUGENE AIRPORT 


Source: Prepared by RS&H, 2016 
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Source: RS&H 2016,  
Note: Scale is for graphical representation only.  


FIGURE 1-12 
LANDSIDE FACILITIES 
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 Airport Surface Access 
All the landside modes that provide access to EUG are automotive in nature and operate on the roadways 
described in this subsection. 


1.7.1.1 Regional Access 
Eugene Airport serves Lane County and the Eugene/Springfield metropolitan area. In addition, EUG serves 
as a regional hub for a multi-county portion of Oregon, predominantly the Willamette Valley, as well from 
the Cascades to the Coast, and from south of Salem to Roseburg and points beyond. The primary highway 
in the Valley is I-5, but it does not serve the Airport directly. The nearest interchange on I-5 is at the 
Beltline, some 10 miles away. 
 
Oregon Route 99 (Pacific Highway, or Highway 99) is the main route to access the Airport from the region.  
It runs roughly north-south, parallel to I-5. Highway 99 is a four-lane major arterial with signalized 
intersections at most cross-streets, and a continuous, two-way left-turn lane in the middle for most of its 
length, and a median divider closer in to downtown Eugene, where it becomes a pair of one-way streets, 
6th and 7th Avenues. It is approximately nine miles from downtown Eugene to the Airport via Pacific 
Highway. Highway 99 passes through industrial and commercial areas, with many curb cuts and no 
significant access control.  In 2013, it carried a typical weekday volume of approximately 23,000 vehicles in 
the vicinity of Airport Road4. 
 
The Airport’s primary access, signed by the Oregon Department of Transportation (ODOT), is via Airport 
Road west from Highway 99. Where Airport Road turns west to the South Ramp and Hangars, access to 
the terminal continues ahead via Northrup Drive, and then a left turn into the Terminal Campus onto 
Douglas Drive. Knowledgeable local drivers can also reach the Terminal area from Highway 99 via Clear 
Lake Road west to Green Hills Road, which intersects with Airport Road approximately 1,000 feet south of 
its intersection with Northrup Drive. 


1.7.1.2 On-Airport Circulation 
The Terminal area circulation is provided by Douglas Drive, a two-lane, one-way loop roadway that begins 
with a left-turn from northbound Northrup Drive and ends at stop-controlled intersection with a 
channelized right-turn lane at Northrup Drive, approximately 700 feet south of the entrance.  At the 
terminal, Douglas Drive separates into two one-way roadways which provide the direct access at the 
terminal curb as described below. Along Douglas Drive, there are seven locations which provide access to 
and/or egress from public parking, the rental car lot, the rental car service area, the terminal’s service 
access, and the FAA tower. 
 
Other circulation roadways provide access and egress for the general aviation, administrative, and service 
areas of the Airport. These roadways are two-lane, two-way, low volume roads. They include: 
 


» Northrup Drive, which serves the North Ramp and hangar area and the East General Aviation area. 


                                                      
4 Source:  City of Eugene 2013 Traffic Flow Map 
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» Lockheed Drive, which serves the administrative and service areas, along with employee parking, 
west of Northrup Drive and north of the terminal. 


» Airport Road, Boeing Drive, and Grumman Drive, which serve the South Ramp and hangar area 
and the Lane Aviation Academy, west of Northrup Drive and south of the terminal. 


» Hollis Lane, which serves the Hollis Lane Aviation area and the proximate airport support facilities.  
Hollis Lane does not connect to the main circulation roadway system, as it is separated from that 
main area by the airfield.  One accesses Hollis Lane from Green Hill Road, which runs along the 
east side of the airport, or from Highway 99 via Awbrey Lane to Green Hill Road. 


 Terminal Curb Roadway 
The passenger terminal presents a single-level frontage that is served by a dual roadway. The inner curb 
roadway has three lanes, with the lane adjacent the curbs for active unloading and loading only.  The 
inner roadway is chiefly used by privately-owned vehicles (POVs), though other modes are permitted to 
drop off passengers at check-in. The outer roadway, sometimes referred to as the “taxi lanes”, also has 
three lanes for most of its length, though there is only a single narrow lane at its entrance and exit. 
Designated ground transportation modes unload or (chiefly) load on the outer curb. The modes using this 
roadway include taxis, Omni Shuttle, and courtesy shuttles. 
 
Each roadway is crossed by two pedestrian crosswalks. The main crosswalk is covered over the inner lanes, 
and connects the center of the terminal with a mostly covered pedestrian walkway that serves the rental 
car lot, and Short- and Long-Term parking. Both curb roadways narrow to two lanes where they cross this 
main crosswalk. Near the south end of the curb roadways, there is another crosswalk that connects 
baggage claim with the taxi and Omni Shuttle loading area on the outer curb, and then connects to Short-
Term parking. A graphical representation of the terminal curb layout is shown in Figure 1-13.  


Prepared By: RS&H 2016 


FIGURE 1-13 
TERMINAL CURB ROADWAYS 







I N V E N T O R Y  O F  E X I S T I N G  C O N D I T I O N S  
 


EUGENE AIRPORT MASTER PLAN 1-28 


 Ground Transportation Services and Facilities  
Eugene Airport is served by a number of commercial ground transportation providers. In 2016, there were 
twelve permitted taxi companies, seven permitted courtesy shuttles (from resorts and hotels), Omni 
Shuttles (the shared-ride provider with exclusive rights at the Airport), the Lane Transit District’s Airport 
Connector service (currently discontinued), and various charter buses, which typically serve during festivals 
and major sporting events. To meet the needs of these operators in serving their customers, the Airport 
provides the following facilities: 
 


» Taxis - On a typical day, the several taxi companies have eight to ten cabs serving the Airport 
exclusively. Taxis can drop off on the inner curb at check-in, as can any other mode. Taxis stage in 
three spaces on the outer curb, upstream of the center crosswalk, and then move when spaces 
become available in the taxi queue (also three spaces) just south of the center crosswalk. If all six 
of these spaces are full when a cab arrives at the Airport, it can wait at the right curb upstream of 
where Douglas Drive divides into two roadways. In addition, taxis which are pre-arranged 
(reserved in advance by an arriving passenger) can wait and load in two spaces on the far curb of 
the outer roadway, opposite where the Omni Shuttles load.  


» Courtesy shuttles - These shuttles are provided free by various hotels as a service to their 
customers.  Flight crews are common users of these shuttles. They drop passengers at check-in on 
the inner curb, or at their assigned loading spaces on the outer curb, just upstream of the center 
crosswalk. There are nominally two spaces for these shuttles, with two for motor coaches 
upstream of the courtesy shuttles. These latter are very little used, and thus the courtesy shuttles 
will spill over into the adjacent spaces if there are multiple shuttles present and no charter buses.  


» Omni Shuttle - Based on a competitive bid, Omni Shuttle was selected as the Airport’s exclusive 
provider of shared-ride services. In addition to counter space inside the terminal, Omni Shuttle 
has three locations from which to operate: 


» They can stage in Short-term parking, where four spaces are reserved for them. 


» They can load passengers with reservations in the courtesy shuttle area on the outer curb. 


» They can wait for walk-up traffic in two spaces immediately in front of the taxi queue.  


» Airport Connector - This one-year demonstration service (discontinued at the time of this 
writing) used an Omni Shuttle van to connect the Airport with Lane Transit District’s Route 95 that 
serves Junction City. It ran weekdays only, with up to eight trips per day. It picked up bus 
passengers from Route 95 at Airport Road and Highway 99, and transported them to the terminal 
or Lane Aviation Academy. The shuttle would make a return trip with rides leaving the airport. 
There are no waiting facilities at Highway 99. At the Airport, the Connector dropped off and 
picked up passengers at the courtesy shuttle area of the outer curb. A map of the Airport 
Connector route is shown in Figure 1-14.  


» Charter buses (motor coaches) - Two spaces are assigned for charter buses on the outer curb, 
between the courtesy shuttle area and the taxi staging area. The buses are the largest vehicles 
using the terminal curb roadways, and at times can create tight movement for other vehicles on 
the outer curb. 
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None of the commercial ground transportation mode facilities have covered areas for passenger waiting 
or for loading. 
 
At the time of this writing, the Airport is in the process of finalizing procedures to allow service by 
Transportation Network Companies (TNC’s) such as Uber and Lyft. The City of Eugene has provided a 
permitting opportunity for TNC’s, and the Airport is ready with a geo-fence which will be used to queue 
drivers waiting to pick up passengers. 
 
FIGURE 1-14 
LANE TRANSIT DISTRICT AIRPORT CONNECTOR ROUTE 


 
Source: Image provided by Lane Transit District, 2016 
Note: Service discontinued during the time of this writing. 


 


 Vehicle Parking 
Parking is provided at the Airport for the traveling public, for employees, and for the users and employees 
of the various general aviation, educational, and support services at the airport. Parking for public and 
employees are in well-defined lots near the terminal. Parking for other functions is typically located on-
site. 
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Table 1-7 provides the capacities and rates of the several public, employee and rental car lots. There are 
1,383 public parking spaces adjacent to the terminal in two lots:  Short-term, and Long-term. Short-term 
spaces are located closer to the terminal, and nominally have a higher turn-over (i.e., shorter parking 
durations) than the Long-term spaces. Since the lots charge different rates, they have their own entrances 
(one each prior to and after the terminal), but they share a common exit plaza. Parkers can pass from 
Short-term into Long-term via vehicle-actuated gates to exit via the plaza where they pay for their 
parking. The gates do not permit backflow from the lower cost Long-term parking to the higher cost 
Short-term parking.   
 
If/when the walkable parking in these two lots is full, the parking operator opens up the Overflow Lot, 
across Northrup Drive from the exit from Douglas Drive. A shuttle service then is required to connect 
passengers to the terminal and vice versa.  
 


 


 


 Rental Car Facilities  
There are six rental car companies from four rental car families serving Eugene passengers from customer 
service counters adjacent to baggage claim. The companies use 144 rental car ready/return spaces 
located in the two front bays of the parking lot across from terminal check-in. The spaces are allocated in 
January of each year to the various companies by gross receipts of the previous year.  In 2016, 
Avis/Budget share 50 spaces, Enterprise/National share 42, Hertz has 38, and Alamo (also a part of 
Enterprise Holdings) has 14 spaces. Each space has a sign designating the company whose space it is. As 
the lot is not access controlled, drivers return keys to the counters, and new customers pick up the keys at 
the counters. 
 
Approximately 300 feet north of the ready/return lot is the entrance to the rental car service area. The 1.6 
acre area is used for storage of rental cars, and for vacuuming, fueling, and washing, all of which are done 
manually. The companies within a family share common facilities. The service area provides a “quick turn-
around” or QTA service, as maintenance is typically performed via third-party companies’ off-airport. The 


Parking Lot Total Spaces Hourly Rate Daily Rate Weekly


Long-term Parking 1,146 $2.50 $12.00 $72.00
Short-term Parking 237 $1.25 $14.00 X


Overflow1 580 $2.50 $10.00 $60.00
Employee2 121 X X X
Rental Car3 144


Alamo 14 X
Avis/Budget 50 X


Hertz 38 X
Enterprise/National (EAN) 42 X


Sources:  Administrative Order 58-15-24-F, Airport Fee Schedule, and Airport Data Collection, 2016
Notes: Rates shown current as of August 9, 2018.  (1) Overflow Lot became the Economy Lot effective October 2017.  (2) Employees pay 
a flat $10 a month.  (3) Rental car daily and weekly rates vary depending on vehicle features.


TABLE 1-7 
VEHICLE PARKING LOTS 
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proximity of the service area to the ready-return spaces enables staff to walk between the two areas 
rather than having to be shuttled by car, and the cars do not have to drive on the public roads of the 
Airport 


 GENERAL AVIATION FACILITIES  
The Airport consists of a number of general aviation facilities ranging from tie-downs to corporate 
hangars.  The location of these facilities are sub-divided into distinct locations, identified in Figure 1-15. 
Each of these areas are broken down further and described below. Table 1-8 breaks down each apron 
size and number of hangars.  
 


 


1.8.1.1 East General Aviation Ramp (EGAR) 
The East General Aviation Ramp is located east of the North Ramp and Northrup Drive, south of Taxiway 
M and west of Taxiway B.  The area can be accessed by vehicle through two access controlled gates along 
Northrup Drive. The area consists of 8,000 square yards of apron space and features a self-service fuel 
facility at the north end of the ramp. There are five box hangars and an 18-unit T-hangar in this area. 
There are no tie-downs in this area but aircraft parking is available. The ramp consists mostly of asphalt 
with an area made of concrete near the fuel facility. The PCI report shows that both pavement types are in 
satisfactory condition. 


1.8.1.2 Hollis Lane Aviation Area 
The Hollis Lane Aviation Area is located on the north side of the airport, north of Taxiway C and west of 
Hollis Lane. The area can be accessed by vehicle via Hollis Lane. The area includes the Snow Removal 
Equipment (SRE) building, an Airport Maintenance facility, the airfield electrical vault and three corporate 
hangars, one of which has an adjoining helipad. There are no tie-downs in this area. 


1.8.1.3 Lane Aviation 
The Lane Aviation Area, shown in Figure 1-15, is located south of the South Ramp, west of Boeing Drive 
and north of Grumman Drive. Vehicle access to the area can be made via Airport Road. The aircraft 
parking apron area is approximately 7,100 square yards and includes 15 tie-downs.  The parking apron is 
made of asphalt and the 2014 PCI report shows this area is in good condition.  Lane Aviation Academy, 
which is associated with Lane Community College, has two hangars, an administrative building, classroom, 


Location Apron Size            
(sq. yd.)  Tie-Downs T-Hangars Box Hangars Corporate Hangars


Cargo Facility and Ramp 17,100 0 0 0 0
East General Aviation Ramp (EGAR) 8,000 0 18 5 0


Hollis Lane 1 2,900 0 0 0 3
Lane Aviation 7,100 15 0 2 0
North Ramp 18,500 613 57 11 0
South Ramp 28,900 68 59 22 4


Terminal Apron 30,500 0 0 0 0


Notes: (1) Apron size includes hangar aprons. 
Box hangars calculated as 50'x50' and Corporate hangars calculated as 100' x 100'.  Inlets for up to 61 tie-downs are in place, though none are 
currently used.


Source: Airport records,  RS&H, 2016


TABLE 1-8 
GENERAL AVIATION FACILITIES 
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and maintenance facility located in this area.  Lawrence Air Service uses a gravel area on the south side of 
Grumman Drive for Ground Service Equipment (GSE) storage.  


1.8.1.4 North Ramp 
The North Ramp is located north of Lockheed Drive and west of Northrup Drive. Vehicle access to the 
area is provided through an access controlled gate adjacent to the Airport Administration building. The 
area includes 68 hangars of various sizes, and approximately 18,500 square yards of apron space. Included 
in the apron space are inlets for up to 61 tie-downs. However, at this time none of the inlets have tie-
down cables installed. Additionally, the area includes two defunct buildings; the old FAA tower building, 
and a Fixed Base Operator (FBO) hangar named the “Friendly Hangar”. These two buildings have exceeded 
their useful life and are now used as the airport landside maintenance storage facilities. The older tower 
building is noted to contain asbestos material that will need mitigation when the building is eventually 
demolished. At the northern end of the ramp is the Airport Rescue and Fire Fighting (ARFF) building, and 
on the southeast side is the Eugene Flight Center, a limited service FBO. 
 
The aircraft parking apron is made of asphalt with the exception of two heavy aircraft pads that can 
accommodate parking for large aircraft such as the L-1011 Tristar, which is an Aircraft Design Group 
(ADG) IV, Taxiway Design Group (TDG) 5 aircraft. According to the PCI report, the asphalt is in very poor 
condition at the northern-most and lower southwestern areas, good condition in the lower northern 
portion, satisfactory condition in the upper southern portion, and fair condition in the lower southeastern 
part of the ramp. The concrete heavy aircraft pads are in fair condition. 


1.8.1.5 South Ramp 
The South Ramp is located south of the commercial terminal area, west of Northrup Drive and north of 
Grumman Drive. The area is accessed by vehicle via Boeing Drive. The South Ramp has an approximate 
area of 28,900 square yards of apron space that accommodates 68 tie-downs and one heavy aircraft pad 
for larger aircraft. There are 85 hangars of various sizes in this area. Also included in the area is the ATCT, 
Fire Station 12 (formerly the ARFF building), the Oregon Air and Space Museum, Synergy Air, and Atlantic 
Aviation, a full service FBO. 
 
The aircraft parking apron is made of asphalt with the exception of one heavy aircraft pad that is made of 
concrete and can accommodate parking for any large aircraft including the L-1011 Tristar (ADG IV, TDG 5) 
and Boeing 757 (ADG IV, TDG 4). According to the PCI report, the asphalt for the parking apron is in good 
condition for the southern portion and fair condition for the northern portion except for the area in front 
of the FBO which is in poor condition. The asphalt in the northern most area between Taxiway G and the 
T-hangar area as well as the concrete heavy aircraft pad is in satisfactory condition. 
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Source: RS&H 2016,  
Note: Scale is for graphical representation only.  


FIGURE 1-15 
GENERAL AVIATION FACILITIES 
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 AIR CARGO FACILITIES 
The air cargo facilities are in a separate area away from the terminal and general aviation areas. The 
facilities are located on the south side of the Airport, southeast of Runway 34L and south of Airport Road. 
Landside access to the cargo facility can be made via Airport Cargo Way. The cargo apron parking area is 
approximately 17,100 square yards and can accommodate either five Boeing 737s, twenty Cessna 208s or 
three C-17 military aircraft.  The apron is made of asphalt and the PCI report shows this area to be in good 
condition with the exception of the southwest corner of the apron which is labeled in fair condition.  
Cargo for UPS is flown by Martinaire using one Cessna 208, and by Ameriflight using one Piper Chieftan.  
These aircraft operators use the ramp at different times of the day.  In addition to cargo or military aircraft 
the apron is also used for charter operations.  
 
The cargo facility is approximately 14,000 square feet and is shared by FedEx, UPS, Lawrence Air Service 
and Alaska Airlines/Horizon Air.  FedEx and UPS shipments are flown to/from Portland, Oregon.  UPS 
leases 1,200 square feet that includes office space, loading/unloading space and storage area for 
shipments.  Incoming shipments are delivered to the Eugene and Springfield centers.  Lawrence Air 
Service, leasing 7,500 square feet of space, provides ground handling services as well as aircraft 
maintenance. 


 AVIATION SUPPORT FACILITIES 
This section describes the location and condition of various support facilities important to the overall 
operation of the Airport. These facilities include FAA facilities, aircraft rescue and firefighting facilities, 
fixed based operators, fuel facilities, de-icing, airport maintenance facilities, and snow removal equipment 
facilities. A graphical representation of all the support facilities are shown in Figure 1-4.  


 FAA Facilities 
The ATCT is located off of Douglas Drive, adjacent to the Short-term parking lot. The ATCT facility was 
built in the early 1980s and handles around 62,000 operations in a year. An operation is defined either a 
takeoff or a landing, so if an aircraft lands, drops off and picks up passengers, and then departs to a new 
destination, two operations have occurred. The tower operates under the control of FAA personnel daily 
from the hours of 7:00 a.m. to 11:30 p.m. When the ATCT is in operation, air traffic controllers provide 
clearance to pilots and vehicle operators on the movement area. They also provide takeoff clearance and 
instructions, along with providing pertinent weather information. The Cascade TRACON, is co-located with 
the Air Traffic Control Tower. TRACON provides services to guide aircraft approaching and departing an 
airport. Generally, TRACON controllers will work within a 30 to 50 mile radius to 10,000 feet MSL. Once the 
aircraft is within five miles and below 2,500 feet MSL of landing, the TRACON controller will hand the 
aircraft to the ATCT approach controller. 


 Aircraft Rescue and Fire Fighting  
The ARFF building is located off of Northrup Drive, just to the north of the general aviation hangars. This 
ARFF facility is made up of one building, a practice facility that is located to the north of the building, two 
ARFF response vehicles and one disaster trailer. The details of this equipment can be seen in Table 1-9. 
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The ARFF facility is staffed daily from 5:00 a.m. to midnight. Eugene’s ARFF Index, which is determined 
based on the criteria set forth in CFR 14 Part 139.315, to serve commercial aircraft is Index B.  
 
TABLE 1-9 
AIRCRAFT RESCUE AND FIRE FIGHTING EQUIPMENT 


 


 Fixed Based Operators  
The Eugene Airport is served by one full service FBO, Atlantic Aviation, located adjacent to the south 
general aviation ramp, leases one building from the airport.  The FBO provides a multitude of services, 
including but not limited to; aircraft maintenance, aircraft parking and avionic services. Atlantic Aviation is 
the only FBO on the airfield that provides fueling services. 
 
Other FBOs providing limited services at the Airport include Eugene Flight Center, Lane Aviation, Lawrence 
Air Service, Sky Harbor Aviation, and WNA Development. Lawrence Air Service conducts Part 135 Charter 
Operations along with aircraft de-icing. They also provide a number of other services such as; flight 
training, aircraft rental, ground handling, along with major repair on most aircraft. Eugene Flight Center 
provides charter services to Seattle, Boise, Pasco and other airports in the northwest. Eugene Flight Center 
also has one Cessna 172 that is available to rent. Lane Aviation Academy offers flight instruction with an 
aircraft fleet including the following aircraft: RV12, Cessna 152, Piper Arrow, Piper Warrior and Piper 
Seminole. Lane Aviation also has one Frasca 142 simulator. The aviation school also offers an aviation 
maintenance technician program, where student receive hands-on experience on Cessna, Piper and 
Saberliner aircraft. Lawrence Air Service provides a wide range of services and is the primary ground 
handler for large charter aircraft that frequent EUG. A complete list of FBO services can be found in 
Table 1-10. 
 


ARFF Equipment Year Make Description


ARFF-1 2004 Oshkosh AP1
ARFF-2 19911 Oshkosh AP2


MARFF Forklift 2000 Toyota Fork 
Emergency Cart 1996 LES 4' x 8' Trailer


Source: Airport Data Collection, 2016
Note: (1) Truck was rebuilt in 2005.
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TABLE 1-10 
FIXED BASE OPERATOR SERVICES 


 
 


 Aviation Fuel Storage 
The primary fuel storage facility, located off Lockheed Drive, stores 81,000 gallons of fuel in above ground 
storage tanks (AGTs). A self-fuel facility, located on the north side of the East General Aviation Ramp, 
contains 6,000 gallons of 100LL in an AGT.  Atlantic Aviation uses mobile fuel trucks to fuel aircraft. These 
vehicles have a combined Jet A and 100LL capacity of 12,500 gallons. Lastly, Lane Aviation has a 150 
gallon tank in the bed of a pick-up truck used to self-fuel their fleet of aircraft with Rotax engines. A 
summary of the aviation fuel stored on the airport can be found in Table 1-11.  
 


 


 De-icing 
The Airport experiences cold-weather conditions and in order to maintain a safe aircraft operations, the 
individual airlines, along with Lawrence Air Service, apply de-icing agents on aircraft prior to departure. 
Because of the short holdover times de-icing and anti-icing agents have, pilots prefer the agent to be 
applied while they are holding to depart from the active runway. When Runway 16R is active the 


FBO Aircraft 
Rental


Flight 
Instruction Fuel De-icing Other Services Location


Atlantic Aviation NO NO YES NO Maintenance, Parking, Avionics Boeing Drive


Eugene Flight Center YES YES NO NO Charter Services, Aircraft Sales, Forestry fire 
reconnaissance work Northrup Drive


Lane Aviation YES YES NO NO  Maintenance technician service and repair 
education  Airport Road


YES YES


Sky Harbor Aviation NO NO NO NO Scheduled and unscheduled minor aircraft 
maintenance  for reciprocating engine aircraft. Northrup Drive


WNA Development NO NO NO NO Assembly of aircraft certified under ASTM 
standards for Special Light Sport Aircraft. Boeing Drive


Sources: Atlantic Aviation, Eugene Flight Center, Lane Aviation, and Lawrence Air Service, Airport Records, 2016


Air Cargo WayYESNOLawrence Air Service


Part 135 Charter Operations, Ground Handling, 
GPU and Oxygen service, Aircraft Engine 


Maintenance and Repair, Aircraft Sales and 
Catering Services.  


Aviation Fuel Storage Size (gal) Fuel Type Location


Self-Fuel (AGT) 6,000 gal 100LL AvGas East General Aviation Ramp
Fuel Facility (AGT) 60,000 gal Jet A Lockheed Drive
Fuel Facility (AGT) 21,000 gal 100LL AvGas Lockheed Drive


Fuel Trucks 12,500 gal Jet A/ 100LL Av Gas N/A - Mobile
Mogas Fuel Storage 150 gal Mogas N/A - Mobile


Source: Atlantic Aviation, 2016


TABLE 1-11 
FUEL STORAGE 
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designated de-icing location is in the run-up area near A2 and A1. When Runway 34L is the designated 
runway, the deicing truck will set up in the paved island in between A9 and A8. There are two types of de-
icing and anti-icing agents that are used for aircraft de-icing operations, Type I and Type IV. Both Type I 
and IV are used at Eugene. Type I, orange in color, is best suited for de-icing. Type I de-icing can protect 
the aircraft from snow fall for approximately 15 minutes, however, it only provides approximately 4 
minutes of holdover protection from freezing rain. Alternatively, Type IV, green in color, is most effective 
when applied as an anti-icing agent. For air carrier operations, typically the aircraft will back away from 
the gate, away from vehicles and people, when the de-icing agent is being applied to the aircraft.  
 
The Airport uses both solid and liquid de-icing agents on their runways and taxiways. The solid de-icing 
used is manufactured by Cyrotech and the product is called NAAC. NAAC is a spherical pellet that, heats 
up the ice and raises the surface temperature. The liquid de-icing agent used is Cyrotech E36. E36 is a 
clear, blue, and environmentally friendly liquid that contains no glycol. E36 effectiveness is enhanced when 
it’s combined with NAAC. Both NAAC and E36 meet FAA standards for de-icing and anti-icing compounds 
to be used on runways and taxiways. For landside roadway applications during ice and snow events, the 
Airport uses magnesium chloride.  
 
Both types of airfield de-icing agents are stored in the SRE complex. E36 is stored in two tanks outside the 
facility. The tanks have a combined capacity of 12,000 gallons. NAAC is stored in a bag on racks inside the 
SRE building. Each bag contains 2,205 lbs of the de-icing agent. The two aircraft de-icing agents are 
stored next to the airport fuel facility on Lockheed Drive. Two storage units contain Type I and have a 
combined capacity of 7,000 gallons. Totes contain Type IV and have a combined capacity of 550 gallons. 


 Airport Maintenance  
Airport maintenance facilities and storage are essentially broken into two areas based on airside and 
landside maintenance needs. The following narrative details these two areas.  


1.10.6.1 Airside Maintenance Facility 
The airside maintenance facility includes two buildings north of Taxiway C. Landside access to this area is 
by Hollis Lane. The buildings include one SRE storage building which is described below in  
Section 1.10.7, Airport Snow Removal Equipment. The other building is a 9,200 square-foot 
maintenance building that includes space for parts storage, heavy equipment maintenance, and offices. 
The maintenance bays do not have inspection pits, which requires that all vehicles be lifted for any under-
body maintenance. 


1.10.6.2 Landside Maintenance Facility 
The landside maintenance functions are currently housed between three buildings:  the now defunct air 
traffic control tower; the Friendly Hangar; and a landside maintenance building. The Friendly Hangar is a 
9,300 square foot building that used to be a limited service FBO. The hangar is primarily used for sand 
storage.  Landside equipment, including landside mowers and trimmers, are stored in the landside 
building and in the old ATCT building.  
 
All three buildings are in poor condition and have exceeded their life span. The condition of these facilities 
is such that they cannot be leased or repurposed for tenant usage. The defunct ATCT has components 







I N V E N T O R Y  O F  E X I S T I N G  C O N D I T I O N S  
 


EUGENE AIRPORT MASTER PLAN 1-38 


made of asbestos, and demolition of this building will require environmental mitigation.  Additionally, 
telecommunication lines have junctions within the building. These factors will require consideration when 
the building is demolished.  


 Airport Snow Removal Equipment 
The SRE building is located north of Taxiway C, in the Hollis Lane area. The building is 8,400 square feet, 
with three bay doors, and houses various types of equipment to combat the winter weather. The building 
is not large enough to house all pieces of airport equipment, and as such some equipment is stored 
outside. The need to expand this building was noted by Airport management, and will be examined 
further in the facility requirements chapter. A complete list of snow removal equipment can be found in 
Table 1-12. 
 
TABLE 1-12 
SNOW REMOVAL EQUIPMENT 


 


 UTILITIES 
Electric service is available from several companies at various locations around the Airport.  Eugene Water 
and Electric Board covers most of the Airport with the exception of portions of the north side.  The Airport 
also falls within the Director District of Lane Electric Cooperative, Inc.  The NE portion of the Airport is 
located within District 3 of Blachly-Lane Electric Cooperative, where Emerald People’s Utility District also 
services the Airport.  Water service is provided by Eugene Water and Electric Board.  Natural gas is 
provided by NW Natural.  The wastewater treatment plant, the Eugene-Springfield Water Pollution 
Control Facility treats the wastewater coming from the Airport before returning the cleaned water to the 


Make Year Description


Frink America 1996 22' Snow Blade
Gledhill 1997 Snow Plow - 11'
Henke 2007 Snow Plow - 16'


International 2008 10 YRD Snow Removal
Meyer 2001 Snow Plow - 9'
Meyer 2002 Snow Plow - 9'
Meyer 2004 Snow Plow - 9'
Meyer 2007 Snow Plow - 9'
Meyer 2009 Snow Plow - 10'
Misc. 1995 Snow Blower


Navistar 1998 Runway De-Icer
Oshkosh 1996 Snow Blower/ Sweepster
Roadking 1993 Snow Plow - 16' Reversible
Volvo GM 1993 Snow Removal/ Dump Truck


Washington Auto Carriage 1983 Snow Plow - 11'
Washington Auto Carriage 1982 Snow Plow - 10'


Source: Airport Data Collection, 2016
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Willamette River.  The treatment plant is run by the Metropolitan Wastewater Management Commission. 
A graphical representation of the utility lines are shown in Figure 1-16.  
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Source: City of Eugene utility data, Prepared by RS&H 2016,  
Notes: Scale is for graphical representation only. Utilities lines are shown graphically 


FIGURE 1-16 
AIRPORT UTILITIES 
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 AIRPORT ENVIRONS 
The following section discusses existing land use, zoning, and socioeconomic conditions within the region 
surrounding Eugene Airport.  Additionally, local and regional plans are reviewed to ensure the Eugene 
Airport Master Plan aligns within a regional context. 


 Land Use and Zoning 
Since the passage of the Oregon Land Conservation and Development of 1973, Oregon has maintained a 
statewide program of land use planning. This law was the foundation in developing what are now 19 
statewide land use planning goals. Achieved through comprehensive planning at the local level, these 
goals require each city and county to develop and maintain a comprehensive land use plan along with 
zoning and land-division ordinances to put the plan into effect. These comprehensive plans are required 
to remain consistent with the 19 state goals and are reviewed for consistency by the Land Conservation 
and Development Commission (LCDC). 
 
The responsible development of land and the preservation of open space are very important to the 
people of Oregon and the City of Eugene. As such, Chapter 9 of the Eugene City Code describes land use 
policies with the purpose of “protecting and promoting the health, safety, and general welfare of the 
public and to preserve and enhance the economic, social, and environmental qualities of the community.” 
Following Oregon statewide planning goals, the code also intends to effectively and efficiently implement 
the Eugene-Springfield Metropolitan Area General Plan (Metro Plan) and perform state required Growth 
Management Studies which are used to define an Urban Growth Boundary (UGB). The purpose of having 
the UGB’s around municipal areas is to control urban expansion and the associated impacts into 
surrounding farm and forest areas. The Growth Management Study examines land demand forces and is 
used to adjust the city’s UGB’s to meet a 20-year supply of housing, jobs, public facilities, and open space. 
 
Eugene Airport currently falls just outside of the Eugene UGB and is zoned as Airport Operations under 
Lane County land use codes. This zoning preserves the land for airport uses and provides a buffer to 
minimize conflicts with surrounding uses. Eugene City Code also recognizes the land as aviation use 
through a Commercial Airport Safety (CAS) overlay zone (likewise developed as the Commercial Airport 
Safety Combining Zone in Lane County Code) which surrounds the Airport and provides an additional 
layer of protection to prevent nearby land from developing in a manner that poses hazards to air 
navigation. Figure 1-17 shows the Airport location relative to surrounding lands and zoned uses5. 
 
 


                                                      
5 More information regarding City of Eugene and Lane County zoning and land use codes can be found in Chapter 9 of the Eugene 
City Code and Chapter 16 of the Lane County Code respectively. 
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 FIGURE 1-17 
COMBINED CITY OF EUGENE AND LANE COUNTY ZONING MAP 


Sources: City of Eugene and Lane County zoning data, Prepared by RS&H 2016,  
Note: Scale is for graphical representation only.  







I N V E N T O R Y  O F  E X I S T I N G  C O N D I T I O N S  
 


EUGENE AIRPORT MASTER PLAN 1-43 


 Socioeconomic/Demographic Data 
The population of the City of Eugene and Lane County is increasing, but at a slower rate than the U.S. and 
the State of Oregon. The historical population trends for Eugene indicate a stable and growing 
community that is not experiencing the volatility of explosive growth being seen in other parts of Oregon, 
such as Portland.  
 
As shown in Table 1-13, the City of Eugene has a higher rate of college educated persons than the 
national average, most likely due to the presence of the University of Oregon. Owner occupied housing 
rates and median household income is lower in Eugene as compared to the rest of the state. This is 
partially due to the effects of having a large student population within the city and the county. Major 
industries in the region include health services, wood product manufacturing, food and beverage 
manufacturing, and technology. The City of Eugene has attracted multiple technology businesses, to the 
extent that the city has been referred to as the “Silicon Shire”. Additionally, at the time of this study, 
manufacturing that had stopped after the 2008 recession is expected to return. This includes a new 
computer chip manufacture, and the return of RV manufacturing with Winnebago Industries expanding 
into the former Country Coach6 plant.  


 


 Coordination with Existing Regional and Community Plans 
Eugene and the metropolitan area already have many plans in place to guide community development 
and the regional transportation system. Statewide planning goals guide the development of these plans 
and place certain administrative rules upon them. In order to ensure coordinated development in the 


                                                      
6 The Oregonian, “Winnebago will re-open Lane County RV plan,” oregonlive.com, December 1, 2015  


Population
Population estimates (2015) 160,561            362,895            4,028,977         321,418,820      
Population change (from April 2010 - July 2015) 2.7% 3.2% 5.2% 4.1%
Housing
Housing units (2014) 69,951              157,899            1,700,549         133,957,180      
Owner-occupied housing unit rate (from 2010-2014) 48.9 59.3 61.5 64.4
Median value of owner-occupied housing units (from 2010-2014) $237,000 $214,300 $234,100 $175,700
Median selected monthly owner costs -with a mortgage (from 2010-2014) $1,598 $1,464 $1,591 $1,522
Median selected monthly owner costs -without a mortgage (from 2010-2014) $514 $431 $464 $457
Median gross rent (from 2010-2014) $877 $857 $894 $920
Education
High school graduate or higher, % persons age 25 years+ (from 2010-2014) 93.3% 91.1% 89.5% 86.3%
Bachelor's degree or higher, % persons age 25 years+ (from 2010-2014) 39.9% 28.2% 30.1% 29.3%
Economy
In civilian labor force, total, % population age 16 years+ (from 2010-2014) 60.3% 59.7% 62.4% 63.5%
In civilian labor force, female, % population age 16 years+ (from 2010-2014) 57.0% 56.5% 57.9% 58.7%
Total accommodation and food services sales (2012) (in thousands of dollars) $417,750 $711,806 $8,466,788 $708,138,598
Total health care and social assistance receipts/revenue (2012)  (in thousands of dollars) $933,383 $2,247,351 $24,956,816 $2,040,441,203
Total manufacturers shipments (2012) (in thousands of dollars) $1,384,874 $4,039,288 $51,349,948 $5,696,729,632
Total merchant wholesaler sales (2012) (in thousands of dollars) $1,585,809 $2,851,955 $48,325,261 $5,208,023,478
Income and Poverty
Median household income (from 2010-2014, in 2014 dollars) $42,715 $43,685 $50,521 $53,482
Source: US Census Bureau, 2016


Eugene, 
Oregon


Lane County, 
Oregon


Oregon United States


TABLE 1-13 
SOCIOECONOMIC/DEMOGRAPHIC DATA 
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region, a review of existing plans has been performed. The following list outlines major regional and local 
plans along with an analysis of how they relate to the Eugene Airport Master Plan. 


1.12.3.1 Eugene-Springfield Metropolitan Area General Plan (Metro Plan) 
Cooperative planning effort through Lane Council of Governments (LCOG) Metropolitan Planning 
Organization is integral to planning in Oregon communities. Planning members for the Eugene-Springfield 
Metropolitan Area General Plan (Metro Plan) include the City of Eugene, Lane County, and the City of 
Springfield. The purpose of the Eugene-Springfield Metro Plan is to serve as the sole official long-range 
comprehensive plan (public policy document) which collaboratively addresses regional land use planning 
for metropolitan Lane County, Eugene, and Springfield.  
 
The Metro Plan also intends to “designate a sufficient amount of urbanizable land to accommodate the 
need for further urban expansion within the shared metropolitan UGB and “identify the major public 
facilities required to meet the land use needs designated within that metropolitan UGB.” Oregon Revised 
Statute 197.304 requires the division of those metropolitan UGB’s into city specific boundaries as well as 
the adoption of separate 20-year population forecasts, which are accounted for in the regional nature of 
the Metro Plan through city-specific comprehensive plans (in Eugene’s case this is the Envision Eugene 
Comprehensive Plan) that supplement the content within the regional plan for that locality. Overall, the 
Metro Plan provides the framework that guides regionally coordinated policy establishment, citizen 
involvement to inform local decision makers, a long-range vision that recognizes social and economic 
effects of those decisions, and identifies major infrastructure investments required for the area to thrive. 
 
Promoting goals of the efficient use, conservation, and protection of land across the rural to urban 
spectrum, the Eugene Airport Master Plan works in harmony with the Metro Plan. Oregon’s strong 
statewide planning goals and UGB requirements promoted within the Metro Plan serve to emphasize 
zoning which is compatible with the Airport and protect the surrounding environs from sprawling and 
incompatible development.  
 
Metro Plan policy outlines an area of “Airport Reserve” zoning in which “lands may be acquired by Eugene 
at some future time in connection with the Eugene Airport, and for which an exception to statewide 
planning goals must be taken, if the zoning is changed from its current Exclusive Farm Use/Commercial 
Airport Safety Combining.” This zoned area of land is located south of the Runway 34R approach end and 
is bounded by existing airport zoned land to the north and west, Clear Lake Road to the south, and Green 
Hill Road to the east. Protection for lands impacted by airport operations are taken into account under the 
Commercial Airport Safety Combining overlay zone.  
 
Beyond progressing proper social policies surrounding airport development and its associated impacts, 
the Metro Plan specifically promotes economic development surrounding airport activities by 
“encouraging the development of transportation facilities which would improve access to industrial and 
commercial areas and improve freight movement capabilities by implementing the policies and projects 
found within the TransPlan and the Eugene Airport Master Plan.” Transportation specific portions of the 
Metro Plan also identify the Eugene Airport Master Plan as the “guide for improvements of facilities and 
services at the airport.” 
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1.12.3.2 Envision Eugene Comprehensive Plan (Preliminary Draft, October 2015) 
The Envision Eugene Comprehensive Plan is Eugene’s city specific comprehensive land use plan.  This plan 
guides the City in its land use planning to meet future growth needs within Eugene’s urban growth 
boundary. The policy direction in the plan is based on the community’s vision and is intended to address 
the needs and desires of Eugene’s residents, as well as the requirements of Oregon’s Statewide Planning 
Goals.  
 
The Eugene Airport Master Plan is specifically recognized in the Envision Eugene Comprehensive Plan, and 
land use, as it relates to airport activities, is addressed in the plan under chapters discussing economic 
development and transportation. The airport is identified as an economic asset and the plan 
“encourage(s) maximum use of industrial land by businesses that rely on access and adjacency to 
multimodal (rail, highway, airport) freight infrastructure and services.” To that effect, the plan protects and 
retains areas around the airport (within City of Eugene boundaries) with rail access for a variety of heavy 
industrial development. Furthermore, the plan encourages the development of transportation facilities 
which “improve access to employment areas and improve freight movement capabilities” including 
projects found in the Eugene Airport Master Plan. The Eugene 2035 Transportation System Plan serves as 
the transportation element of the Envision Eugene comprehensive plan. 
 
The Envision Eugene plan is currently being updated (as of July 2016) but when finalized, is anticipated to 
include a recommended UGB expansion east and southeast of Eugene Airport. The expansion includes the 
preservation of large lots zoned for light-medium industrial use in the northernmost portion, as well as 
campus industrial, government and education, neighborhood commercial, and parks and open space in 
the southernmost portion. Figure 1-18 shows the preliminary proposed land use in what is called the 
“Clear Lake Area: Recommended UGB Expansion”. It should be noted that, at the time of this writing, 
updates to the Envision Eugene plan are still in process and the proposed UGB expansion has not been 
adopted by city council. As it stands, the proposed UGB expansion and associated zoning are in alignment 
with Airport surrounding land use goals. 
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FIGURE 1-18 
PRELIMINARY EXHIBIT FOR CLEAR LAKE AREA UGB EXPANSION 


 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 


Source: City of Eugene Planning Department, 2016 
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1.12.3.3 Eugene 2035 Transportation System Plan (TransPlan) (May 2016) 
The purpose of the Eugene 2035 Transportation System Plan (TransPlan) is to support the vision 
articulated by the Envision Eugene comprehensive plan by providing a long-term community approach to 
accommodate new growth while maintaining and improving transportation facilities for all system users. 
This document is the transportation element of the Envision Eugene comprehensive plan and serves as the 
community’s plan to direct how Eugene will develop and program its transportation system for the next 
20 years. The plan is coordinated at a regional level in order to maintain consistency in transportation 
planning across surrounding jurisdictions. The TransPlan seeks to promote sustainable practices built 
upon a decision making framework which advances social, environmental, and financial goals. Additional 
emphasis is placed on encouraging active transportation modes. 
 
The Eugene 2035 Transportation System Plan specifically identifies the Eugene Airport Master Plan as the 
guiding policy for airport property development, services, and support infrastructure. It also acknowledges 
the impacts airport development has upon surrounding land uses and the regional transportation network 
and references the Airport Master Plan as a guiding document for reviewing the appropriateness of 
Eugene land use designations and zoning policies. The TransPlan promotes industrial opportunities for 
the airport and expanding/improving multimodal alternatives for airport patrons. Improving Airport Road 
from Highway 99 to the UGB is a project listed for beyond the plan’s twenty-year planning horizon. This 
upgrade would make roadway improvement consistent with minor arterial standards including the 
provision of two travel lanes, bike lanes, center median or a center turn lane, as well as sidewalks and 
planting strips on both sides of the road. 
 


1.12.3.4 Lane Transit District Long Range Plan (2014) 
The Lane Transit District (LTD) provides public transportation to the Eugene and Springfield metropolitan 
area with a fleet of 113 buses, serving a population base of 302,200 people.7 The district’s long range plan 
is guided by a mission statement focused on delivering reliable, responsive services; offering innovative 
services that reduce automobile dependency; and providing progressive leadership for the community’s 
transportation needs. The agency is guided by three principles: economic prosperity, social equity, and 
healthy environment. The plan establishes a framework for goals, policies, and strategies to meet the 
community’s transit needs across a twenty-year horizon. 
 
While the LTD Long Range Plan has many compatible goals with the Eugene Airport Master Plan, neither 
Eugene Airport nor the master plan is called out specifically within the document. The plan does, however, 
identify regional partnerships and connections to other modes as strategic courses for achieving the 
plan’s goals.  
 
 
 


                                                      
7 Lane Transit District, 2014-2015 Comprehensive Annual Financial Report 
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1.12.3.5 Eugene Pedestrian and Bicycle Master Plan (2012) 
The goal of the Eugene Pedestrian and Bicycle Master Plan is to provide the City of Eugene with projects 
and policies targeting the increase/improvement of pedestrian and bicycle infrastructure and user 
experience. This plan is a supplement to the Eugene 2035 Transportation System Plan focusing specifically 
on advancing policies and investments for pedestrian and bicycle activity through the development of 
design standards, performance measurements, improved education, marketing, and outreach which 
encourages active transportation modes. The plan also identifies future projects for improvements to 
specific sidewalks, accessways, share-use paths, grade-separated crossings, bike lanes, buffered bike lanes, 
cycle tracks, shared lane markings, bicycle boulevards, road intersections, and additional feasibility studies 
 
The Eugene Pedestrian and Bicycle Master Plan does not specifically identify Eugene Airport as a 
destination for active transportation. Since the airport falls outside of the Eugene city limit and UGB, 
proposed projects end just beyond the airport boundary. Proposed projects do address pedestrian and 
bicycle infrastructure along Green Hill Road up to the intersection at Airport Road, but end at that point. 


1.12.3.6 Additional Resources 
One additional regional planning resource is the Eugene Community Design Handbook (2015). This 
handbook is non-regulatory but provides guidance on design elements that adhere to local values and 
promote sustainable development. This document is useful in helping to capture the community’s sense 
of place and for considering sustainable development models when designing future projects. 
 
Another area plan of interest is the Regional Prosperity Economic Development Plan. This plan is a 
cooperation between Eugene, Springfield, and Lane County and addresses a challenge posed by the Joint 
Elected Officials (made up of members from those jurisdictions) to, by 2020, create 20,000 new jobs, 
reduce unemployment to/below the state average, and increase mean wages to or above the state 
average. The plan highlights six separate strategies to foster economic growth along with tasks which 
support each strategy. All of these strategies run parallel to airport long-term goals; particularly strategies 
of growing local opportunities, infrastructure investments, and the strengthening of key industries (clean 
tech, health, advanced manufacturing, software, and biomedical). No tasks specifically identify the Airport 
as a partner or area of focus. Airport partnering in the creation of future iterations of the plan may create 
more regional synergy as the Airport is a crucial element in the helping the Joint Elected Officials reach 
the 2020 goals. 


 ENVIRONMENTAL CONDITIONS 
FAA AC 150/5070-6B Change 2, Airport Master Plans, provides guidance for the preparation of master 
plans for airports.  The purpose of considering environmental factors in airport master planning is to help 
the Airport Sponsor thoroughly evaluate airport development alternatives and to provide information that 
will help expedite subsequent environmental processing. For a comprehensive description of the existing 
environmental conditions at the Airport, environmental resource categories outlined in FAA Order 
1050.1F, Environmental Impacts: Policies and Procedures, were used as a guide that help identify potential 
environmental effects during the planning process.  
 
FAA Order 1050.1F and Order 5050.4B, National Environmental Policy Act (NEPA) Implementing 
Instructions for Airport Actions, require the evaluation of airport development projects as they relate to 
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specific environmental resource categories by outlining impacts and thresholds at which the impacts are 
considered significant. For some environmental resource categories, this determination can be made 
through calculations, measurements, or observations. However, other environmental resource categories 
require that the determination be established through correspondence with appropriate federal, state, 
and/or local agencies. A complete evaluation of the environmental resource categories identified in 
Orders 1050.1F and 5050.4B is required during a categorical exclusion, environmental assessment or 
environmental impact statement. 
 
Future development plans at the Airport take into consideration environmental resources that are known 
to exist in the vicinity of the Airport. Early identification of these environmental resources help avoid 
impeding development plans in the future.  
 
This section provides an overview of resource categories defined in Order 1050.1F, Chapter 4, as it applies 
to the environs at, and surrounding, the Airport. Table 1-14 provides a summary of the environmental 
resource categories studied for the Master Plan Update.  
 
TABLE 1-14 
SUMMARY OF ENVIRONMENTAL RESOURCE CATEGORIES STUDIED 


Environmental Resource Description 
Air Quality The Eugene/Springfield area in maintenance for Particulate Matter-10 


(PM10) and for Carbon Monoxide (CO). See Section 1.13.1 for details. 
Biological Resources There are federal- and state-threatened and –endangered species, and 


migratory birds in the Airport area. See Section 1.13.2 for details. 
Climate There are greenhouse gas (GHG) emissions produced at the Airport. 


See Section 1.13.3 for details. 
Coastal Resources The Airport is not within a coastal zone and there are no Coastal 


Barrier Resource System (CBRS) segments within Airport property. 
See Section 1.13.4 for details. 


Department of Transportation 
Act, Section 4(f) 


There are no Section 4(f) or 6(f) properties in the vicinity of the Airport. 
See Section 1.13.5 for details. 


Farmlands The Airport contains farmland of statewide importance and prime 
farmland soil types. See Section 1.13.6 for details. 


Hazardous Materials, Solid 
Waste and Pollution 
Prevention 


Because of a conditionally exempt small quantity generator, the 
Airport is considered a hazardous waste site. 
 
Short Mountain Landfill is the closest municipal solid waste landfill in 
Lane County. 
 
The Airport’s National Pollutant Discharge Elimination System (NPDES) 
permit was approved in August 2014, Stormwater Pollution Prevention 
Plan (SWPPP) in June 2013, and Spill Prevention and Countermeasure 
Plan (SPCC) in January 2011. See Section 1.13.7 for details. 


Historical, Architectural, 
Archaeological and Cultural 
Resources 


There are no historic resources located at the Airport. 
See Section 1.13.8 for details. 
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Land Use Future development plans would occur entirely on Airport property; 
therefore, would be compatible with surrounding land uses. 
See Section 1.13.9 for details. 


Natural Resources and Energy 
Supply 


Coordination with natural resource and energy supply companies is 
recommended prior to the construction of new facilities requiring 
these services. See Section 1.13.10 for details. 


Noise and Noise-Compatible 
Land Use 


Airport noise contours were updated for the baseline year (2016) and 
forecast year (2025). There are no incompatible land uses within either 
the 2016 or 2025 DNL 65 noise contours. 
See Section 1.13.11 for details.  


Socioeconomics, EJ, 
Children’s Environmental 
Health and Safety Risks 


The Airport has identified development projects that require land 
acquisition. It will be necessary to evaluate the impacts of future 
projects on surrounding communities. See Section 1.13.12 for details.  


Visual Effects Typically, improvements, additions, and/or relocations to lighting 
systems used at the Airport do not have a negative impact on 
residents or property located in the vicinity of the Airport.  
 
Consideration of aesthetics in the future at the Airport should attempt 
to adhere to existing design, art, and architecture at the Airport and in 
the vicinity in order to minimize any potential viewshed effects. 
See Section 1.13.13 for details. 


Water Resources The Airport does contain wetlands 
(See Section 1.13.14.1 for details).  
 
Portions of the Airport are within the 100-year floodplain 
(See Section 1.13.14.2 for details).  
 
The Airport does contain water bodies and streams 
(See Section 1.13.14.3 for details).  
 
The Airport is within the Amazon Creek watershed 
(See Section 1.13.14.4 for details).  
 
The Airport does not contain any wild and scenic rivers 
(See Section 1.13.14.5 for details). 


Prepared by: RS&H, 2016. 


 Air Quality 
The U.S. Environmental Protection Agency (USEPA) sets National Ambient Air Quality Standards (NAAQS) 
for certain air pollutants to protect public health and welfare through Section 109 of the Clean Air Act (CAA). 
The USEPA has identified the following six criteria air pollutants and has set  NAAQS for them: Carbon 
Monoxide (CO), Lead (Pb), Nitrogen Dioxide (NO2), 8-Hour Ozone (O3), Particulate Matter (PM10 or PM2.5), 
and Sulfur Dioxide (SO2). 
 
Areas found to be in violation of one or more NAAQS of these pollutants are classified as “nonattainment 
areas”. States with nonattainment areas must develop a State Implementation Plan (SIP) demonstrating 
how the areas will be brought back into attainment of the NAAQS within designated timeframes. Areas 
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where concentrations of the criteria pollutants are below (i.e., within) these threshold levels are classified 
as “attainment areas.” Areas with prior nonattainment status that have since transitioned to attainment 
are known as “maintenance areas”. 
 
According to the USEPA, the Eugene/Springfield area in Lane County is in a maintenance area for PM10 
and CO.8 The Airport is required to conform to the NAAQS as required by the USEPA, as well as local, 
state, and federal air quality regulations when considering future Airport development.  


 Biological Resources 
Biological resources include terrestrial and aquatic plant and animal species; game and non-game species; 
special status species; and environmentally sensitive or critical habitats. The following are relevant federal 
laws, regulations, Executive Orders (EOs), and guidance9 that protect biotic communities:  


» Endangered Species Act (ESA) (16 U.S.C. §§ 1531-1544); 


» Bald and Golden Eagle Protection Act (16 U.S.C. §§ 668 et seq.); 


» Magnuson-Stevens Fishery Conservation and Management Act (16 U.S.C. § 1801 et seq.); 


» Fish and Wildlife Coordination Act (16 U.S.C. § 661-667d); 


» EO 13112, Invasive Species (64 FR 6183); 


» Marine Mammal Protection Act (16 U.S.C. § 1361 et seq.); 


» Migratory Bird Treaty Act (MBTA) (16 U.S.C. §§ 703 et seq.); 


» EO 13186, Responsibilities of Federal Agencies to Protect Migratory Birds (66 FR 3853); 


» Council on Environmental Quality (CEQ) Guidance on Incorporating Biodiversity Considerations into 
Environmental Impact Analysis under NEPA; and  


» Memorandum of Understanding to Foster the Ecosystem Approach. 
 
Although the Endangered Species Act does not protect state-protected species or habitats, NEPA 
documentation ensures that environmental analysis prepared for airport actions addresses the potential 
effects to state-protected resources. Table 1-15 lists the 18 federally- and state-threatened and –
endangered species that have the potential to be found in Lane County. According to the U.S. Fish and 
Wildlife Service (USFWS), there is no designated critical habitat at the Airport.10 
 
 
 
 


 


                                                      
8 U.S. Environmental Protection Agency, Air Quality Green Book, Oregon. Accessed: 
http://www3.epa.gov/airquality/greenbook/anayo_or.html, April 2016. 
9 Due to the number of federal laws and EOs applicable to the future development plans, this section presents only the legal 
citations or references for those requirements in lieu of summarizing their requirements. See FAA Order 1050.1F Desk Reference for 
more information. 
10 U.S. Fish and Wildlife Service, Information for Planning and Conservation (IPaC), Eugene Airport. Accessed: 
https://ecos.fws.gov/ipac/project/D5RRXVQT2FD6FDPV474NKOVRTU/resources, May 2016.  







I N V E N T O R Y  O F  E X I S T I N G  C O N D I T I O N S  
 


EUGENE AIRPORT MASTER PLAN 1-52 


 
TABLE 1-15 
FEDERALLY-AND STATE-THREATENED AND ENDANGERED SPECIES 


Species Listing Status1 
Birds  
Marbled Murrelet, Brachyramphus marmoratus FT 
Northern Spotted Owl, Strix occidentalis caurina FT 
Streaked Horned Lark, Eremophila alpestris strigata FT 
Yellow-billed Cuckoo, Coccyzus americanus FT 
Western Snowy Plover, Charadrius nivosus nivosus ST 
Insects  
Fender's Blue Butterfly, Icaricia icarioides fenderi FE 
Mammals  
Wolverine, Gulo gulo ST 
Gray Wolf, Canis lupus SE 
Plants  
Bradshaw's Desert-parsley, Lomatium bradshawii FE, SE 
Kincaid's Lupine, Lupinus sulphureus ssp. kincaidii FT, ST 
Nelson's Checker-mallow, Sidalcea nelsoniana FT 
Water Howellia, Howellia aquatilis FT 
Willamette Daisy, Erigeron decumbens FE, SE 
Pink sandverbena, Abronia umbellata var. breviflora SE 
Golden Paintbrush, Castilleja levisecta (introduced populations only) SE 
Peacock Larkspur, Delphinium pavonaceum SE 
Wayside Aster, Eucephalus vialis ST 
White-topped Aster, Sericocarpus rigidus ST 


Sources: USFWS, 2016; ODFW, 2016; ODA, 2016; Prepared by RS&H, 2016. 
Notes: (1) FE – Federally Endangered, FT – Federally Threatened, SE – State Endangered, ST – State Threatened 


 
The Migratory Bird Treaty Act (MBTA), enacted in 1918, prohibits the taking of any migratory birds, their 
parts, nests, or eggs except as permitted by regulations, and does not require intent to be proven. Section 
703 of the MBTA states, “Unless and except as permitted by regulations... it shall be unlawful at any time, 
by any means or in any manner, to... take, capture, kill, attempt to take, capture, or kill, or possess... any 
migratory bird, any part, nest, or eggs of any such bird....” The Bald and Golden Eagle Protection Act 
(BGEPA) prohibits knowingly taking, or taking with wanton disregard for the consequences of an activity, 
any bald or golden eagles or their body parts, nests, or eggs, which includes collection, molestation, 
disturbance, or killing. Table 1-16 lists the 13 migratory bird species that have the potential to be found 
at the Airport.  
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TABLE 1-16  
POTENTIAL MIGRATORY BIRDS IN AIRPORT AREA 


Species 
Bald Eagle, Haliaeetus leucocephalus 
Burrowing Owl, Athene cunicularia 
Fox Sparrow, Passerella iliaca 
Lewis's Woodpecker, Melanerpes lewis 
Loggerhead Shrike, Lanius ludovicianus 
Olive-sided Flycatcher, Contopus cooperi 
Peregrine Falcon, Falco peregrinus 
Purple Finch, Carpodacus purpureus 
Rufous Hummingbird, Selasphorus rufus 
Short-eared Owl, Asio flammeus 
Vesper Sparrow, Pooecetes gramineus ssp. affinis 
Western Grebe, Aechmophorus occidentalis 
Willow Flycatcher, Empidonax traillii 


Sources: USFWS, 2016: Prepared by RS&H, 2016. 
 


Essential Fish Habitat (EFH) are those waters and substrate necessary for fish spawning, breeding, feeding, 
and growth to maturity as defined under the Magnuson-Stevens Fishery Conservation and Management 
Act (MSA). The MSA requires the National Oceanic and Atmospheric Administration National Marine 
Fisheries Service (NOAA Fisheries) and regional fishery management councils to minimize, to the extent 
practicable, adverse effects to EFH caused by fishing activities. The MSA also requires federal agencies to 
consult with NOAA Fisheries about actions that could damage EFH. There are no fish species currently 
protected under the MSA in Lane County.11 
 
A Wildlife Hazard Assessment (WHA) was completed by the Airport in 2014 in accordance with 14 CFR 
139.337 with fieldwork performed in 2013-2014. During this time, 49 bird species and eight mammal 
species were observed in and around the Airport. Many of the birds observed during the fieldwork are 
protected by the MBTA and the Streaked Horned Lark (Eremophila alpestris strigata) is listed as federally-
threatened. As a result of the WHA, a Wildlife Hazard Management Plan (WHMP) was prepared. The 
WHMP prescribes wildlife management techniques for preventing and reducing wildlife hazards at the 
Airport. The WHMP was approved by the FAA in December 2015. 
 
In an effort to reduce wildlife hazards at the Airport, the Airport acquires a U.S. Fish and Wildlife Service 
(USFWS) Migratory Bird Depredation permit for the Airport. The permit application was submitted to the 
USFWS on January 3, 2017 and the Airport is awaiting the permit. Additionally, the Airport acquired an 
Eagle Depredation permit from the USFWS on March 2, 2016 that is in effect until January 1, 2021. This 
permit allows the Airport to use non-lethal scare devices to disperse Bald Eagles that pose a threat to 
Airport operations. The Airport also has an Oregon Department of Fish and Wildlife (ODFW) Wildlife 
Harassment permit to harass wildlife that poses a safety risk to operations at the airport and/or is 
considered damaging to Airport property. This permit is valid for the 2017 calendar year. Additionally, the 


                                                      
11 National Marine Fisheries Service, Essential Fish Habitat Mapper. Accessed: 
http://www.habitat.noaa.gov/protection/efh/efhmapper/index.html, May 2016.  
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Airport has a Pest Control Fireworks permit issued by the Oregon State Police for purposes of hazing all 
types of birds and animals that pose a risk to Airport operations. This permit was issued on January 10, 
2017 and remains valid until December 31, 2019.  


 Climate  
Relevant federal laws, regulations, and EOs that relate to climate include: 


» CAA (42 U.S.C. §§ 7408, 7521, 7571, 7661 et seq.); 


» EO 13514, Federal Leadership in Environment Energy and Economic Performance (74 FR 52117);  


» EO 13653, Preparing the United States for the Impacts of Climate Change (78 FR 66817); and 


» EO 13693, Planning for Federal Sustainability (80 FR 15869). 
 


Greenhouse gases (GHG) are gases that trap heat in the earth’s atmosphere. Both naturally occurring and 
man-made GHGs primarily include water vapor, carbon dioxide, methane, nitrous oxide, 
hydrofluorocarbons, perfluorocarbons, and sulfur hexafluoride. Activities that require fuel or power are the 
primary stationary sources of GHGs at airports. Aircraft and ground access vehicles that are not under the 
control of an airport, typically generate more GHG emissions than airport controlled sources. 
 
Research has shown there is a direct correlation between fuel combustion and GHG emissions. In terms of 
U.S. contributions, the Government Accountability Office (GAO) reports that "domestic aviation 
contributes about three percent of total carbon dioxide emissions, according to EPA data," compared with 
other industrial sources, including the remainder of the transportation sector (20 percent) and power 
generation (41 percent).12 The International Civil Aviation Organization (ICAO) estimates that GHG 
emissions from aircraft account for roughly three percent of all anthropogenic GHG emissions globally.13  


 Coastal Resources 
The primary statutes, regulations, and EOs that protect coastal resources include: 


» Coastal Barrier Resources Act (16 U.S.C. § 3501 et seq.); 


» Coastal Zone Management Act (CZMA) (16 U.S.C. § 1451-1466); 


» National Marine Sanctuaries Act (16 U.S.C. §1431 et seq.); 


» EO 13089, Coral Reef Protection (63 FR 32701); and 


» EO 13547, Stewardship of the Ocean, Our Coasts, and the Great Lakes (75 FR 43021-43027). 
 
The CZMA and NOAA provide procedures for ensuring that an action is consistent with approved coastal 
zone management programs. Oregon’s coastal zone extends from the Washington border on the north to 
the California border to the south and encompasses about 7,800 square miles.14 


                                                      
12 U.S. Government Accountability Office, Report to Congressional Committees, Aviation and Climate Change, June 2009. Accessed: 
http://www.gao.gov/new.items/d09554.pdf, May 2016. 
13 Melrose, Alan, European ATM and Climate Adaptation: A Scoping Study, ICAO Environmental Report, 2010. Accessed: 
http://www.icao.int/environmental-protection/Documents/EnvironmentReport-2010/ICAO_EnvReport10-Ch6_en.pdf, May 2016. 
14 Oregon Coastal Management Program, Oregon’s Coastal Zone. Accessed: 
http://www.oregon.gov/lcd/ocmp/pages/cstzone_intro.aspx, April 2016 
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The Airport is not within Oregon Coastal Management Program coastal zone.15 Additionally, there are no 
Coastal Barrier Resource System (CBRS) segments within Airport property.16 The closest CBRS segment is 
over 1,400 miles to the east of the Airport.  


 Department of Transportation Act, Section 4(f) Resources 
Relevant federal laws, regulations, and EOs that protect Section 4(f) resources include: 


» U.S. Department of Transportation (USDOT) Act – Section 4(f) (49 U.S.C. § 303.); 


» Land and Water Conservation Fund Act of 1965 (16 U.S.C. §§ 4601-4604 et seq.); 


» Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU) – 
Section 6009 (49 U.S.C. § 303.); and 


» U.S. Department of Defense Reauthorization (Public Law (P.L.) 105-185, Division A, Title X, Section 
1079, November 18, 1997, 111 Stat. 1916). 
 


The USDOT Act, Section 4(f) provides that no project that requires the use of any land from a public park 
or recreational area, wildlife and waterfowl refuge, or historic site be approved by the Secretary of the 
Interior unless there is no viable alternative and provisions to minimize any possible harm are included in 
the planning. Similarly, the Land and Water Conservation Fund Act prevents the conversion of lands 
purchased or developed with Land and Water Conservation funds to non-recreation uses, unless the 
Secretary of the Interior, through the National Park Service, approves the conversion. Conversion may only 
be approved if it is consistent with the comprehensive statewide outdoor recreation plan when the 
approval occurs. Additionally, the converted property must be replaced with other recreation property of 
reasonably equivalent usefulness and location, and at least equal fair market value. 
 
The closest Section 4(f) property to the Airport is a city park, Golden Gardens Park at the intersection of 
Golden Gardens Street and Jessen Drive.17 This park is about two miles southeast of the Airport. The 
closest National Register of Historic Places (NRHP)-listed historic site is the Fred E. Chambers House and 
Grounds located at 1151 Irving Road about three miles east of the Airport.18 Land and Water Conservation 
funds have been used at various parks throughout Lane County. Of those parks, Orchard Point 
Recreational Area (about five miles west of the Airport) is the closest park to the Airport.19  


 Farmlands 
The following statutes, regulations, and guidance pertain to farmlands: 


                                                      
15 Oregon Coastal Management Program, Oregon’s Coastal Zone Interactive Map. Accessed: http://www.coastalatlas.net/czfinder/, 
May 2016.  
16 U.S. Fish and Wildlife Service, Coastal Barrier Resources System Mapper. Accessed: http://www.fws.gov/cbra/Maps/Mapper.html, 
April 2016. 
17 City of Eugene, City Facilities, Golden Gardens Parl. Accessed: https://www.eugene-or.gov/facilities/facility/details/Golden-
Gardens-Park-68, May, 2016. 
18 U.S. Environmental Protection Agency, NEPAssist, Places, National Register of Historic Places. Accessed: 
https://nepassisttool.epa.gov/nepassist/nepamap.aspx?wherestr=Eugene+airport, May 2016.  
19 U.S. Department of the Interior, National Park Service, Land and Water Conservation Fund, Detailed Listing of Grants Grouped by 
County, Oregon, Lane. Accessed: http://waso-lwcf.ncrc.nps.gov/public/index.cfm, May 2016. 
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» Farmland Protection Policy Act (FPPA) (7 U.S.C. §§ 4201-4209); and 


» CEQ Memorandum on the Analysis of Impacts on Prime or Unique Agricultural Lands in 
Implementing the National Environmental Policy Act (45 FR 59189). 
 


The FPPA of 1981 regulates federal actions that have the potential to convert farmland to non-agricultural 
uses. The FAA requires consideration of “important farmlands,” which it defines to include “all 
pasturelands, croplands, and forests considered to be prime, unique, or statewide or local important 
lands.”20 
 
According to the Natural Resource Conservation Service (NRCS), portions of Airport property have 
important farmland soil types, as defined above.21 However, according to §523.10(B) of the FPPA, lands 
identified as urbanized areas on the U.S. Census Bureau maps are not subject to the provision of the FPPA. 
Further, according to §658.29(a) of the FPPA, “farmland does not include land already in or committed to 
urban development.” According to the U.S. Census Bureau, a majority of the Airport property is identified 
as an urban area.22, 23 Additionally, airports can be considered urban land uses. Therefore, the soils on 
Airport property are not protected by the FPPA.  


 Hazardous Materials, Solid Waste, and Pollution Prevention 
Federal laws, regulations, and EOs that relate to hazardous materials, solid waste, and pollution prevention 
include: 


» Comprehensive Environmental Response, Compensation, and Liability Act (CERCLA)  
(42 U.S.C. §§ 9601-9765); 


» Emergency Planning and Community Right to Know Act (42 U.S.C. §§ 11001-11050); 


» Federal Facilities Compliance Act (42 U.S.C. § 6961); 


» Hazardous Materials Transportation Act (49 U.S.C. §§ 5101-5128); 


» Oil Pollution Prevention Act of 1990 (33 U.S.C. §§ 2701-2762); 


» Pollution Prevention Act (42 U.S.C. §§ 13101-13109); 


» Toxic Substances Control Act (TSCA) (15 U.S.C. §§ 2601-2697); 


» Resource Conservation and Recovery Act (RCRA) (42 U.S.C. §§ 6901-6992k);  


» EO 12088, Federal Compliance with Pollution Control Standards (43 FR 47707); 


» EO 12580, Superfund Implementation (52 FR 2923), (63 CFR 45871), and (68 CFR 37691); 


» EO 13423, Strengthening Federal Environmental, Energy, and Transportation Management (72 FR 
3919); and 


» EO 13514, Federal Leadership in Environmental, Energy, and Economic Performance (74 FR 52117). 


                                                      
20 Federal Aviation Administration, Order 1050.1F Desk Reference, July 2015. Accessed: May 2016.  
21 Natural Resources Conservation Service, Web Soil Survey. Accessed:  http://websoilsurvey.nrcs.usda.gov/app/WebSoilSurvey.aspx, 
April 2016. 
22 U.S. Census Bureau, Urbanized Areas and Urban Clusters: 2010. Accessed: 
https://www2.census.gov/geo/maps/dc10map/UAUC_RefMap/ua/ua28117_eugene_or/DC10UA28117.pdf, May 2016.  
23 U.S. Census Bureau, USA Urban Areas, ArcGIS Online. Accessed May 2016. 
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1.13.7.1 Hazardous Materials 
In a regulatory context, the terms "hazardous wastes," "hazardous substances," and "hazardous materials" 
have very precise and technical meanings: 
 
Subpart C of the RCRA defines hazardous wastes (sometimes called characteristic wastes) as solid wastes 
that are ignitable, corrosive, reactive, or toxic. Examples include waste oil, mercury, lead or battery acid. In 
addition, Subpart D of the RCRA contains a list of specific types of solid wastes that the USEPA has 
deemed hazardous (sometimes called listed wastes). Examples include degreasing solvents, petroleum 
refining waste, or pharmaceutical waste. 
 
Section 101(14) of the CERCLA defines hazardous substances broadly. It includes hazardous wastes, 
hazardous air pollutants, or hazardous substances designated as such under the Clean Water Act and 
TSCA and elements, compounds, mixtures, or solutions, or substances listed in 40 CFR Part 302 that pose 
substantial harm to human health or environmental resources. Pursuant to the CERCLA, hazardous 
substances do not include any petroleum or natural gas substances and materials. Examples include 
ammonia, bromine, chlorine, or sodium cyanide. 
 
According to 49 CFR Part 172, hazardous materials are any substances commercially transported that pose 
unreasonable risk to public health, safety, and property. These substances include hazardous wastes and 
hazardous substances, as well as petroleum and natural gas substances and materials. As a result, 
hazardous materials represent hazardous wastes and substances. Examples include household batteries, 
gasoline, or fertilizers. 
 
Aircraft fuel constitutes the largest quantity of hazardous substances stored and consumed at the Airport. 
As described in Section 1.10.4, Aviation Fuel Storage, the main fuel facility is located off Lockheed Drive 
and stores 81,000 gallons of fuel in AGTs. The USEPA identifies the Airport (Handler ID: ORD987188042) as 
a hazardous waste site under the RCRA.24 The USEPA also identifies two additional hazardous waste sites 
on Airport property: 


» USDOT FAA Eugene Ssc (Handler ID: OR0590500021); and 


» Horizon Air Industries (Handler ID: ORQ000028852).  
 
There are no CERCLA superfund sites on or around the Airport.25 Additionally, there are no known 
contaminated sites on Airport property.26  


                                                      
24 U.S. Environmental Protection Agency, Envirofact, Hazardous Waste (RCRA Info). Accessed: 
https://www3.epa.gov/enviro/facts/rcrainfo/search.html, January 2017. 
25 U.S. Environmental Protection Agency, NEPAssist, EPA Facilities, Superfund (CERCLIS). Accessed: 
https://nepassisttool.epa.gov/nepassist/nepamap.aspx?wherestr=Eugene+airport, May 2016. 
26 U.S. Environmental Protection Agency, Superfund, National Priorities List, Oregon. Accessed: http://www2.epa.gov/superfund/final-
national-priorities-list-npl-sites-state#OR, April 2016. 
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1.13.7.2 Solid Waste 
Short Mountain Landfill is the only municipal solid waste landfill located in Lane County.27 Short Mountain 
Landfill is located about 19 miles southeast of the Airport. A new cell at the landfill is being constructed, 
to increase capacity, as well as to improve the leachate capturing system.28 It is expected that with the 
new cell, landfill capacity will be accommodated through 2025.   


1.13.7.3 Pollution Prevention 
The Airport is required under the Airport’s National Pollutant Discharge Elimination System (NPDES) 
stormwater discharge permit (NPDES Permit #ORR80-1488, approved on August 15, 2013), to have a 
Stormwater Pollution Prevention Plan (SWPPP), which was approved in June 2014. The Airport’s Spill 
Prevention and Countermeasure Plan (SPCC) was approved in January 2011. The SPCC is required to 
satisfy the federal requirements for facilities that have above ground oil storage tanks with a capacity 
greater than 1,320 gallons. 


 Historical, Architectural, Archeological, and Cultural Resources 
The National Historic Preservation Act (NHPA) (54 U.S.C. §§300101 et seq.) establishes the Advisory 
Council on Historic Preservation (ACHP). The ACHP oversees federal agency compliance with the NHPA. 
The NHPA also established the National Register of Historic Places (NRHP) that the National Park Service 
(NPS) oversees. Other applicable statues and EOs include: 


» American Indian Religious Freedom Act (42 U.S.C. § 1996); 
» Antiquities Act of 1906 (54 U.S.C. §§320301-320303); 
» Archeological and Historic Preservation Act (54 U.S.C. §§ 312501-312508); 
» Archeological Resources Act (16 U.S.C. §§ 470aa-470mm); 
» Department of Transportation (USDOT) Act, Section 4(f) (49 U.S.C. § 303); 
» Historic Sites Act of 1935 (16 U.S.C. §§ 461-467); 
» Native American Graves Protection and Repatriation Act (25 U.S.C. §§ 3001-3013); 
» Public Building Cooperative Use Act (40 U.S.C. §§ 601a, 601a1, 606, 611c, and 612a4); 
» EO 11593, Protection and Enhancement of the Cultural Environment (36 FR 8921); 
» EO 13006, Locating Federal Facilities on Historic Properties in Our Nation’s Central Cities (61 FR 


26071); 
» EO 13007, Indian Sacred Sites (61 FR 26771); 
» EO 13175, Consultation and Coordination with Indian Tribal Governments (65 FR 67249); 
» Executive Memorandum, Government-to-Government Relations with Native American Tribal 


Governments (April 29, 1994), Executive Memorandum on Tribal Consultation (Nov. 5, 2009) (65 FR 
67249); and 


» DOT Order 5650.1, Protection and Enhancement of the Cultural Environment. 
 


                                                      
27 Lane County, Oregon, Public Works, Waste Management Department. Accessed: 
http://www.lanecounty.org/Departments/PW/WMD/Pages/WasteDisposalDetail.aspx?SiteID=17&siteName=Short%20Mountain, 
May 2016.  
28 Lane County, Oregon, News Releases, Short Mountain Landfill Adding Space. Accessed: 
http://www.lanecounty.org/Media/News/Pages/PR_091415_Short_Mountain_Landfill_Expansion.aspx, May 2016. 
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The closest NRHP-listed resource is historic property, Fred E. Chambers House and Grounds at 1151 Irving 
Road.29 Additionally, the Fred E. Chambers House and Grounds is also the closest City of Eugene historic 
site,30 as well as the closest Oregon historic site.31 The historic property is located over three miles east of 
the Airport.  


 Land Use 
Various statutes, regulations, and EOs relevant to land use include: 


» Airport and Airway Improvement Act of 1982, and subsequent amendments (49 U.S.C. 
47107(a)(10)); 


» Airport Improvement Program (49 U.S.C. 47106(a)(1); 
» Airport Safety, Protection of Environment, Criteria for Municipal Solid Waste Landfills (40 CFR § 


258.10); and 
» City of Eugene Code, Chapter 9, Land Use Planning.  


 
The Airport is within Lane County, just outside of the Urban Growth Boundary (UGB) for the City of 
Eugene. The Airport is zoned as Airport Operations under Lane County land use codes. Additionally, the 
CAS Commercial Airport Safety Overlay Zone of the City of Eugene Code, Chapter 9, provides extra 
protection to land uses around the Airport.  The CAS Commercial Airport Safety Overlay Zone was created 
to: 


» “Prevent the creation or establishment of an obstruction that has the potential of being a public 
nuisance or may be a danger to persons or property in the area served by the Eugene Airport. 


» Prevent the creation or establishment of obstructions that are a hazard to air.”32 
 
The CAS Commercial Airport Safety Overlay Zone prescribes standards for uses that: 


» Could cause operational interference; 


» Require marking and lighting; and  


» Violate overlay height restrictions.”29 
 
Land uses in the immediate vicinity of the Airport include primarily agriculture, rural residential, low and 
medium residential, and industrial land uses. Immediately north of the Airport is largely farmland; 
however, there is a residential area about 4.5 miles north of the Airport. There are various commercial 
developments east of the Airport. The closest residential area is about 2,300 feet west of the Runway 34L 
end centerline. There are also dense residential areas about 8,000 feet southeast and 10,000 feet east 
from Runway 34R end centerline.  


                                                      
29 National Park Service, National Register of Historic Places Program. Accessed: http://www.nps.gov/nr/research/index.htm, April, 
2016. 
30 City of Eugene, Historic Preservation, Historic Sites Map. Accessed: http://pdd.eugene-or.gov/Maps/HistoricMap, April 2016. 
31 Oregon Park and Recreation Department: Oregon Heritage, Oregon National Register and Survey Program. Accessed: 
http://www.oregon.gov/oprd/HCD/NATREG/Pages/index.aspx, May 2016.  
32 City of Eugene Code, Chapter 9, Land Use Planning, 1971. Accessed: https://www.eugene-or.gov/2128/Land-Use-Code-Links, May 
2016.  
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 Natural Resources and Energy Supply 
Statutes and EOs that are relevant to natural resources and energy supply include: 


» Energy Independence and Security Act (42 U.S.C. § 17001 et seq.); 
» Energy Policy Act (42 U.S.C. § 15801 et seq.); 
» EO 13423, Strengthening Federal Environmental, Energy, and Transportation Management (72 FR 


3919); and 
» EO 13514, Federal Leadership in Environmental, Energy, and Economic Performance (74 FR 52117).  


 
Natural resources (e.g., water, asphalt, aggregate, etc.) and energy use (e.g., fuel, electricity, etc.) at an 
airport is a function of the needs of aircraft, support vehicles, airport facilities, support structures, and 
terminal facilities. 
 
Water is the primary natural resource used at the Airport on a daily basis (see the Section 1.13.14, Water 
Resources for further details). Asphalt, aggregate, and other natural resources have also been used in 
various construction projects at the Airport. None of the natural resources that the Airport uses, or has 
used, are in rare or short supply. Energy use at the Airport is primarily in the form of electricity required 
for the operation of Airport-related facilities (e.g., terminal building, hangars, airfield lighting) and fuel for 
aircraft, aircraft support vehicles/equipment, and Airport maintenance vehicles/equipment. As Section 
1.11, Utilities describes, Energy Trust of Oregon supplies electricity and Northwest Natural provides gas 
services to the Airport. 


 Noise and Compatible Land Use 
Noise is the most apparent environmental effect from an airport, and at most airports accounts for the 
majority of comments from nearby residents. Statutes and EOs relevant to noise and noise-compatible 
land use include: 


» The Control and Abatement of Aircraft Noise and Sonic Boom Act of 1968 (49 U.S.C. § 44715); 


» The Noise Control Act of 1972 (42 U.S.C. §§ 4901-4918); 


» Aviation Safety and Noise Abatement Act of 1979 (49 U.S.C. § 47501 et seq.); 


» Airport and Airway Improvement Act of 1982 (49 U.S.C. § 47101 et seq.); 


» Airport Noise and Capacity Act of 1990 (49 U.S.C. §§ 47521-47534, §§ 106(g); and 


» Section 506 of the FAA Modernization and Reform Act of 2012, Prohibition on Operating Certain 
Aircraft Weighting 75,000 Pounds of Less Not Complying with Stage 3 Noise Levels (49 U.S.C. §§ 
47534). 
 


Day-Night Sound Level (DNL) is based on sound levels measures in relative intensity of sound, (decibels or 
dB) on the “A-weighted scale” or dBA over a time-weighted average normalized to a 24-hour period.33 
DNL has been widely accepted as the best available method to describe aircraft noise exposure. The 


                                                      
33 Federal Aviation Administration, Technical Support for Day/Night Average Sound Level (DNL) Replacement Metric Research, Final 
Report, June 14, 2011. Accessed: 
http://www.faa.gov/about/office_org/headquarters_offices/apl/research/science_integrated_modeling/noise_impacts/media/6-14-
2011_finalreport_metricsmestre_etal_061411_part1.pdf, June 2017. 
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USEPA identifies the DNL as the principal metric for airport noise analysis. The FAA requires DNL as the 
noise descriptor for use in aircraft noise exposure analysis and noise compatibility planning. DNL levels 
are commonly shown as lines of equal noise exposure, similar to terrain contour maps, referred to noise 
contours. All residential areas are considered compatible with cumulative noise level below DNL 65 dBA. 
 
As Section 1.13.9, Land Use describes, there are residential land uses near the Airport. These areas may 
be sensitive to aircraft noise associated with the Airport. The Airport’s aviation noise contours were 
updated in 2010 as part of the Airport’s previous Master Plan Update. Similarly, the contours are being 
updated as part of this Master Plan Update.  
 
Noise contours were updated for the baseline, existing conditions year of 2016 and the forecast year of 
2025 using the Aviation Environmental Design Tool (AEDT), Version 2. As shown in Figure 1-19, the 2016 
DNL 65 noise contour is entirely on Airport property and there are no incompatible land uses within this 
contour. Figure 1-19 also shows that the forecast 2025 65 DNL noise contour is almost entirely on Airport 
property. The northern portion of this noise contour just barely passes the Airport property line. There are 
no incompatible land uses within this forecast noise contour.  
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FIGURE 1-19 
UPDATED AIRPORT NOISE CONTOURS
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 Socioeconomics, Environmental Justice, and Children’s Health and Safety Risks 
The primary considerations of a socioeconomics analysis are the economic activity, employment, income, 
population, housing, public services, and social conditions of the area. The Uniform Relocation Assistance 
and Real Property Acquisitions Policy Act of 1970 (42 U.S.C. § 61 et seq.), implemented by 49 CFR Part 24, 
is the primary statute related to socioeconomic impacts. EO 13045, Protection of Children from 
Environmental Health Risks and Safety Risks (62 FR 19885) is the primary EO related to Children’s 
Environmental Health and Safety Risks. Statutes, EOs, memorandums, and guidance that are relevant to 
environmental justice include: 


» Title VI of the Civil Rights Act, as amended (42 U.S.C. §§ 2000d-2000d-7); 


» EO 12898, Federal Actions to Address Environmental Justice in Minority Populations and Low-Income 
Populations (59 FR 7629); 


» Memorandum of Understanding on Environmental Justice and EO 12898; 


» USDOT Order 5610.2(a), Environmental Justice in Minority and Low-Income Populations (77 FR 
27534); 


» CEQ Guidance: Environmental Justice: Guidance Under the National Environmental Policy Act; and 


» Revised USDOT Environmental Justice Strategy (77 FR 18879). 
 
Table 1-17 provides the socioeconomic and environmental justice characteristics of the area around the 
Airport.  Data for Tract 10.01, the tract that includes the Airport property, is from the U.S. Census Bureau 
2010-2014 American Community Survey. 
 
TABLE 1-17 
SOCIOECONOMIC AND ENVIRONMENTAL JUSTICE CHARACTERISTICS34 


Characteristics  
Total Population 2,129 
Percent Minority 7.05% 
Percent Living Below the Poverty Level 13.0% 
Percent of the Population below 18 Years of Age 12.4% 
Percent Unemployed (above 16 Years of Age) 11.6% 
Total Housing Units 1,064 
Vacant Housing Units 147 


Sources: U.S. Census Bureau American Community Survey 2010-2014 (Census Tract 10.01): Prepared by RS&H, 2016.  
 


With regards to children’s environmental health and safety risks, the closest school to the Airport is the 
Meadow View School, about 2.5-miles south of the Airport.35 The school serves students in kindergarten 
through eighth grade. 


                                                      
34 U.S. Census Bureau, American Community Survey 2010-2014, American Fact Finder. Accessed: 
http://factfinder.census.gov/faces/nav/jsf/pages/searchresults.xhtml?refresh=t, May 2016.  
35 U.S. Environmental Protection Agency, NEPAssist, Places, Schools. Accessed: 
https://nepassisttool.epa.gov/nepassist/nepamap.aspx?wherestr=EUG, June 2016. 
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 Visual Effects 
There is no federal statutory or regulatory requirement for adverse effects resulting from light emissions 
or visual impacts. Order 1050.1F describe factors to consider within light emissions and visual 
resources/visual character. Potential impacts of light emissions include the annoyance or interference with 
normal activities, as well as effects to the visual character of the area due to light emissions, including the 
importance, uniqueness, and aesthetic value of the affected visual resources. 


1.13.13.1  Light Emissions 
Various lighting features currently illuminate Airport facilities, such as the airfield (e.g., runways and 
taxiways), buildings, access roadways, automobile parking areas, and apron areas for the safe and secure 
movement of people and vehicles (e.g., aircraft, passenger cars, etc.). 


1.13.13.2  Visual Resources and Visual Character 
Structures at the Airport include, but are not limited to, the terminal building, fixed base operators, 
hangars, and maintenance buildings. As previously mentioned, the Airport is zoned as Airport Operations 
and is developed in a manner that is consistent with this zoning. 
 
Vegetation (e.g., trees and shrubs) helps to reduce both the light emissions and visual effects to the 
Airport for residential areas. Commercial land uses to the east have a direct line of sight to the Airport; 
however, the visual effects of the Airport to commercial or industrial land uses are not typically considered 
a nuisance.  


 Water Resources (including Wetlands, Floodplains, Surface Waters, Groundwater, 
and Wild and Scenic Rivers) 


Water resources are considered wetlands, floodplains, surface waters, groundwater and wild and scenic 
rivers. These resources typically function as a single, integrated natural system that are important in 
providing drinking water and in supporting recreation, transportation and commerce, industry, 
agriculture, and aquatic ecosystems.  


1.13.14.1  Wetlands  
Statutes and EOs that are relevant to wetlands include: 


» EO 11990, Protection of Wetlands (42 FR 26961); 


» Clean Water Act (33 U.S.C. §§ 1251-1387); 


» Fish and Wildlife Coordination Act (16 U.S.C. § 661-667d) ; and 


» USDOT Order 6660.1A, Preservation of the Nation’s Wetlands. 
 
The Clean Water Act defines wetlands as “…those areas that are inundated or saturated by surface or 
groundwater at a frequency and duration sufficient to support, and under normal circumstances do support, 
a prevalence of vegetation typically adapted for life in saturated soil conditions.”36 Wetlands have three 
necessary characteristics: 


» Water: presence of water at or near the ground surface for a part of the year;  


                                                      
36 U.S. Environmental Protection Agency, Section 404 of the Clean Water Act. Accessed: https://www.epa.gov/cwa-404/section-404-
clean-water-act-how-wetlands-are-defined-and-identified, June 2016.  
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» Hydrophytic Plants: a preponderance of plants adapted to wet conditions; and 
» Hydric Soils: soil developed under wet conditions. 


 
A wetlands inventory was conducted over the course of eight days between April 27 and May 12, 2016 on 
Airport property Approximately 2,325 acres of Airport property and City-owned property adjacent to the 
Airport were surveyed (see Figure 1-20). Wetlands were identified during the site survey and mapped for 
future development considerations, but no jurisdiction determinations were made for the identified 
wetlands. Approximately 453 acres of wetlands were identified within the study area (see Figure 1-20).  


1.13.14.2  Floodplains  
Statutes and EOs that are relevant to floodplains include: 


» EO 11988, Floodplain Management (42 FR 26951); 


» National Flood Insurance Act (42 U.S.C. § 4001 et seq.); and 


» U.S. Department of Transportation (USDOT) Order 5650.2, Floodplain Management and Protection. 
 
Floodplains are “...lowland areas adjoining inland and coastal water which are periodically inundated by 
flood waters, including flood-prone area of offshore islands.”37 Floodplains are often referred to in terms 
of the 100-year floodplain, rather, the one percent chance of a flood occurring in any given year. EO 
11988 directs federal agencies to take action to reduce the risk of flood loss; minimize the impact of 
floods on human safety, health, and welfare; and restore and preserve the natural and beneficial 
floodplains. EO 11988 does not allow activities in a floodplain unless there is no practicable alternative 
and there are measures to minimize unavoidable short-term and long-term impacts are included. USDOT 
Order 5650.2 outlines the policies and procedures for ensuring that proper consideration is given to the 
avoidance and mitigation of adverse floodplain impacts in agency actions, planning programs, and 
budget requests. Therefore, the objective is to avoid, to the extent practicable, any impacts within the 
100-year floodplain. 
 
According to the current Federal Emergency Management Agency (FEMA) Flood Insurance Rate Maps for 
the Airport area, there are floodplains within the Airport property.38 The floodplains are located in the 
southern and northeastern portions of the Airport property boundary (see Figure 1-21.) 
 


                                                      
37 Executive Order 11988, Floodplain Management, May 1, 1977. Accessed: May 2016.  
38 Federal Emergency Management Agency, Flood Map Service Center, Flood Insurance Rate Map 41039C1105F, Effective on June 2, 
1999; Flood Insurance Rate Map 41039C1102F, Effective on June 2, 1999; and Flood Insurance Rate Map 41039C0615F, Effective on 
June 2, 1999. Accessed: https://msc.fema.gov/portal/search, April 2016. 
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FIGURE 1-20 
WETLANDS MAP
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FIGURE 1-21 
FLOODPLAINS MAP 
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1.13.14.3  Surface Waters  
Statutes and EOs that are relevant to surface waters include: 


» Clean Water Act (33 U.S.C. §§ 1251-1387); 


» Fish and Wildlife Coordination Act (16 U.S.C. § 661-667d); and 


» Rivers and Harbors Act (33 U.S.C. § 401 and 403).  
 
Surface waters include areas where water collects on the surface of the ground, such as streams, rivers, 
lakes, ponds, estuaries, and oceans. There are four streams on Airport property (see Figure 1-22).39 
Amazon Creek/Clear Lake stream is on the western side of the Airport. An unnamed stream is on the 
south side of the Airport property. Another unnamed stream is on the east side of the Airport Property. 
Clear Lake stream runs from the western side of the Airport to the center of the Airport. The USEPA 
identifies Amazon Creek as impaired due to the presence of metals (other than mercury), toxic organics, 
and pathogens in the water. Additionally, there are three unnamed water bodies on Airport property and 
one water body just outside Airport property to the east (see Figure 1-22).40 


1.13.14.4  Groundwater  
Statutes and EOs that are relevant to groundwater include: 


» Safe Drinking Water Act (42 U.S.C.  §§ 300(f)-300j-26). 
 
Groundwater is described as the “subsurface water that occupies the space between sand, clay, and rock 
formations.”41 The Airport intersects two hydrologic units.42 The majority of the Airport is within the 
Amazon Creek watershed (Hydrologic Unit Code (HUC) 12 ID: 170900030108). The northeastern portion of 
the Airport is within the Flat Creek watershed (HUC 12 ID: 170900030603). The Eugene Water and Electric 
Board (EWEB), which receives its water supply from the McKenzie River, provides water services to the 
Airport. According to the latest EWEB Consumer Confidence Report, the Airport’s source of water meets 
all standards for regulated contaminates.43  
 


                                                      
39 U.S. Environmental Protection Agency, NEPAssist, Water Features, Streams. Accessed: 
https://nepassisttool.epa.gov/nepassist/nepamap.aspx?wherestr=EUG, June 2016.  
40 U.S. Environmental Protection Agency, NEPAssist, Water Features, Water Bodies. Accessed: 
https://nepassisttool.epa.gov/nepassist/nepamap.aspx?wherestr=EUG, June 2016. 
41 Federal Aviation Administration, 1050.1F Desk Reference, Section 14.4 Groundwater. July 2015.  
42 U.S. Environmental Protection Agency, NEPAssist, Water Features, Watersheds (HUC 12). Accessed: 
https://nepassisttool.epa.gov/nepassist/nepamap.aspx?wherestr=EUG, June 2016.  
43 Eugene Water and Electric Board, 2015 Consumer Confidence Report. Accessed: 
http://www.eweb.org/public/documents/water/consumerConfidenceReport2015.pdf, June 2016. 
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FIGURE 1-22 
SURFACE WATERS MAP 
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1.13.14.5  Wild and Scenic Rivers 
Statutes and EOs that are relevant to wild and scenic rivers include: 


» Wild and Scenic Rivers Act (16 U.S.C. §§ 1271-1278). 
 
Wild and scenic rivers are defined as “outstanding natural, cultural, and recreational values in a free-
flowing condition for the enjoyment of present and future generations.”44 There are no wild and scenic 
rivers in the Airport area.45 The closest wild and scenic river, the North Fork Middle Fork Willamette River, 
is over 40 miles southeast of the Airport.  


 SUSTAINABILITY 
The FAA defines Airport Sustainability as actions that: 


» “Reduce environmental impacts. 


» Help maintain high, stable levels of economic growth. 


» Help achieve “social progress”, a broad set of actions that ensure organizational goals are 
achieved in a way that’s consistent with the needs and values of the local community.”46 


 
FAA recognizes common industry information related to sustainable design and sustainable practices. This 
information describes measures to reduce potential environmental impacts and demands on natural 
resources. These useful references are: 


» Airports Cooperative Research Program (ACRP) Synthesis 10, Airport Sustainability Practices; and 


» Sustainable Aviation Guidance Alliance (SAGA) Database. 
 
The City of Eugene defines sustainability as “promoting a sustainable future that meets today’s needs 
without compromising the ability of future generations to meet their needs.”47 The City is committed to 
working with residents and businesses to build a more sustainable community by accepting their 
responsibility to: 


» “Support a stable, diverse, and equitable economy; 


» Protect the quality of air, water, land, and other natural resources; 


» Conserve native vegetation, fish, wildlife habitat, and other ecosystems; and 


» Minimize human impacts on local, regional, and worldwide ecosystems.”   
 
In March 2007, the City of Eugene created the Sustainability Commission under Ordinance No. 20379.48 
The Commission acts as an advisory body to the city council and city manager in matters of programs to 


                                                      
44 National Wild and Scenic Rivers System, About the WSR Act. Accessed: https://www.rivers.gov/wsr-act.php, May 2016.  
45 U.S. Environmental Protection Agency, NEPAssist, Water Features, Wild and Scenic Rivers. Accessed: 
https://nepassisttool.epa.gov/nepassist/nepamap.aspx?wherestr=Eugene+airport, May 2016.  
46 Federal Aviation Administration, Airport Sustainability. Accessed: http://www.faa.gov/airports/environmental/sustainability/, May 
2016.  
47 The City Council of the City of Eugene, Resolution No. 4618. February 28, 2000. 
48 City of Eugene, Departments, City Manager’s Office, Boards and Commissions, Sustainability Commission. Accessed: 
https://www.eugene-or.gov/38/Sustainability-Commission, June 2016.  
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help create or enhance sustainability within the community. The Commission’s fiscal year 2016 work plan 
consists of goals under the following topics: 


» “Land use and transportation. Link Envision Eugene with the Transportation System Plan and 
other land use and transportation decisions, in policies and practice; 


» Climate change mitigation and resilience. Promote and support investments and polices that help 
mitigate adverse effects of climate change and natural disasters and increase resiliency to those 
impacts which can’t be mitigated; 


» Envision Eugene. Link Envision Eugene with Climate Recovery Ordinance Goals and Sustainability; 
and 


» Sustainable economic development. Promote Sustainable Economic Development within Eugene 
and throughout the surrounding areas.”49  


 
Over the last five years, the Airport has taken steps toward becoming more sustainable. In 2010, the 
Airport received Leadership in Energy and Environmental Design (LEED)® certification by the U.S. Green 
Building Council for an air cargo building.50 This building represents the first City of Eugene LEED® 
building. Additionally, in 2011, the Airport received LEED® Silver certification for the Aircraft Rescue and 
Fire Fighting (ARFF) building.51  Some LEED® certification elements of the buildings include, but are not 
limited to: 


» 90 percent of construction debris was either re-used or recycled; 


» The new building contained more than 25 percent recycled building materials; 


» Design and construction of the building included a 17 percent reduction in energy use;  


» A reduction in water consumption by 35 percent; and 


» High-efficiency heating and cooling systems to reduce energy consumption.  
 
The Airport is committed to implementing sustainability initiatives during its development projects and 
normal operations. The Airport will investigate specific initiatives in the following categories: 


» Waste and recycling; 


» Air quality; 


» Water quality; 


» Energy conservation, including solar opportunities; 


» Natural environment; and  


» Infrastructure.  


                                                      
49 The City of Eugene, Eugene Sustainability Commission FY 16 Work Plan, September 2015. Accessed: https://www.eugene-
or.gov/ArchiveCenter/ViewFile/Item/3967, June 2016.  
50 City of Eugene, Archive Item 642. Accessed: https://www.eugene-or.gov/ArchiveCenter/ViewFile/Item/642, June 2016.  
51 City of Eugene, Archive Item 640. Accessed: https://www.eugene-or.gov/ArchiveCenter/ViewFile/Item/640, June 2016.  
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 REGIONAL SEISMIC CONDITIONS 
The Eugene Airport is in a location that is prone to seismic events. Since 1931, the city of Eugene has 
experienced 100 earthquakes within a 30 mile radius from the center of the city. However, out of the 100 
earthquakes, only six earthquakes had a magnitude 2.5 or greater, three occurred in the year 2015 alone. 
Table 1-18 shows the Richter Scale which is used to measure the magnitude of the earthquake along with 
the impact of the quake. Due to the location of where the Eugene Airport sits, it has the potential to be 
exposed to a great earthquake, or “megaquake.”      
 
TABLE 1-18 
RICHTER SCALE 


 
 
Just off the coast of the Pacific Ocean is an area called the Cascadia Subduction Zone (CSZ). The CSZ is a 
tectonic plate convergent boundary, which spans the coast line from Vancouver Island to the northern 
part of California. The CSZ is the location of where the Juan De Fuca Plate meets the North American 
Plate.  Figure 1-23 shows a graphical representation of the location of the CSZ and the direction the 
tectonic plates are converging. The Juan de Fuca Plate is the seafloor and is comprised of heavier rocks 
then the continental mass of the North American Plate. These two pieces are constantly pushing against 
each other, which causes the seafloor to sink below North America.  
 


Richter Magnitude
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Source: USGS, SMS Tsunami Warning                                                                                                                                                                          
Note: The impact correlated with the Richter magnitude is determined based on modifications to the Mercalli Scale. The 
Mercalli Scale is used to measure the amount of damage an earthquake can generate. 


Richter Scale


Smallest quake that a person can normally feel. 


Impact


May break windows, cause small or unstable objects to fall. 


Comparable to the vibrations of a passing truck.


Minor damage occurs, objects such as furniture would move and weak constructed areas would 
fold. 
Damage to well-built structures, severe damage to poorly built ones. 


Buildings displaced from foundations; cracks in the earth ungrounding pipes broken.


Near-total destruction, waves moving through the earth visible with the naked eye. 
Bridges destroyed, few structures left standing


No real impact
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FIGURE 1-23 
SUBDUCTION ZONE 


 
Source: U.S. Geological Survey, 2012 


 
The buried interference between these two plates, which extends from off shore to the coastline or farther 
in some places, comprises the fault zone, which is capable of breaking in one great earthquake, or 
possibly sections as smaller earthquakes52.  Scientist have modeled the earthquake to reach as high as 
magnitude 9.0. To put into perspective the significance of a magnitude 9.0, if a magnitude 3.4 earthquake 
is equal to one grain of sand, a magnitude 9.0 earthquake is equal to 100 million grains of sand.  The most 
recent event of a magnitude 9.0 earthquake was on March 11th 2011 that occurred off the coast of Japan. 
The CSZ has been building up strain for over 300 years. The chances that an earthquake as large as 
magnitude 9.0 will occur within the next 50 years, are about one in ten53. Due to the likelihood and the 
severity of the earthquake, the State of Oregon has developed the “Cascadia Subduction Zone 
Catastrophic Earthquake and Tsunami Operation Plan.” 
 
That plan was developed based on a scenario that a catastrophic magnitude 9.0 CSZ earthquake and 
tsunami could occur. In the scenario, it is assumed that the epicenter is 95 miles west of the city of 
Eugene. The state of Oregon is categorized in four distinct areas ranging from the degree of damage that 
would occur as a result of a magnitude 9.0 earthquake, one being the highest degree of damage and four 
being the lowest degree of damage.  The Eugene Airport falls in CSZ Area 2. The potential damage in the 
area as a result of the earthquake would be: power failure for months, access roads and bridges severely 
damaged, and buildings being heavily damaged or collapsed. The model that was implemented for the 
scenario looked at the degree of damage the airports in Oregon would experience.  As shown in  


                                                      
52 Cascadia Subduction Zone Catastrophic Earthquake and Tsunami Operation Plan, Oregon 2012 
53 Cascadia Region Earthquake Workgroup, FEMA 2013 
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Figure 1-24, Eugene Airport would only endure slight damage based on a 50 percent damage model 
from a magnitude 9.0 earthquake. If the model for sustained damage is increased to 90 percent, the 
Eugene Airport would endure moderate damage.  
 
The direct and indirect damage of a magnitude 9.0 earthquake would require an enormous assistance 
effort and require local and out of state resources.  Eugene Airport could be used as one of the primary 
aviation assets in the State, as it is expected to fare better than some of the other airports in the region 
that are capable of accommodating large aircraft. Because of this, it is recommended that consideration 
be put forth regarding apron capabilities and existing emergency plans at the Airport.  
 
FIGURE 1-24 
AIRPORT DAMAGES FROM CASCADIA EVENT 


  Source: Cascadia Subduction Zone Catastrophic Response Plan, 2012 
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 FINANCIAL OVERVIEW 
This section provides a high level overview of the Airport’s revenue, expenses, capital expenditures, and 
FAA grants received to date. The Financial Feasibility chapter of this master plan provides a deeper 
analysis of the Airport’s financial standing and its capacity to undertake future capital projects.  


 Revenue, Expenses, and Capital Expenditures 
Every year the Airport submits a financial reporting form (FAA Form 127) as part of FAA’s Airport Financial 
Reporting Program. All airports that are obligated by grant assurances must submit these forms on an 
annual basis. Table 1-19 summarizes EUG’s overall revenue, expenses, and capital expenditures from 2009 
to 2015 as listed in Form 127. Capital expenditures and construction account for all expenditures spent on 
capital projects. Many capital projects are eligible for reimbursement under the FAA Airport Improvement 
Program (AIP)54. In Oregon, those projects deemed eligible are 93.75 percent funded through FAA grants, 
with the remaining 6.25 percent funded by the Airport.  
 
Passenger Facility Charges (PFC) is typically the second largest portion of non-operating revenue that the 
Airport receives, grant receipts being the largest. This money is primarily used to pay for capital projects. 
The median annual amount of capital expenditures between 2009 and 2015 was approximately $5M. 
Typically at EUG, capital expenditures range between $3M to $5M per year.  Over the last seven years, two 
years in particular saw a larger expenditure: a 2010 capital expenditure of $12.5M associated with an 
airfield project; and a 2015 expenditure of $9.2M, associated with a terminal expansion and improvement 
project. Since 2009, the Airport has seen steady increases in both revenues and expenses. Between 2009 
and 2015, both have tracked upward nearly identically with total operating revenues increasing 4.9 
percent and operating expenses increasing 4.3 percent. It should be noted that between 2009 and 2015, 
operating expenses have never exceeded operating revenues. 
 
TABLE 1-19 
AIRPORT FINANCIAL OVERVIEW 


 
 


                                                      
54 FAA Airport Improvement Program (AIP) is a federal grant program that provides funds to airports to help improve safety, 
capacity, and maintain infrastructure. The money is raised through taxes on airplane tickets sold to the public and on aviation fuel 
sales.  


Fiscal 
Year


Total 
Aeronautical 


Revenue


Total Non-
Aeronautical 


Revenue


Total Operating 
Revenues


Operating 
Expenses1


Non-Operating 
Revenue  and 


Capital 


Capital 
Expenditures/ 
Construction


2009 $2,833,681 $3,882,287 $6,715,968 $6,342,030 $3,223,614 $5,087,806
2010 $3,108,903 $4,091,443 $7,200,346 $6,441,609 $13,660,140 $12,465,508
2011 $3,007,086 $4,529,757 $7,536,843 $6,691,594 $4,795,365 $333,676
2012 $3,156,773 $4,523,198 $7,679,971 $7,222,889 $3,855,866 $3,008,433
2013 $3,130,973 $4,837,498 $7,968,471 $7,614,687 $3,183,133 $2,242,120
2014 $3,510,002 $5,186,375 $8,696,377 $8,117,584 $4,221,522 $5,911,193
2015 $3,535,591 $5,389,579 $8,925,170 $8,175,494 $6,904,543 $9,248,168


Source: FAA CATS Report 127
Note: (1) Operating expenses less depreciation
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 FAA Airport Improvement Program Grant Receipts  
The Airport has historically received entitlement, and at times discretionary grant money from FAA.   
Table 1-20 lists the total AIP grant receipts since 2009. As shown in the table, some projects can be 
funded in multiple consecutive years, such as the 2014/2015 terminal building project. Other projects may 
require one large investment. Often these require discretionary funding from FAA. In those instances, 
funding levels are typically reduced the following year so that FAA can balance funding allocation to all 
airports in the region.  
 
TABLE 1-20 
AIP GRANT HISTORY 


 


Year Total AIP Description of Work


2009 $5,835,922 Construct Aircraft Rescue & Fire Fighting Building, Rehabilitate 
Apron, Rehabilitate Taxiway


2010 $9,026,253 Rehabilitate Runway - 16R/34L


2011 $2,397,048 Acquire Snow Removal Equipment, Construct Deicing Containment 
Facility, Rehabilitate Apron, Rehabilitate Taxiway


2012 $947,153 Rehabilitate Apron


2013 $459,375 Acquire Friction Measuring Equipment, Security Enhancements 
[Phase 1 - Design], Wildlife Hazard Assessments


2014 $7,926,480 Expand Terminal Building


2015 $3,047,216 Expand Terminal Building, Update Airport Master Plan Study


  Source: Federal Aviation Administration, 2016
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 INTRODUCTION AND BACKGROUND 
A critical element in the planning and development of airport facilities is knowing the level of passengers, 
aircraft movements, and cargo volumes that can be expected during a prescribed planning time period. 
This chapter discusses the projected activity levels for passengers, aircraft movements and air cargo that 
might be expected within the next 20 year planning horizon. It also describes the methodology used to 
estimate those volumes. The chapter concludes with recommended passenger and operations forecasts 
that will be used to plan the requirements for future infrastructure and facilities. The forecast is presented 
in five and ten year increments beginning with a base year of 2015 outward to 2020, 2025, and 2035.  
 
Changes in passenger, cargo and aircraft movement volumes are known to be influenced by a variety of 
elements, including variations in population, labor force, per capita income, gross regional product, air 
fares, competition from other airports or modes of transportation, and a variety of other economic and 
non-economic factors, including airline business policies and local regulatory conditions. 
 
The Federal Aviation Administration (FAA) annually prepares its Terminal Area Forecast (TAF) for 264 FAA 
towered airports, 252 federal contract tower airports, 31 terminal radar approach control facilities, and 
2,818 non-towered airports. Eugene Airport (EUG) is one of these airports. For the purposes of this master 
plan update, the baseline forecasts for passenger, aircraft operations, and based aircraft annual volumes 
that will be used in planning the various airport facilities will be based on the latest FAA TAF numbers at 
the time of this writing. 
 
In order to account for specific conditions that have transpired since preparation of the TAF, this chapter 
also includes alternative forecast scenarios for commercial passenger enplanements (i.e. the number of 
passengers boarding an aircraft) and aircraft operations (the number of take-offs and landings). Multiple 
scenario-based activity estimates were generated for each of these categories of commercial passenger 
aviation activity. Additionally, a preferred forecast scenario was selected and refined to determine peak 
hour activity, which will be used for facility planning. 
 


 HISTORICAL AVIATION ACTIVITY 
Aviation activity at an airport is defined as the amount of aircraft operations by general aviation (GA), 
military, and commercial aircraft, and the number of passengers that use commercial air service for their 
transportation needs. This section describes the historical aviation activity data for EUG. The data is used 
to understand previous trends and patterns at the airport, their interrelationships with key economic 
indexes for the airport’s catchment area, and is then used to build the forecast of future aviation activity.  


 Passenger Traffic 
As shown in Table 2-1, during calendar years (CY) 2013 and 2014, EUG was the second busiest 
commercial airport in the State of Oregon and was ranked 126 among all commercial airports in the U.S. 
in terms of the number of enplaned passengers, according to FAA’s air traffic data for FY 2014.  
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TABLE 2-1 
OREGON COMMERCIAL SERVICE AIRPORTS 


 
 
The passenger activity was achieved through air service provided by five airlines serving 10 non-stop 
destinations. Figure 2-1 illustrates the current destinations served from EUG. Aircraft serving these routes 
include regional jet aircraft such as the Bombardier CRJ700/900 and the Embraer E175, mainline jets such 
as the Airbus A320 and Boeing B737, and prop-jet aircraft such as the Bombardier Q400.  
 
FIGURE 2-1 
2015 DESTINATION MAP 


 
Source: www.flyEugene.com. 2016 
 
Airline routes, frequency, and associated enplanement volumes at EUG have fluctuated since 1990. Over 
the last seven years, enplanements have been increasing, and the Airport achieved a new record high 
number of passenger enplanements in 2015 when annual enplanements reached 448,140. In the last 
fifteen years, there have been two notable declines in enplanements. The first being the decline between 
2001 and 2003, which was attributed to the nation-wide decline in air travel after the terrorist events of 
September 11, 2001 and the resulting economic recession. The second more recent decline was from 


Rank Airport 
Identifier Airport Name Hub CY 13 


Enplanements
CY 14 


Enplanements % Change


30 PDX Portland International Large Hub 7,452,603 7,878,760 5.72%
126 EUG Mahlon Sweet Field Small Hub 434,095 440,198 1.41%
150 MFR Rogue Valley International 


- Medford
Non-Hub 306,450 323,563 5.58%


166 RDM Roberts Field Non-Hub 236,303 255,654 8.19%
367 OTH Southwest Oregon 


Regional
Non-Hub 16,864 15,080 -10.58%


465 LMT Klamath Falls No Hub 13,443 4,800 -64.29%


488 PDT Eastern Oregon Regional 
at Pendleton


No Hub 4,105 4,015 -2.19%


Source: FAA Passenger Boarding and All-Cargo Data for U.S. Airports, 2016
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2007 to 2009, which was associated with the 2008 recession. The negative results of both of these events 
were widespread, affecting air transportation activity throughout the nation and were not isolated to EUG.  
 
After both recessions, passenger enplanements rebounded. Since 2009, the Airport averaged a five 
percent growth rate year over year. In 2011, the Airport reached 392,613 annual enplanements, breaking 
its previous record of 383,890 annual enplanements set in 1997. Since then, a new record high has been 
reached every year to date. The Airport’s historical annual passenger enplanements are shown in 
Figure 2-2 and Table 2-2. 
 
 
FIGURE 2-2 
HISTORICAL PASSENGER ENPLANEMENTS 


 


 
Source: Airport Records, 2016 
 







A V I A T I O N  D E M A N D  F O R E C A S T S  
 


 
EUGENE AIRPORT MASTER PLAN  2-4 


TABLE 2-2 
HISTORICAL PASSENGER ENPLANEMENTS 


 
Source: Airport Records, 2016 
 
 
The airlines currently serving Eugene Airport include Alaska, Allegiant, American, Delta and United. 
Frontier Airlines had previously served EUG between 2013 and 2014, but withdrew from the market as a 
result of the airline restructuring its business model post-bankruptcy to become a low cost carrier. 
Frontier’s entry into EUG was notable in that it was the second time the Eugene Airport saw regular bi- or 
triweekly flights using mainline aircraft since 20031. The first time was when United Airlines brought 
mainline aircraft to EUG for a six month run in 2008. Allegiant began service in 2007 using MD80 aircraft, 
and now also uses A319/A320 aircraft. In June 2016, daily scheduled service on mainline aircraft returned 
to EUG with United Airlines service to DEN and SFO using A319/A320 aircraft. This up-gauge in aircraft is 
in-step with industry trends of airlines moving away from regional jets, reducing capacity, and up-gauging 
aircraft. 


 Aircraft Movements  
Aircraft movements, also called operations, are defined as either a takeoff or a landing by an aircraft. This 
sub-section details the number of historical operations related to commercial passenger aircraft and 


                                                      
1 2010 Eugene Airport Master Plan 


1990 258,993
1991 257,147 -0.7%
1992 284,060 10.5%
1993 358,339 26.1%
1994 340,148 -5.1%
1995 352,200 3.5%
1996 383,656 8.9%
1997 383,890 0.1%
1998 370,850 -3.4%
1999 355,992 -4.0%
2000 376,522 5.8%
2001 364,049 -3.3%
2002 312,735 -14.1%
2003 301,339 -3.6%
2004 347,672 15.4%
2005 360,049 3.6%
2006 360,495 0.1%
2007 379,389 5.2%
2008 359,960 -5.1%
2009 339,813 -5.6%
2010 368,737 8.5%
2011 392,612 6.5%
2012 406,788 3.6%
2013 433,707 6.6%
2014 439,937 1.4%
2015 448,140 1.9%


Year Total 
Enplanements


Annual Increase 
/Decrease
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general aviation aircraft. Additionally, because the number of commercial operations are directly 
influenced by passenger enplanement volumes, historical enplanement levels were examined to further 
understand trends in commercial operations at EUG.  
 
Commercial aircraft movements have declined since 2005, with a loss of approximately 34 percent.  
Figure 2-3 shows a breakdown of these operations between 2005 and 2015.  
 
FIGURE 2-3 
AIR CARRIER AND AIR TAXI OPERATIONS (2005-2015) 


 
Sources: FAA 2015 TAF Report, OPSNET, 2016 
 
 
It was noted that while total commercial operations have declined, air carrier operations have been rising 
since 2010. Similarly, passenger enplanement levels have increased by 24 percent between 2005 and 2016 
as shown in Figure 2-4. This is a direct result of the increased usage of larger aircraft that provide higher 
seat capacity with fewer operations. The table illustrates this phenomena, especially since 2014 where an 
increase in air carrier operations and decrease in air taxi operations is easily observed. This is a trend 
being seen across the U.S. as airlines are up-gauging aircraft from regional jets to mainline aircraft. 
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FIGURE 2-4 
HISTORICAL PASSENGER ENPLANEMENTS AND COMMERCIAL OPERATIONS 


 
Sources: Airport Records, FAA OPSNET, 2016 
 
In contrast to commercial operations, GA operations at EUG have declined approximately 33 percent since 
2005, as shown in Figure 2-5. Comparably, other airports in the state such as Medford, Redmond, and 
Corvallis airports also experienced decreases in total GA operations between 2005 and 2014. GA declines 
now appear to be stabilizing as the majority of decline took place between 2007 and 2012. The declines at 
EUG are in line with national trends, which saw a decrease in general aviation operations since the 2008 
recession.   
 







A V I A T I O N  D E M A N D  F O R E C A S T S  
 


 
EUGENE AIRPORT MASTER PLAN  2-7 


FIGURE 2-5 
GENERAL AVIATION OPERATIONS (2005-2015) 


 
Sources: FAA 2015 TAF Report, OPSNET, 2016 
 
During conversations with staff from Lane Aviation Academy, it was noted that approximately 20 to 30 
percent of the local GA operations at EUG are conducted by student pilots training at Lane Aviation. Any 
increases or decreases in student training levels can greatly affect the Airport’s total number of local GA 
operations. In regard to itinerant GA operations, it was noted during discussions with airport businesses 
that EUG sees a minimal amount of transient GA activity by small piston type aircraft. This was described 
as being partially due to the lack of convenient walking accessibility between GA transient parking and the 
airport’s landside restaurant in the terminal building and other amenities. Thus it was concluded that the 
majority of itinerant GA operations are conducted by business jet and turbo-prop aircraft. 


 Air Cargo Activity 
Three all-cargo airlines serve EUG which transport roughly 80 to 90 percent of all cargo at the Airport. 
These include AmeriFlight, Empire Airlines, and Martinaire Aviation. These airlines primarily operate feeder 
flights for package delivery services for UPS and FedEx. Aircraft being used by these operators include 
Cessna 208s, Piper PA-31s, Beechcraft 1900s, and Fairchild Metroliners. The remaining cargo is 
transported as belly cargo by Horizon Air which often handles perishable goods such as mushrooms, 
flowers, and fish. Annual cargo operations have been relatively flat, averaging just over 1,000 operations 
per year over the last five years. Likewise, enplaned weight has plateaued around 1,350,000 pounds per 
year. Figure 2-6 shows annual cargo operations and enplaned weight from 2010 to 2015.  
 
Flight schedules for the three cargo operators are very similar. Martinaire flies once a day, Monday 
through Friday. Martinaire’s Cessna 208 arrives from Roberts Field in Redmond, Oregon in the morning, 
and departs in the afternoon to Portland International (PDX). Empire Airlines flies two Cessna Caravans a 
day to Eugene. Both aircraft are on the ground around 4:00 p.m. local time. The two aircraft arrive from 
PDX and then depart to Roseburg Regional Airport (RBG). Ameriflight flies Monday through Thursday, and 
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on Saturdays. Their Piper PA-31 is used on evening flights Monday through Thursday, and a Beech 99 is 
used on Saturday mornings. The PA-31 arrives from RBG and departs to PDX, and the Beech 99 arrives 
from PDX and departs to RBG. All three cargo operators have had the same flight schedule for a number 
of years with no indication of change.  
 
FIGURE 2-6 
HISTORICAL AIR CARGO DATA 


 
Sources: Bureau of Transportation Statistics, Airport Records, 2016  
Note: Operations prior to 2015 extrapolated based on 2015 ratio of cargo operations and enplaned cargo. 
 
During the analysis of historical air cargo data, a significant difference in enplaned versus deplaned cargo 
weight was identified. Roughly three to four times more air cargo is enplaned in EUG than deplaned. This 
variation is attributed to Eugene’s close proximity to Portland. With Portland, and Portland International 
Airport (PDX) being the major cargo centers in the region, nearly all cargo is flown into Portland before 
being dispersed to outlying regions. Consequently, most air cargo entering the region is first flown into 
Portland and then transported by truck to Eugene and Lane County. This is because the markets are 
relatively close and the cost of truck transportation between the areas is low. Additionally, there is limited 
cargo capacity flying from EUG to PDX since the size of aircraft flying to PDX by air cargo operators is very 
small and there is little belly-hold capacity in the small turboprops aircraft such as the Q400 and EMB175 
being flown by passenger carriers As such, large air cargo domestic items that originate or terminate in 
Eugene are primarily transported by truck to/from PDX. In contrast, if cargo is flown to/from international 
markets, the cargo may be trucked as far as Seattle or San Francisco.    
 
During interviews with the air cargo operators at EUG, it was not determined what type of cargo is being 
enplaned, as that information is confidential. However, an overall assessment of the conditions at EUG 
leads to a conclusion that high value, light weight products are the majority of those being shipped out of 
Eugene via aircraft. Because the fleet mix and the carrying contracts that the cargo operators hold with 
UPS and FedEx limit the amount of cargo that can be carried per flight operation, manufacturers of 
heavy/large items are not able to ship their products from EUG as air cargo. Eugene’s largest industries 
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include those related to health care, social assistance, and manufacturing of heavy items, which are all 
unlikely to use air cargo services to ship regular quantities of cargo out from EUG. In contrast, with the 
large number of technology companies in the area, it is assumed that some high value, light weight 
products are being manufactured and shipped out of Eugene regularly. 


 Based Aircraft 
Based aircraft represent the total number of active, civil aircraft permanently located at an airport. Based 
aircraft categories include single-engine, multi-engine, jet, helicopter, and other. Historical based aircraft 
data between 2005 and 2014 as recorded in the FAA TAF is presented in Figure 2-7. The 2015 data was 
obtained from the most recent Airport 5010 Master Record. The 5010 Master Record and the FAA TAF 
data are typically the same, as the TAF pulls its data from the 5010. 
 
FIGURE 2-7 
HISTORICAL EUG BASED AIRCRAFT 


Sources: FAA 2015 TAF Report, Data from Airport 5010 Master Record 
 
Airport administration records were examined for the forecast analysis, which includes data obtained 
through surveys sent out to hangar owners who hold ground leases with the City of Eugene Airport 
Division. These surveys are estimated to have had about a 60 to 80 percent response rate, and were 
dependent on hangar owners accounting for aircraft in all of the hangar units they owned. Because the 
airport administration doesn’t directly manage or maintain any of the hangar units at the Airport, no other 
convenient means of tracking aircraft in hangar units is available. Thus, the accuracy of both airport 
administrative data and TAF data is expected to have some variance from the number of existing based 
aircraft.  
 
It was noted in the 2016 survey that the majority of non-responders appeared to come from the single-
engine owner category. Business aircraft owners/lessees had a much higher response rate, and thus this 
data is deemed to be more accurate. The results of the 2016 survey are shown below in Table 2-3. The 
total based aircraft of 156 is 29 less aircraft than the 2015 5010 Master Record indicated. Additionally, 
there were 5 less multi-engine and 2 more jet engine aircraft reported in the survey as compared to the 
5010 Record. These factors were taken into consideration in the forecast section of this chapter. Further 
discussion of the analysis is provided in Section 2.4.4, Based Aircraft Forecasts.  
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TABLE 2-3 
EUGENE AIRPORT 2016 BASED AIRCRAFT SURVEY RESULTS 


 
Sources: FAA 2016 5010 Master Record, Eugene Based Aircraft Survey (July 2016) 


 DEMOGRAPHIC, ECONOMIC, AND GEOGRAPHIC OVERVIEW 
Usage of an airport is directly related to the economic activity of a region, the airport’s location and 
proximity to populated areas, and the demographic characteristics of those populated areas. This section 
provides details on these topics as they relate to EUG.  


 Geographic Attributes 
EUG is located in the southern portion of the Willamette River Valley, which is the area that runs from the 
Columbia River adjacent to Portland down to Eugene. Figure 2-8 below illustrates the geography and 
population density in the region surrounding Eugene. The lighter areas represent lower density, while 
orange areas represent higher density. As shown, the majority of the area’s population is within the 
Willamette River Valley corridor, starting in Portland and extending south to Eugene. The dashed blue line 
represents the EUG catchment area, which encompasses 88 zip codes and had an estimated total 
population of 703,347 in 2017.2  
 
The catchment area represents the area that is deemed reasonable, based on drive times and 
convenience, to draw passengers to the Airport. The catchment area extends north to the southern tip of 
Marion and Polk County, and to the south into Coos and Douglas Counties.  
 
The catchment area is essentially the area available to an airport and their airline partners to attract 
passengers. Passengers choose an airport based on a wide variety of factors, including destinations 
offered, airlines, airline connectivity, flight schedules, ticket price, proximity, ease of use and convenience, 
and parking fees. The closest option for air travel to Eugene area residents is Portland International 
Airport (PDX), which offers an extensive network of destinations and routes by numerous airlines and is 
located 129 miles away. At this distance, it can take area residents between two and three hours to drive 
from Eugene to Portland.  
 
With EUG offering less expensive parking and competitive fares, many travelers in Eugene, as well as the 
outer areas of the northern portion of the catchment area are choosing to fly from EUG. Travelers in the 
southern portions of the catchment area have a choice to fly from airports in North Bend, Medford, or 
Eugene. With EUG being the second largest commercial service airport in Oregon, passengers are 
afforded more airline selection and more destination routes than other airports in the southern regions of 
the catchment area. Thus, many travelers drive north to Eugene to fly from EUG.  
 


                                                      
2 Eugene Airport Passenger Demand Analysis, Mead and Hunt, 2017 


Forecast Year Single 
Engine Jet Multi-


Engine Helicopter Other Total


5010 Master 
Record 152 15 15 4 0 186


2016 Based 
Aircraft Survey 119 17 10 3 7 156
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Sources: Esri and GIS User Community, Eugene Airport Passenger Demand Analysis Report, 2014 
 


 Demographic Characteristics 
Table 2-4 presents a comparison of population growth within the counties that are included within EUG’s 
catchment area. There is only one metropolitan statistical area (MSA) included in the EUG catchment area, 
which is made up of all residents within Lane County. Lane County is the largest county of those 
compared, and has seen a compounded annual growth rate (CAGR) of 0.8 percent between 2005 and 
2015. The total combined CAGR of all the counties between 2005 and 2015 is 0.7 percent, which is less 
than the State of Oregon and the United States CAGR for the same period.  
 
 
 
 


FIGURE 2-8 
EUG CATCHMENT AREA 
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TABLE 2-4 
HISTORICAL POPULATION GROWTH COMPARISON  


 
 
Current and future population projections associated with the airport’s metropolitan statistical area (MSA) 
were examined and compared to Oregon and the U.S. One of the leading objective sources for assessing 
market growth in the U.S. is Woods and Poole. The 2016 Woods and Poole data were used to provide 
forecasted information on population, as shown in Figure 2-9. Lane County and Oregon’s population 
growth have historically been outpacing the U.S. average population growth rate. However, it is projected 
by Woods and Poole that growth in Lane County and Oregon will slow between 2014 and 2040. Although 
the population rate of growth is expected to lessen in the future, the slower forecasted rate of growth 
indicates a stronger, more stable economy for the area.  
 
Overall, the picture derived from the examination of the historical and future population forecasts for 
Lane County and the other counties in the catchment area, present a positive outlook for the area and 
EUG.  
 


County 2005 2011 2012 2013 2014 2015
Lane County1 335,831 353,637 354,610 355,650 358,506 362,895 0.8%
Benton County 80,943 86,025 86,441 86,024 86,414 87,572 0.8%
Linn County 108,132 118,137 118,359 118,545 119,269 120,547 1.1%
Douglas County 105,285 107,273 107,127 106,887 106,998 107,685 0.2%
Lincoln County 45,347 45,854 46,166 46,291 46,386 47,038 0.4%
Total MSA 335,831 353,637 354,610 355,650 358,506 362,895 0.8%


0.3% 0.3% 0.8% 1.2%


Total Combined2 675,538 710,926 712,703 713,397 717,573 725,737 0.7%


-0.2% -0.1% -0.6% -1.1%


Oregon 3,613,202 3,868,509     3,899,444     3,928,030     3,971,202     4,028,977     1.2%
0.8% 0.7% 1.1% 1.5%


United States 295,516,599 311,721,632 314,112,078 316,497,531 318,857,056 321,364,129 0.9%
CAGR (YOY) 0.8% 0.8% 0.7% 0.8%


Notes: (1) Counties included in the MSA. (2) Combination of Lane, Benton, Linn, Douglas, and Lincoln.
Source: Census Data, 2016


Census Population CAGR 2005-
2015


CAGR YOY (MSA)


CAGR Combined (YOY) 


CAGR (YOY) 
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FIGURE 2-9 
HISTORICAL AND FORECAST POPULATION GROWTH RATES 


 
Sources: Woods and Poole Data, 2016; RS&H Analysis, 2016 


 Economic Characteristics  
Figure 2-10 represents the variation in key relevant economic index values from 2005 through 2015 for 
the City of Eugene, using 2015 as the index benchmark. The variation in economic indexes shown in the 
figure includes changes in:  


» Population 
» Labor force 
» Employment 
» Per capita income 
» Consumer Price Index (CPI) 
» Gross regional product 
» Passenger volume at EUG 


 
In analyzing the variation trends of the key economic indexes shown in Figure 2-10 with the variation in 
enplaned passengers for EUG it is evident that the variation in per capita income and gross regional 
product follow a similar pattern of change. Statistical correlation analysis of enplaned passenger values 
with per capita income and gross regional product values yields coefficients of determination (R2) of 0.895 
and 0.917 respectively, indicating a close statistical correlation between them. This close correlation tends 
to indicate that passenger travel at EUG is highly impacted by the economic well-being of the residents 
and industries in the Airport’s catchment area.  
 
 
 


0.00% 0.50% 1.00% 1.50% 2.00%


1970-2014


2014-2040


Compound Annual Growth Rate 


Lane County MSA Oregon USA
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FIGURE 2-10 
VARIATION OF KEY ECONOMIC INDEXES AND ANNUAL PASSENGER VOLUMES COMPARED TO 2015 


 
Sources: Airport Data, 2016 Woods and Poole, U.S. Bureau of Labor and Statistics, RS&H Analysis, 2016 
 
 
The trends in the variation of deplaned, enplaned and total cargo volumes compared to the variation in 
key economic indexes presented in Figure 2-11 does not show any similarities. Deplaned cargo shows 
major variations without similarities to the variation patterns of any of the key economic indexes of the 
region that would be able to explain the changes. Enplaned cargo has also experienced volatile variations 
for the past ten years, registering its highest volumes in 2015. Though, as with deplaned cargo, its 
variation patterns show no similarities to the variation patterns of any of the key economic indexes 
analyzed. Similarly, no statistical correlation of significant value was found between enplaned, deplaned or 
total cargo volume trends with any of the key economic indicators considered.       
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FIGURE 2-11 
VARIATION OF KEY ECONOMIC INDEXES AND CARGO VOLUMES COMPARED TO 2015 


 
Sources: 2016 Woods and Poole, Bureau of Transportation Statistics, Airport Data U.S. Bureau of Labor and Statistics, RS&H Analysis 
 


 FORECASTS OF AVIATION ACTIVITY 
This section details the forecasts of aviation activity at EUG based on the FAA’s Terminal Area Forecast 
(TAF) for commercial passenger enplanements and operations, general aviation operations, military 
operations, and based aircraft. Air cargo volumes and operations forecasts are also included in this section 
though these were prepared based on a historic trend analysis as FAA does not include air cargo forecasts 
in its TAF results. 


 2015 FAA Enplaned Passenger Forecasts 
FAA’s 2015 TAF for enplaned passengers at EUG for the 2015 to 2035 forecast period is provided in 
Figure 2-12. As observed, the TAF shows a slight decline in both air carrier and air taxi/commuter 
enplanements until 2016 and a steady increase in total passenger enplanements from 2017 to 2035 at a 
1.48 percent annual growth rate. The FAA is expecting higher growth rates for passenger enplanements 
on air taxi and commuter aircraft than on air carriers.  
 
A large inconsistency was identified in the 2015 TAF. That is, the decline forecasted in 2015 did not 
materialize. According to airport records, annual enplaned passengers actually exceeded 2014 numbers 
and set an all-time annual record.  
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FIGURE 2-12 
2015 FAA TAF ENPLANED PASSENGER FORECAST  


 
Source: FAA 2015 TAF Report 
 
Table 2-5 below summarizes the volume of forecasted annual passenger enplanements from FAA’s 2015 
TAF report for 2015, 2020, 2025 and 2035, which are the increment years forecasted in this Master Plan. 
 
TABLE 2-5 
2015 FAA TAF ENPLANED PASSENGER FORECAST 


 
 


 2015 FAA Commercial Aircraft Operations Forecasts 
TAF forecast numbers shown in Figure 2-13 indicate that FAA is expecting a steady growth in air carrier 
operations at EUG where air carriers are expecting to replace air taxi and commuter operations. The TAF 
shows a steady decline in air taxi/commuter operations until 2024 after which FAA is expecting a slight 
increase in their number of operations. Total commercial operations at EUG shows a decline until 2016 but 
an increase at a 2.64% annual growth rate until 2023 and 1.26% growth rate between 2024 and 2035.   
 


Air Carrier Air Taxi & Commuter Total


2015 81,977 347,089 429,066
2020 80,733 345,529 426,262
2025 87,484 372,551 460,035
2035 102,035 421,938 523,973


Source: FAA 2015 TAF Report


Forecast Year
Annual Commercial Passenger Enplanements 
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Table 2-6 summarizes the volume of annual commercial operations from FAA’s 2015 TAF report for the 
three planning increment years of the Master Plan. 
 
FIGURE 2-13 
2015 FAA TAF COMMERCIAL OPERATIONS FORECAST 


  
Source: FAA 2015 TAF Report 
 
TABLE 2-6 
2015 FAA TAF COMMERCIAL OPERATIONS FORECAST 


 
 


 2015 FAA General Aviation and Military Operations Forecasts  
The FAA Aerospace Forecast 2016-2036 forecasts business aviation activity will drive growth in GA 
operations in the future. Piston aircraft activity is forecasted to continue a slow decline similar to what has 
been happening at a national level. FAA forecasts overall GA operations will increase nationally at 0.3 
percent per year, with turbine powered activity increasing at a greater rate than the decline in piston 
aircraft operations.  
 
Figure 2-14 shows the TAF for general aviation, military, and total operations. The TAF shows a decline in 
general aviation operations until 2016 but a steady 0.53 percent CAGR between 2017 and 2035. This 


Air Carrier Air Taxi & Commuter Total
2015 8,348 8,099 16,447
2020 11,111 5,950 17,061
2025 14,700 4,325 19,025
2035 16,698 4,839 21,537


Source: FAA 2015 TAF Report


Forecast Year
Annual Commercial Operations
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forecast essentially assumes that GA operation volumes at EUG will continue to stabilize, but will not 
return to pre-recession levels within the planning period. The TAF projects that the State of Oregon as a 
whole will see an overall increase in GA operations of 1.2 percent through 2035. This higher growth rate 
can be attributed to the rebound of GA activity expected at smaller airports around the state that serve 
only small GA aircraft, and which experienced a much higher level of decline during the 2008 recession.  
 
If flight school operations increase, it is feasible that local GA operations may return to pre-recession 
levels. However, it is unlikely that total GA operations will return to historical highs within the planning 
period based on national trends and FAA forecasts of GA activity.  
 
FIGURE 2-14 
2015 FAA TAF GENERAL AVIATION AND MILITARY OPERATIONS 


 
Source: FAA 2015 TAF Report 
 
Table 2-7 presents the aircraft movements for general aviation and military aircraft forecasts from FAA’s 
most recent TAF report. As shown, itinerant and local military operations are expected to remain flat 
through the planning period.  
 
TABLE 2-7 
ANNUAL GENERAL AVIATION AND MILITARY OPERATIONS FORECAST 


 


General 
Aviation Military Total General 


Aviation Military Total


2015 21,988 1,725 23,713 18,329 1,725 20,054
2020 21,991 1,725 23,716 18,322 1,725 20,047
2025 22,322 1,725 24,047 19,067 1,725 20,792
2035 23,000 1,725 24,725 20,649 1,725 22,374


Source: FAA 2015 TAF Report


Local OperationsForecast 
Year


Itinerant Operations
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 Based Aircraft Forecasts 
The FAA provides a forecast of based aircraft as part of the TAF, which is shown below in Table 2-8.  
This forecast shows a CAGR of 0.5 percent for single engine aircraft and 0.3 percent for jet aircraft. These 
growth rates are inconsistent with the national trends noted in the FAA Aerospace Forecast 2016-2036. 
That report’s forecast for the national general aviation fleet indicates that fixed wing piston aircraft will see 
a 0.6 percent annual average rate of decline, and turbine jet aircraft fleet is expected to increase at a 2.5 
percent annual average growth rate.  
 
TABLE 2-8 
2015 FAA TAF BASED AIRCRAFT FORECAST 


  
 
An understanding of based aircraft trends is difficult to determine as there is no formal wait list for 
hangars, and hangar rental is managed entirely by private parties. Because no one entity manages 
hangars at EUG, such as the airport administration or the fixed based operator, actual demand for T-
hangar space is hard to quantify. The only gauge for demand is seen in applications to the airport for 
development of new hangars. In that regard, an increase in demand for new corporate hangars has been 
seen since the economy has rebounded from the 2008 recession. Evidence of this includes new 
corporate/executive type hangars being recently constructed in the East General Aviation Ramp area.  
 
Overall, it appears EUG is experiencing GA growth and declines that are in-line with national trends. That 
is, an increase in jet fleets and stagnate growth of single engine piston aircraft. However, the FAA is 
forecasting growth of light-sport aircraft at an average rate of 4.5 percent annually. With a light sport 
aircraft community and a manufacturer existing at EUG, it is expected that this segment of aircraft type 
will grow at EUG through the planning period. Additionally, in conversations with Lane Aviation Academy 
it was noted that the school is working on expanding their operations, which is expected to result in 
additional based training aircraft.  
 
With the lack of empirical data of historical based aircraft, a supplementary forecast to the TAF was 
developed. This forecast took the FAA’s projection for jet growth of 2.5 percent and applied it to EUG 
existing based jet aircraft. The TAF forecast for all other categories was validated and carried forward. 
Though the FAA indicated that nationally, single engine piston will decrease at a rate of 0.6 percent 
annually, the TAF forecast for EUG indicated that 0.5 percent growth more representative of the expected 
GA growth in training and experiential aircraft fleets. Table 2-9 summarizes the derivative based aircraft 
forecast.  
 


Forecast Year Single 
Engine Jet Multi-


Engine Helicopter Other Total


2015 152 15 15 4 0 186
2020 155 16 15 4 0 190
2025 159 16 15 4 0 194
2035 169 16 15 4 0 204


Source: FAA 2015 TAF Report
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TABLE 2-9 
DERIVATIVE BASED AIRCRAFT FORECAST  


 
Sources: FAA 2015 TAF Report, RS&H Analysis, 2016 
 


 Air Cargo Forecasts 
As discussed in Section 2.3.3, Economic Characteristics, no cargo metrics showed any correlation with 
the economic indexes reviewed. Since 2009, according to the Bureau of Transportation Statistics, 
enplaned cargo has shown steady growth while deplaned cargo has been steadily declining, with the 
exception of 2015. Overall, enplaned cargo has seen an annual compounded growth rate of 0.01 percent 
since 2009. This trend was carried forward to project future enplaned cargo growth at EUG until 2020 after 
which it is projected to increase to 0.4 percent, which is the same CAGR seen at PDX since 2009. A 
minimum growth rate for deplaned cargo volume was applied at 0.01 percent annually for the entire 
planning period. Table 2-10 summarizes the projected annual cargo volumes for the forecast period. 
 
TABLE 2-10 
AIR CARGO FORECAST VOLUME 


 
Source: Eugene Airport Data, Bureau of Transportation Statistics RS&H Analysis, 2016  
 
Future cargo operations were determined based on an average weight per operation found in 2015 
historical data. This ratio was applied to the future volumes to generate a forecast of air cargo operations, 
which is detailed in Table 2-11.   
 
TABLE 2-11 
AIR CARGO FORECAST OPERATIONS 


 
Source: RS&H Analysis, 2016 


Forecast Year Single 
Engine Jet Multi-


Engine Helicopter Other Total


2015 152 17 15 4 0 188
2020 155 19 15 4 0 193
2025 159 22 15 4 0 200
2035 169 28 15 4 0 216


CAGR 0.5% 2.5% 0.0% 0.0% 0.0% 0.7%


       


Planning Year Enplaned (lbs) Deplaned (lbs) Total (lbs)


2015 1,393,647 476,000 1,869,647


2020 1,394,344 476,502 1,870,846


2025 1,422,455 476,740 1,899,195


2035 1,480,388 477,217 1,957,606


Planning Year Total Operations


2020 1,105


2025 1,127


2035 1,173
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 2016 Preliminary TAF Report Analysis  
During the preparation of this forecast report, the FAA provided EUG airport management a draft of the 
preliminary 2016 TAF Report. The updated TAF, though not finalized, was adjusted by the FAA to reflect 
recent growth trends at EUG.  
 
As shown in Figure 2-15 and Table 2-12, the preliminary 2016 TAF forecasts a continual increase in total 
passenger enplanements, including a sharp increase in air carrier related enplanements. The preliminary 
forecast suggests a continued transition from smaller regional jet type aircraft to larger air carrier type 
aircraft, which is aligned with trends seen currently at EUG. The preliminary 2016 TAF enplanement 
forecast was carried forward as shown.  
 
FIGURE 2-15 
PRELIMINARY FAA 2016 TAF AND 2015 TAF ENPLANEMENT FORECAST COMPARISON 


 
Sources: FAA 2015 TAF Report, Preliminary 2016 TAF data 
 
 
TABLE 2-12 
PRELIMINARY FAA 2016 TAF AND 2015 TAF ENPLANEMENT FORECAST COMPARISON 


 


2015 Air 
Carrier


2016 Air 
Carrier


2015 Air Taxi & 
Commuter


2016 Air Taxi & 
Commuter 2015 Total 2016 Total


2015 81,977 81,339 347,089 362,760 429,066 444,099
2020 80,733 143,322 345,529 385,154 426,262 528,476
2025 87,484 155,412 372,551 417,313 460,035 572,725
2035 102,035 181,100 421,938 485,189 523,973 666,289


Source: FAA 2015 TAF Report, Preliminary FAA 2016 TAF data


Forecast Year


Annual Commercial Passenger Enplanements 
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The preliminary 2016 TAF forecast for commercial operations correlates well with the 2016 TAF forecast of 
total commercial passenger enplanements and current conditions, as total operations are forecasted to be 
higher than the 2015 TAF suggested. As shown in Figure 2-16 and Table 2-13, the preliminary TAF 
forecasts a greater increase in air carrier operations and an even further decrease of air taxi/commuter 
operations as compared to the 2015 TAF. This also correlates with the current and projected trends. 
 
FIGURE 2-16 
PRELIMINARY FAA 2016 TAF AND 2015 TAF OPERATIONS FORECAST COMPARISON 


 
Sources: FAA 2015 TAF Report, Preliminary 2016 TAF data 
 
 
TABLE 2-13 
PRELIMINARY FAA 2016 TAF AND 2015 TAF OPERATIONS FORECAST COMPARISON 


  
 
Overall, the preliminary FAA 2016 TAF data for total passenger enplanements and commercial operations 
was found to accurately depict current trends at EUG, and is more reflective of expected future conditions 
than the 2015 TAF. For this reason, the preliminary 2016 TAF data was carried forward in this master plan 
as the forecast for commercial passenger aviation activity.   
 


2015 Air 
Carrier


2016 Air 
Carrier


2015 Air Taxi & 
Commuter


2016 Air Taxi & 
Commuter 2015 Total 2016 Total


2015 8,348 8,348 8,099 8,099 16,447 16,447
2020 11,111 13,140 5,950 4,870 17,061 18,010
2025 14,700 15,173 4,325 4,481 19,025 19,654
2035 16,698 17,640 4,839 5,024 21,537 22,664


Source: FAA 2015 TAF Report, Preliminary FAA 2016 TAF data


Forecast Year
Annual Commercial Passenger Operations 
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 DERIVATIVE COMMERCIAL PASSENGER FORECASTS 
In order to examine the potential impact on key airport facilities of possible changes in air traffic volumes, 
alternative activity estimate scenarios of enplaned passenger and commercial aircraft operations were 
established. This effort began with an examination of four scenarios of commercial passenger related 
aviation activity based on trend analysis and statistical correlation of enplaned passenger volumes with 
various key economic indexes that generally impact air traffic growth as analyzed previously in  
Section 2.4, Forecasts of Aviation Activity.  
 
The activity estimates generated by these scenarios were compared with the preliminary FAA 2016 TAF 
volumes to validate the draft TAF data and aid in examining a range of potential aviation activity that 
should be considered in the future. 


 Derivative Forecast Scenarios 
As shown in Table 2-14, the analysis between historic annual passenger enplanement volumes at EUG 
between 2006 and 2015, and key economic indexes for the Eugene Metropolitan Area for the same 
period, shows a high statistical correlation between passenger enplanement and gross regional product, 
per capita income, and personal income when considering the coefficient of determination (R2) found 
between them.  
 
TABLE 2-14 
LEVELS OF STATISTICAL CORRELATION 


 
Sources: Bureau of Economic Analysis, Woods and Poole, Airport Statistics and RS&H Computations  
 
Accounting for this high correlation factor, three alternative forecast scenarios for enplaned passengers 
were established based on the expected growth of the region’s gross regional product (Scenario 1), on 
the region’s per capita income (Scenario 2), and on the region’s personal income (Scenario 3). Additionally 
a fourth alternative scenario was prepared based on the historic trend in enplaned passenger annual 
volumes between 2006 and 2015. Table 2-15 below presents the results of the analysis and compares the 
results with projected preliminary 2016 TAF values. The table also shows the compounded annual growth 
rates (CAGR) between the years of analysis. For 2020 the CAGR is computed against actual 2015 values. 
 
TABLE 2-15 
PASSENGER ENPLANEMENT SCENARIOS  


 
Sources: Preliminary FAA 2016 TAF data, RS&H Computations, Bureau of Economic Analysis, Woods and Poole, 2016 
 


Economic Index
Coefficient of 


Determination (R2)
Population 0.6021


Per Capita Income (in 2009 $) 0.8801


Personal Income 0.8814


Per Capita Income 0.8946


Gross Regional Product 0.9164


CAGR EPAX CAGR Variation 
with TAF EPAX CAGR Variation 


with TAF EPAX CAGR Variation 
with TAF EPAX CAGR Variation 


with TAF


2020 528,476 3.54% 529,799 3.00% 0.3% 567,738 4.44% 7.4% 619,912 6.29% 17.3% 500,378 1.83% -5.3%


2025 572,725 1.62% 589,614 2.16% 2.9% 680,172 3.68% 18.8% 787,385 4.90% 37.5% 558,471 2.22% -2.5%


2035 666,289 1.52% 773,822 2.76% 16.1% 861,148 2.39% 29.2% 1,091,548 3.32% 63.8% 674,657 1.91% 1.3%


Year
Prelim 
2016 
TAF


Scenario 1 (GRP) Scenario 2 (PCI) Scenario 3 (PI) Scenario 4 (Trend)
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Table 2-16 compares annual commercial operations values between the TAF and the four scenarios. 
Aircraft operation values where computed assuming similar current passenger to commercial operation 
ratios found for 2016. 
 
TABLE 2-16 
PASSENGER AIRCRAFT OPERATIONS SCENARIOS 


 
Sources: Preliminary FAA 2016 TAF data, RS&H Computations, Bureau of Economic Analysis, Woods and Poole, 2016 
 
From the results of the analysis, it is evident that the preliminary FAA 2016 TAF values for passenger 
enplanements closely follow Scenario 1 which is based on the Woods and Poole forecasted rate of growth 
for gross regional product in the Eugene area. Additionally, the historical trend line, Scenario 4, is also in 
line with Scenario 1 and the preliminary FAA 2016 TAF. Scenario 1 has the highest statistical correlation 
with historical data of any of the economic indicators that were analyzed. The fact that the preliminary 
FAA 2016 TAF values are very close to this highly correlated scenario as well as the extrapolated historical 
trend serves to validate the data as being a reasonable forecast for EUG. Thus, as previously noted, the 
preliminary 2016 TAF forecast for commercial enplanements and operations is being carried forward in 
this master plan.  
 
Figure 2-17 illustrates the four scenario forecasts of enplanement levels along with the 2015 TAF and the 
preliminary 2016 TAF data. Scenario forecasts are useful for identifying a particular range of facility 
requirements that might be needed should air service grow at a faster or slower rate than identified by 
the preferred forecast (in this case the preliminary 2016 TAF). The analysis clearly indicates that the range 
of future passenger enplanement levels is likely to materialize somewhere between the trend line 
(Scenario 4) and Scenario 3 (the low and high scenarios). However, though Scenario 3 showed a 
reasonable amount of statistical correlation, the growth rate was determined to be too aggressive when 
compared to those better correlated indicators, and was removed from consideration. Thus the range of 
reasonable enplanement volumes that should be considered and planned for in the future lie between the 
historical trend and Scenario 2 (PCI). This range is used in the following section as a tool to validate the 
design day and design hour forecasts.   
 


CAGR OPS CAGR Variation 
with TAF OPS CAGR Variation 


with TAF OPS CAGR Variation 
with TAF OPS CAGR Variation 


with TAF


2020 18,010 1.83% 16,454 2.09% -8.6% 17,632 3.32% -2.1% 19,252 4.46% 6.9% 15,540 2.13% -13.7%


2025 19,654 1.76% 17,654 1.42% -10.2% 20,366 2.92% 3.6% 23,576 4.14% 20.0% 16,722 1.48% -14.9%


2035 22,664 1.44% 22,366 2.39% -1.3% 24,890 2.03% 9.8% 31,548 2.96% 39.2% 19,500 1.55% -14.0%


Scenario 4 (Trend)
Year


Prelim 
2016 
TAF


Scenario 1 (GRP) Scenario 2 (PCI) Scenario 3 (PI)
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FIGURE 2-17 
PASSENGER ENPLANEMENT SCENARIO COMPARISON 


 
 
Sources: FAA 2015 TAF, Preliminary FAA 2016 TAF data, RS&H Computations, Bureau of Economic Analysis, Woods and Poole, 2016 
 


 Design Day/Design Hour Analysis  
In developing design day and design hour forecasts, consideration was made to determine a baseline 
flight schedule, representing the average peak day of the year that would fit within the range of 
passenger enplanement activity discussed in the previous section. This required the peak month be 
identified and a flight schedule for the peak day within that month be determined.  
 
Historical passenger enplanement data, shown in Figure 2-18 for Eugene Airport shows the summer 
months as being slightly busier than the rest of the year. Passenger traffic in the months of June, July, and 
August are generally very close in enplanement levels. Because July is historically the busiest month of the 
year at EUG, the 2016 July schedule was used as the baseline schedule for the forecast analysis. 
 


En
pl


an
em


en
ts


 







A V I A T I O N  D E M A N D  F O R E C A S T S  
 


 
EUGENE AIRPORT MASTER PLAN  2-26 


FIGURE 2-18 
MONTHLY TOTAL PASSENGER VOLUMES FROM 2005-2015 


 
Sources: FAA 2015 TAF Report, RS&H Analysis 2016 
 
The 2016 July schedule included a recent shift in aircraft fleet related to United Airlines up-gauging 
regional jets to mainline aircraft. It was determined that Sunday was the peak day in the July 2016 
schedule, and that day’s flight schedule was carried forward as the baseline schedule for 2016.  
 
To determine future flight schedules for the proposed planning years, informed predictions and 
assumptions were made to identify likely conditions that might occur over time, such as the addition of 
new routes and aircraft up-gauging. These assumptions are based on an analysis of passenger volumes to 
the top 15 destinations from the Eugene market, industry trends and talks with airport staff about current 
and potential future market growth opportunities. Of EUG’s top 20 true markets, shown in Table 2-17, 
nine are currently served with non-stop flights. Based on the number of passengers from the Eugene 
catchment area that fly either from EUG through other connecting airports or drive to PDX, it is expected 
that new non-stop flights to San Diego and Phoenix (PHX) will begin service in the future to fill un-served 
demand. Additionally, a strong market demand in the region for direct service to Chicago (ORD) and 
Minneapolis (MSP) and cities served from those airports has been identified. To fill that demand, it is 
assumed a direct flight to both airports will also start service in the future.  
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TABLE 2-17 
EUG TOP 20 TRUE MARKETS 


 
 
The assumptions for new routes were blended with industry trends to generate a hypothetical gate 
schedule for each planning year of this study. These schedules were then analyzed to determine future 
passenger enplanement and operational levels as well as peak periods of activity for each planning year. 
The specific assumptions for each planning period are described below: 
 


» Planning Year 2020 – American Airlines adds a new daily flight to Phoenix Sky Harbor 
International Airport using EMB 175 aircraft. Alaska adds one new daily flight to San Diego using 
EMB 175 aircraft. United has fully up-gauged all routes that were using CRJ aircraft, and now uses 
only EMB 175, A319, A320, and B737 aircraft. Allegiant is fully transitioned from MD-83 aircraft to 
A320 aircraft 


» Planning Year 2025 – United adds a daily flight to Chicago (ORD) using EMB 175 aircraft and 
also adds a flight to SFO with an EMB 175. American up-gauges its flight to PHX using an A-
320/737-8.   


» Planning Year 2035 – American Airlines adds a daily flight to Los Angeles using 737-MAX 
aircraft. American Airlines also adds another daily flight to Phoenix using EMB-175 aircraft and 
Delta Airlines adds a daily flight to Minneapolis/St Paul Airport (MSP) using EMB-175. United up-
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No


No


No


No


No


No





No


No


No


Honolulu, HI


Sacramento, CA


Boston, MA


Minneapolis, MN


Spokane, WA


Orange County, CA


Salt Lake City, UT


Chicago, IL (ORD)


Dallas, TX (DFW)
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gauges its flight to ORD using an A-320 and increases frequency of flights to SFO to total of 5 
daily flights seven days a week. Allegiant increases its frequency to Las Vegas from 2 to 4 weekly 
flights. 


 
The annual passenger enplanement levels generated by these hypothetical flight schedules is represented 
by the purple dashed line in Figure 2-19 below. It is important to recognize that the flight schedules were 
made to represent the peak month. This is the primary reason why the schedule based enplaned 
passenger levels are higher than Scenario 1 and the preliminary 2016 TAF, and why these levels are not 
used as the forecast for annual enplanements. The exercise of comparing the schedule based levels to the 
scenarios and the TAF is to ensure the schedule based analysis is valid, and is within reasonable forecast 
parameters. 
 
As shown, the enplanement levels estimated by these flight schedules is within the middle portion of the 
range represented by the various enplanement scenarios. This fact serves to validate that the schedules 
and planning factors used to estimate these passenger levels are within reason, and that they will provide 
a solid basis for facility planning.  
  
FIGURE 2-19 
ESTIMATED ANNUAL PASSENGER VOLUMES BASED ON PLANNING DAY FLIGHT SCHEDULES COMPARED WITH ALTERNATIVE SCENARIOS 
 


 
 
Sources: FAA 2015 TAF, Preliminary FAA 2016 TAF data, RS&H Computations, Bureau of Economic Analysis, Woods and Poole, 2016 
 
Annual passenger volumes, design day levels, and design hour levels that were identified from the 
planning day flight schedules for each planning year are detailed in Table 2-18. Appendix B provides the 
hypothetical gate schedule for each planning year as well the associated analysis for each planning year’s 
peak hour enplanement and deplanement data and gate occupancy levels.  
 
The analysis of existing passenger volumes identified slightly more annual enplaned passenger volumes 
than deplaned passenger volumes. This anomaly is attributed to similar regional service factors that 
resulted in higher enplaned cargo than deplaned cargo. As noted above, there is a limited number of 
inbound non-stop markets available directly into Eugene Airport compared to the larger number of 
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communities having direct service into Portland International Airport. Therefore many passengers arriving 
into the region have greater accessibility directly into Portland International Airport than is available at 
Eugene Airport. Consequently, passengers entering the region may often choose to fly into Portland than 
into smaller airports such as Eugene. 
 
The difference is also estimated to be tied to passenger traffic generated by the two universities 
(University of Oregon and Oregon State University) that are near EUG. It is assumed that many students 
from outside the region arrive to their school via their own vehicle with their parents or other family 
members. Once students are settled on campus, their family members depart the region using air service 
from EUG, thereby generating more enplaning passengers annually. 
 
TABLE 2-18 
ESTIMATED ANNUAL PASSENGER VOLUMES BASED ON PLANNING DAY FLIGHT SCHEDULES  


  
Sources: Airport Records, Preliminary 2016 TAF data, RS&H Analysis, 2016 
Notes: Design Day, Design Hour based on analysis of July 2016 schedule. Annual passenger volumes based on planning day flight 
schedule analysis. 
 


 Peak Hour Operations and Gate Occupancy 
Currently, EUG experiences a commercial passenger aircraft peak hour of six combined arrival and 
departure operations, four arrival operations, and four departure operations. The combined peak is 
between 6 p.m. to 7 p.m., whereas the peak departures are in the morning, and peak arrivals in the late 
evening. As shown in Table 2-19, the arrival and departure peak is expected to increase to eight aircraft 
per hour. Based on the planning flight schedule, the arrival peak will increase to five, while the departure 
peak will increase to eight aircraft per hour within the planning period. The departure peak is largely 
associated with the morning flights that are conducted by remain-overnight (RON) aircraft.  
 
Peak hour gate/stand occupancy at EUG in 2015 was calculated to be approximately ten aircraft, as 
illustrated in Table 2-19. This peak is driven by RON aircraft that arrive each night and sit at a gate or at a 
remote parking stand until they depart during the morning peak. The analysis indicates that the peak hour 
gate/stand occupancy will increase to 15 aircraft by the end of the planning period. This is greater than 


2020 2025 2035


Enplaned Passengers


Annual Volume 444,099 585,036 640,284 775,809


Design Day 1,945 2,156 2,308 2,634


Design Hour 338 359 350 416


Deplaned Passengers


Annual Volume 446,017 580,356 635,162 769,603


Design Day 1,945 2,156 2,308 2,634


Design Hour 357 376 383 383


Combined (Enplaned and Deplaned)


Annual Volume 890,116 1,165,392 1,275,446 1,545,412


Design Day 3,890 4,312 4,616 5,268


Design Hour 570 604 599 672


Description 2015
Planning Years
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peak hour operations because this number represents the number of aircraft that are sitting on the 
ground at the same time, not the number of aircraft operating. 
 
TABLE 2-19 
COMMERCIAL SERVICE AIRCRAFT PEAK HOUR OPERATIONS AND GATE OCCUPANCY 


 
Source: RS&H Analysis, 2016 


 Airline Breakdown Passengers and Operations 
The airlines serving the EUG market currently include Alaska Airlines, United, Delta, American Airlines, and 
Allegiant Air. Figure 2-20 illustrates the passenger market share for each airline in each forecast year of 
the planning period. Alaska Airlines and United currently serve nearly 70% of the total market, while other 
airlines jointly serve the remaining 30%. This current market share is expected to carry forward through 
the planning period, albeit some variation is due to new routes being offered by specific airlines.   
 
FIGURE 2-20 
SHARE OF ENPLANED PASSENGERS BY AIR CARRIER  


 
Source: RS&H Analysis, 2016 
 
Table 2-20 presents the breakdown of forecast enplaned passengers and aircraft operations by airline for 
the 20-year planning horizon. 
 


2020 2025 2035


Peak Hour Operations


Arrivals 4 4 4 5


Departures 4 5 6 8


Arrival & Departures 6 6 6 8


Peak Hour Gate/Stand  Occupancy 10 11 12 15


Description 2015
Planning Years
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TABLE 2-20 
FORECAST OF ENPLANED PASSENGERS AND AIRCRAFT OPERATIONS BY AIRLINE 


 
 


 CRITICAL AIRCRAFT 
The FAA recommends the identification of the existing and future design aircraft for airport planning 
purposes. In many cases the design aircraft is made from a family or collection of aircraft that are planned 
to be accommodated by the Airport. For airports with multiple runways, design aircraft are identified for 
each runway. In regards to EUG, both runways share the same design aircraft.  
 
Three parameters are used to classify the design aircraft: Aircraft Approach Category (AAC) shown in 
Figure 2-21, Airplane Design Group (ADG) shown in Figure 2-22, and Taxiway Design Group (TDG) 
shown in Figure 2-23. The AAC, depicted by a letter, relates to aircraft landing speeds. The ADG, depicted 
by a Roman numeral, relates to airplane wingspan and height. The TDG, classified by number, relates to 
the outer to outer main gear width and the distance between the cockpit and main gear. These 
parameters serve as the basis of the design and construction of airport infrastructure. 
 
FIGURE 2-21 
AIRCRAFT APPROACH CATEGORY 


 
Source: FAA AC 150/5300-13A Change 1, Airport Design  


Description


2020 2025 2035


Enplaned Passengers 528,476 572,725 666,289
Alaska Airlines 184,030 185,446 178,055


Allegiant 82,975 82,164 93,275
American Airlines 59,225 88,763 135,212


Delta 43,481 43,056 56,783
United 158,764 173,295 202,964


Commercial Operations 13,000 15,000 18,000
Alaska Airlines 6,020 6,635 6,677


Allegiant 960 1,058 1,258
American Airlines 1,832 2,019 3,387


Delta 1,221 1,346 2,032
United 2,966 3,942 4,645


Source: Preliminary FAA 2016 TAF Data, RS&H Analysis, 2016


Planning Years
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FIGURE 2-22 
AIRCRAFT DESIGN GROUP 


 
Source: FAA AC 150/5300-13A Change 1, Airport Design  
 
FIGURE 2-23 
TAXIWAY DESIGN GROUP 


 
Source: FAA AC 150/5300-13A Change 1, Airport Design  
 
The 2010 Airport Layout Plan defined the current critical aircraft as a Boeing B737-300, which is a C-III-3 
aircraft. At the present time, the largest and most demanding commercial service aircraft operated at the 
Airport is the Boeing MD-83 (D-III-4) operated by Allegiant Airlines, Bombardier Q400 (C-III-5) operated 
by Horizon Airlines (a subsidiary of Alaska Airlines), and the Boeing 737-900 (D-III-3) operated by United. 
In regard to AAC and ADG the MD-83 and B737-900 are the most demanding as D-III aircraft. For taxiway 
design, the Q400 is the most demanding as a TDG 5 aircraft.  
 
In the future, the MD-83 is planned to be phased out of Allegiant Airlines fleet by 20203, and replaced by 
A320 aircraft. The Bombardier Q400 is also being phased out by Horizon and replaced with Embraer E175 
jets. However, Alaska’s fleet transition is not expected to occur at EUG within the next 10 years, and 
perhaps not within the planning period. The transition to E175 equipment is strategically designed to 
allow Alaska to better serve “long, thin routes”4 which are described as routes that are better served by jet 
aircraft but lack the demand necessary to profitably fill the airline’s B737 mainline aircraft. Because the 
vast majority of service from EUG by Alaska airlines are short haul routes, the Q400 is expected to remain 
the equipment of choice. 
 
With the discontinuation of MD-83 use by commercial airlines in the future, the existing and future critical 
aircraft for EUG are identified as the Boeing 737-900 and Bombardier Q400. The dimensions of these 
                                                      
3 “Allegiant Air’s MD-80 Plans Depend on Finding A320s,” Aviation Daily, April 14, 2016 
4 “Alaska Air’s Horizon places big order for Embraer E175 jets,” U.S.A Today, April 12, 2016 
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aircraft are shown below in Figure 2-24. These aircraft create a composite critical aircraft that require 
airfield design standards to accommodate the following: 
 


» Aircraft Approach Category D 
» Aircraft Design Group III 
» Taxiway Design Group 5 


 


 


 FLEET MIX FOR NOISE MODEL ANALYSIS 
This section details the fleet mix data that will be used for the noise model analysis that is part of this 
master plan project. The fleet mix was derived based on existing and presumed commercial passenger 
and cargo aircraft operations, charter operations, local and itinerant general aviation operations, and 
common military operations. Table 2-21 summarizes the current daily fleet mix of commercial passenger 
jet and turbo prop aircraft operating at EUG, and their operating time according to the July 2016 flight 
schedule. The schedule is used as a baseline for commercial passenger aircraft operations.  
 


FIGURE 2-24 
CRITICAL AIRCRAFT 
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TABLE 2-21 
CURRENT FLIGHT SCHEDULE BY MAJOR AIR CARRIER 


 
 
Table 2-22 summarizes the current and the expected fleet mix for the 10-year planning horizon to be 
used for the noise model analysis. The 2016 fleet mix was established from the airports July 2016 flight 
schedule, while 2025 values where derived assuming flight schedules will have little variations from their 
current hours except for forecasted changes in aircraft types as airlines continue to modernize and up-
gauge their fleet, and new routes. The single, twin, and jet categories are derived from a breakdown of all 
general aviation and military operations.  
 


Carrier Aircraft Arrival Time City
Departure 


Time Destination City


Alaska Q400 9:03 a.m. Seattle 9:35 a.m. Portland
Alaska Q400 12:30 p.m. Portland 1:02 p.m. Seattle
Alaska Q400 1:23 p.m. Seattle 1:58 p.m. Portland
Alaska Q400 3:36 p.m. Portland 4:10 p.m. San Jose
Alaska Q400 6:01 p.m. Portland 6:33 p.m. Portland
Alaska Q400 6:28 p.m. Seattle 6:59 p.m. Seattle
Alaska Q400 9:10 p.m. San Jose 5:10 a.m. Portland
Alaska Q400 10:08 p.m. Portland 6:10 a.m. Seattle
Alaska Q400 11:59 p.m. Seattle 8:00 a.m. Seattle


Allegiant MD-83 10:11 a.m. Las Vegas 10:51 a.m. Los Angeles
Allegiant MD-83 12:44 p.m. Phoenix/Mesa 1:29 p.m. Oakland
Allegiant MD-83 3:39 p.m. Los Angeles 4:19 p.m. Las Vegas
Allegiant MD-83 4:58 p.m. Oakland 5:43 p.m. Phoenix/Mesa
American EMB-175 2:39 p.m. Los Angeles 3:10 p.m. Los Angeles
American EMB-175 9:52 p.m. Los Angeles 6:30 a.m. Los Angeles


Delta CRJ-700 11:57 a.m. Salt Lake City 12:34 p.m. Salt Lake City
Delta CRJ-700 10:50 p.m. Salt Lake City 6:15 a.m. Salt Lake City


United EMB-175 9:43 a.m. San Francisco 10:18 a.m. San Francisco
United B737-900 12:58 p.m. San Francisco 2:01 p.m. San Francisco
United CRJ-200 2:38 p.m. Denver 3:10 p.m. Denver
United A320 5:38 p.m. San Francisco 6:35 p.m. San Francisco
United A319 9:03 p.m. Denver 5:28 a.m. Denver
United B737-900 10:51 p.m. San Francisco 6:00 a.m. San Francisco


Sources: Eugene Airport July 2016 Flight Schedule, Prepared by RS&H, 2016
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TABLE 2-22 
AIRPORT FLEET MIX (2016 AND 2025) 


 
Source: RS&H Analysis, 2016 
 


 SUMMARY OF AVIATION DEMAND FORECASTS 
The following tables summarize the forecast activity levels for passengers, aircraft movements, air cargo 
and based aircraft for the 5-, 10-, and 20-year planning horizons. General aviation and military aircraft 
operations are presented based on the 2015 TAF forecast. Enplaned passenger volumes, commercial 
operations, and based aircraft are those computed in the derivative forecasts and based on the 
preliminary 2016 TAF data previously discussed. Air cargo volumes and air cargo operations forecast 
levels are those discussed in Section 2.4.5, Air Cargo Forecasts.   
 


Aircraft Stage Day Night Total Day Night Total


Q400 3 14 4 18 14 4 18
MD-86 3 4 - 4 - - 0


EMB-175/190 3 3 1 4 9 3 12
CRJ-200/700/900 3 6 2 8 2 2 4


737-700/900 3 4 - 4 6 - 6
A320 3/4 4 2 6 10 2 12
A319 3/4 2 - 2 1 1 2


Single Engine - 67 5 72 66 5 71
Twin Engine - 21 3 24 21 3 24


Jet - 25 2 27 25 2 27
Total 150 19 169 154 22 176


2016 2025
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TABLE 2-23 
COMMERCIAL PASSENGER FORECASTS 


  
Sources: FAA Preliminary 2016 TAF data, Airport Records, RS&H Analysis, 2016 
Notes: Design Day, Design Hour based on analysis of July 2016 schedule. Annual enplaned passenger volumes based on Preliminary 
FAA 2016 TAF data. 
 
 
TABLE 2-24 
AIR CARGO FORECASTS 


 
Sources: Bureau of Transportation Statistics, Airport Records, RS&H Analysis, 2016 


2020 2025 2035


Enplaned Passengers


Annual Volume 444,099 528,476 572,725 666,289


CAGR 3.5% 1.6% 1.5%


Design Day 1,945 2,156 2,308 2,634


Design Hour 338 359 350 416


Deplaned Passengers


Annual Volume 446,017 524,248 568,143 660,959


CAGR 3.3% 1.6% 1.5%


Design Day 1,945 2,156 2,308 2,634


Design Hour 357 376 383 383


Combined (Enplaned and Deplaned)


Annual Volume 890,116 1,052,724 1,140,868 1,327,248


CAGR 3.4% 1.6% 1.5%


Design Day 3,890 4,312 4,616 5,268


Design Hour 570 604 599 672


Description 2015
Planning Years


2020 2025 2035


Annual Cargo Volume (lbs) 1,869,647 1,870,846 1,899,195 1,957,606


CAGR 0.01% 0.30% 0.30%


Annual All Cargo Operations 1,105 1,105 1,127 1,173


CAGR 0.00% 0.40% 0.40%


Description 2015
Planning Years
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TABLE 2-25 
TOTAL AND COMMERCIAL AIRLINE OPERATIONS FORECAST 


 
Sources: Airport Records, FAA 2015 TAF Report, FAA Preliminary 2016 TAF data, RS&H Analysis, 2016  
 
 
TABLE 2-26 
GENERAL AVIATION AND MILITARY OPERATIONS FORECAST 


 
Source: FAA 2015 TAF Report 
 


2020 2025 2035


Total Airport Operations


Annual Operations 60,214 61,773 64,493 69,763


CAGR 0.5% 0.9% 0.8%


Peak Month 6,131 6,177 6,449 6,976


Average Day 204 206 215 233


Commercial Passenger Operations


Annual Commercial Operations 16,447 18,010 19,654 22,664


CAGR 1.8% 1.8% 1.4%


Annual Air Carrier Operations 8,348 13,140 15,173 17,640


CAGR 9.5% 2.9% 1.5%


Annual Commuter Operations 8,099 4,870 4,481 5,024


CAGR -9.7% -1.7% 1.2%


Peak Month Operations 1,240 1,801 1,965 2,266


Average Day Operations 41 60 66 76


Peak Hour Operations


Arrivals 4 4 4 5


Departures 4 5 6 8


Arrival & Departures 6 6 6 8


Planning Years
Description 2015


2020 2025 2035


Itinerant General Aviation 21,988 21,991 22,322 23,000


CAGR 0.0% 0.2% 0.2%


Itinerant Military 1,725 1,725 1,725 1,725


Local Civil Operations 18,329 18,322 19,067 20,649


CAGR 0.0% 0.4% 0.6%


Local Military 1,725 1,725 1,725 1,725
    


Description 2015
Planning Years
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TABLE 2-27 
BASED AIRCRAFT FORECAST 


 
Sources: FAA 2015 TAF Report, RS&H Analysis, 2016 
 
 
 
TABLE 2-28 
OVERALL SUMMARIZATION OF AIRPORT PLANNING FORECASTS  


 
Sources: FAA 2015 TAF Report, FAA Preliminary 2016 TAF data, RS&H Analysis, 2016 
 
  


2020 2025 2035


Based Aircraft 188 193 200 216


CAGR 0.5% 0.6% 0.7%


       


Planning Years
Description 2015


Base Yr. 
Level


Base 
Yr.+1yr.


Base 
Yr.+5yrs.


Base 
Yr.+10yrs.


Base 
Yr.+20yrs.


2015 2016 2020 2025 2035
Passenger Enplanements 
   Air Carrier 81,339 132,402 143,322 155,412 181,100
   Commuter 362,760 356,322 385,154 417,313 485,189
      TOTAL 444,099 488,724 528,476 572,725 666,289
Operations 
   Itinerant
     Air carrier 8,348 10,191 13,140 15,173 17,640
     Commuter/air taxi 8,099 6,085 4,870 4,481 5,024
        Total Commercial 
Operations


16,447 16,276 18,010 19,654 22,664


      General aviation 21,988 21,731 21,991 22,322 23,000
      Military 1,725 1,725 1,725 1,725 1,725
   Local
     General aviation 18,329 17,747 18,322 19,067 20,649
     Military 1,725 1,725 1,725 1,725 1,725
       TOTAL OPERATIONS 60,214 59,204 61,773 64,493 69,763
Peak Hour Operations 6 6 6 6 8
Cargo/mail (enplaned + 
deplaned tons)


1,869,647 1,870,098 1,870,846 1,899,195 1,957,606


Based Aircraft
   Single Engine (Nonjet) 152 153 155 159 169
   Multi Engine (Nonjet) 15 15 15 15 15
   Jet Engine 17 17 19 22 28
   Helicopter 4 4 4 4 4
   Other 0 0 0 0 0


     TOTAL 188 189 193 200 216


0.00% 0.00% 0.00% 0.00%
0.53% 0.53% 0.62% 0.70%


0.00% 2.25% 2.61% 2.53%
0.00% 0.00% 0.00% 0.00%


0.66% 0.39% 0.45% 0.53%
0.00% 0.00% 0.00% 0.00%


0.02% 0.01% 0.16% 0.23%


0.00% 0.00% 0.00% 1.45%


0.00% 0.00% 0.00% 0.00%
-1.68% 0.51% 0.69% 0.74%


-3.18% -0.01% 0.40% 0.60%


-1.17% 0.00% 0.15% 0.23%
0.00% 0.00% 0.00% 0.00%


-24.87% -9.67% -5.75% -2.36%


-1.04% 1.83% 1.80% 1.62%


22.08% 9.50% 6.16% 3.81%


10.05% 3.54% 2.58% 2.05%
-1.77% 1.21% 1.41% 1.46%


2015 2020 2025 2035


Average Annual Compound Growth Rates


Base Yr. to 
+1


Base Yr. to 
+5


Base Yr. to 
+10


Base Yr. to 
+20


62.78% 12.00% 6.69% 4.08%
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TABLE 2-29 
COMPARISON OF AIRPORT PLANNING FORECAST, 2015 TAF, AND PRELIMINARY 2016 TAF 


 
Sources: FAA 2015 TAF Report, FAA Preliminary 2016 TAF data, RS&H Analysis, 2016 
 


 Passenger 
Enplanements


   Base yr. 2015 444,099 429,066 3.39% 444,099 0.00%
   Base yr. + 5yrs. 2020 528,476 426,262 19.34% 528,476 0.00%
   Base yr. + 10yrs. 2025 572,725 460,035 19.68% 572,725 0.00%
   Base yr. + 20yrs. 2035 666,289 523,973 21.36% 666,289 0.00%
 Commercial Operations
   Base yr. 2015 16,447 16,447 0.00% 16,447 0.00%
   Base yr. + 5yrs. 2020 18,010 17,061 5.27% 18,010 0.00%
   Base yr. + 10yrs. 2025 19,654 19,025 3.20% 19,654 0.00%
   Base yr. + 20yrs. 2035 22,664 21,537 4.97% 22,664 0.00%


 Total Operations
   Base yr. 2015 60,214 60,214 0.00% 60,214 0.00%
   Base yr. + 5yrs. 2020 61,773 60,824 1.54% 60,558 1.97%
   Base yr. + 10yrs. 2025 64,493 63,864 0.98% 62,535 3.04%
   Base yr. + 20yrs. 2035 69,763 68,636 1.62% 66,226 5.07%


MPU Forecast/ 
2016 TAF 


% Difference 
2016 TAFYear


 Master 
Plan 


Forecast
2015 TAF


MPU Forecast/ 
2015 TAF 


% Difference 
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 INTRODUCTION 
Future airport facility requirements, including the type, size, and quantity, are dependent on the future 
aviation activity levels projected in the aviation demand forecasts discussed in Chapter 2, Aviation 
Demand Forecasts. The need for new or expanded facilities is often driven by capacity shortfalls that 
leave an airport unable to accommodate the forecasted growth using existing facilities. However, the 
requirements for new or improved facilities can also be driven by other circumstances, such as, updated 
standards which have been adopted by the FAA or another regulatory agency, an evolving strategic vision 
for the airport, the replacement of outdated or inefficient facilities that are prohibitively costly to maintain 
or modernize, or the desire to introduce new services and facilities. These various circumstances can have 
a significant impact on future needs and have been considered in this analysis for the airport. 
 
The Eugene Airport aviation demand forecast used demographic, economic, and geographic statistical 
analysis to derive three forecast scenarios tied to real-world factors in the Eugene area. This analysis 
validated the FAA 2016 update to the Terminal Area Forecast (TAF). From this analysis, aviation activity 
was forecast out for a twenty-year period (2015 – 2035). Although the forecast defines aviation activity 
milestones for the years 2020, 2025, and 2035, it is important to understand that facility requirements are 
driven by levels of aircraft operations and passenger enplanement demands, which may or may not 
coincide with those specific years. Therefore, to eliminate associations between demand levels and 
specific years, the levels of demand which trigger facility improvements, referred to as a Planning Activity 
Level (PAL), are broken into three activity levels: PAL 1, PAL 2, and PAL 3 respectively. 
 
The facility requirements analysis begins with a review of emerging industry-wide trends. Sustainable 
development will be an overarching theme as facility requirements are considered throughout this 
chapter. Sustainability considerations will be identified in the margin with a green leaf (shown here) for 
easy identification. The majority of this chapter is devoted to assessments in each of the following 
functional areas of the Eugene Airport: 


» Meteorological Conditions 


» Airfield Capacity 


» Airfield Design 


» Navigational and Visual Aids 


» Commercial Passenger Terminal Facility 


» Landside Facilities  


» General Aviation Facilities 


» Aviation Support Facilities 


» Utilities 
 
This chapter concludes with a section summarizing the key findings of the facility requirement 
assessments which will be used to guide identification and evaluation of future development alternatives. 
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 EMERGING TRENDS 
The aviation industry is always evolving and, as history has shown us, technological innovations have been 
at the forefront of transforming the industry. The rapid pace of development in aviation is expected to 
continue, and airports will be expected to adapt to new trends and innovations. This master planning 
effort will examine aviation industry trends including the following: 
 


» Airline fleets - Airline fleets are moving away from 50 seat regional turboprop and jet aircraft in 
favor of larger narrow-body aircraft. This places greater impact on passenger-oriented facilities 
and airfield surfaces. The impacted facilities can include, but are not limited to, airfield pavement 
and functional areas within the terminal building. 


» Sustainability - Driven by public demand and incentivized through FAA grant programs, airports 
are now developing Sustainability Management Plans (SMPs). These SMPs are used to guide the 
enactment of sustainability policies and initiatives which promote environmental protection, 
economic prosperity, and social equity, often referred to as the “triple bottom line”. 


» Automation of terminal airline services - Ticket counters being staffed by airline personnel is 
becoming a thing of the past. Extensive use of self-serve kiosks is now enabling passengers to 
print boarding passes, drop off baggage, and adjust trip details with little or no assistance from 
airline staff. 


» Aeronautical and non-aeronautical revenues – All airports have a growing need to increase 
aviation revenues, such as concession revenues in the terminal, and to develop more revenue-
producing uses of airport property that are not currently used for aviation-related functions. 


» Unmanned Aircraft Systems (UAS) – Unmanned Aircraft Systems, often referred to simply as 
“drones” are emerging as cost-effective ways to provide many different forms of commercial 
aviation services. Effective August 29, 2016, FAA Part 107 provides rules for small UAS pilots. 


 
Many of today’s emerging trends in the aviation industry focus on energy efficient buildings that can 
accommodate technological advances with passenger processing activities. Commercial service airports 
are also seeking ways to increase revenue generation beyond traditional aviation related activities. 
Throughout this chapter, industry trends and emerging innovations will be a consideration when 
determining specific facility requirements. 


 METEOROLOGICAL CONDITIONS 
The weather at the Airport has a significant influence on airport facility needs and design requirements. 
Ambient temperature, precipitation, wind, visibility, cloud ceiling, and atmospheric pressure are all climate 
factors that affect operational parameters and future facility needs at Eugene Airport. 


 Climate Summary 
Eugene, Oregon is situated between two mountain ranges which create a moderate climate with 
complimentary rainfall. In any given year, 90 percent of the annual rainfall occurs between October and 
May. The mean annual temperature at the airport is 58.3 degrees Fahrenheit, with an average annual 
precipitation of 60 inches. During the summer months, Eugene experiences high temperatures reaching 
the 80s to low 90s. During winter months, low temperatures can fall into the 20s and 30s. 
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 Runway Orientation and Wind Analysis 
Runway wind coverage analysis was conducted using the FAA’s Airport GIS Airport Design Tools Wind 
Analysis. Data for this tool is supplied by the National Climatic Data Center from the weather reporting 
station located at Eugene Airport1. Data 
used for this analysis was recorded 
during the 2006-2015 period. Over 
that ten year period, more than 
127,000 wind observations were 
recorded. FAA runway design 
standards recommend an airport’s 
runway system provide a minimum 
of 95 percent wind coverage. The 95 
percent wind coverage is computed 
on the basis of the crosswind 
component not exceeding the set 
value based on the Runway Design 
Code (RDC)2. If a single runway 
cannot provide this level of 
coverage, then a crosswind runway 
is warranted. 
 
The RDC for Runway 16R-34L and 
16L-34R is D-III, meaning the 
allowable crosswind component is 
16 knots. As shown in Figure 3-1, 
FAA’s Airport GIS Airport Design 
Tools Wind Analysis program uses 
data from the National Oceanic and 
Atmospheric Administration (NOAA) 
to create a 36-point wind rose 
formatted with a rectangle depicting 
the wind coverage and allowable 
crosswind component for the 
runways. Both runways provide 
99.83 percent wind coverage with a 
16 knot crosswind component for 
all-weather conditions. Runway 16R 
is served by an Instrument Landing 


                                                      
1 Weather observation data was collected from the Automated Surface Observation System (ASOS). 
2 The RDC is a design standard specific to a single runway, and per FAA Advisory Circular AC 150/5300-13A Change 1, Airport Design, 
“runway standards are related to aircraft approach speed, aircraft wingspan, and designated or planned approach visibility 
minimums.”  This practice properly configures runways to meet necessary physical and operational characteristics for the most 
demanding aircraft operating at the airport. 


Source: NOAA National Climatic Data Center 


FIGURE 3-1 
ALL WEATHER WIND ROSE AND WIND COVERAGE DATA 
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System (ILS) CAT III, allowing properly equipped aircraft to land during zero visibility Instrument 
Metrological Conditions (IMC). The current runway configuration provides sufficient wind coverage in 
accordance with FAA Advisory Circular 150/5300-13A Change 1, Airport Design. 


 AIRFIELD CAPACITY 
This section analyzes the various components making up the airfield as well as the ability of each facility 
to accommodate forecast demand. 


 Measuring Airfield Capacity 
Airport capacity (or throughput capacity), as defined in FAA Advisory Circular 150/5060-5, Airport Capacity 
and Delay, is a “measure of the maximum number of aircraft operations which can be accommodated on 
the airport or airport component in an hour.”  Additionally, the airfield capacity analysis identifies the 
theoretical annual capacity of the airfield, referred to as the annual service volume (ASV). Capacity is 
influenced by a number of factors including airport layout, aircraft mix, ATC operational procedures, 
navigation equipment, and meteorological conditions. The FAA has sincere interest in better 
understanding and improving airport capacities within the National Airspace System (NAS) and therefore 
has funded the creation and maintenance of a modern capacity modeling software called 
runwaySimulator. This modeling software uses a Monte Carlo simulation3 combined with a trajectory 
model, airport and fleet characteristics, and FAA airspace separation rules, to produce a more accurate 
estimate of airfield capacity than previous FAA models. The runwaySimulator model is capable of 
understanding NextGen improvements and complex interactions between multiple runways, as well as 
incorporating newly established wake class separations4 while simulating efficient aircraft sequencing. The 
following analysis of Eugene Airport airfield capacity was developed using the runwaySimulator model 
along with FAA Advisory Circular 150/5060-5, Airport Capacity and Delay guidance. 


 Airport Fleet Mix 
The type of aircraft arriving at Eugene Airport play a significant role in determining the overall airfield 
capacity. These aircraft, known as the fleet mix, impact facility planning and engineering decisions for the 
design and geometry of the airfield. Table 3-1 provides the fleet mix used to model Eugene Airport 
airfield capacity and the taxiway connector analysis found later in this chapter. This fleet mix represents 
the percentage of operations by aircraft type found earlier in Chapter 2, Aviation Demand Forecasts. 
Aircraft operations data was collected on September 20th and 21st, 2016 through a cooperative effort with 
Eugene Air Traffic Control in order to refine the types of general aviation operations which were occurring 
at the Airport. The data collected includes: aircraft type, landing runway, meteorological conditions, 
pavement conditions, runway occupancy time (from touchdown to taxiway exit hold-short line), taxiway 
exit designator, and air carrier (if applicable). Table 3-1 shows the general conclusions of that study and 
the aircraft percentages used to model airfield capacity and taxiway connections. 


                                                      
3 A Monte Carlo simulation performs repeated random sampling to model different outcomes in a process which can’t be easily 
predicted due to the intervention of random variables in order to ultimately arrive at a result. 
4 FAA Order JO 7110.659C Wake Turbulence Recategorization, Effective February 29, 2016 
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TABLE 3-1 
AIRCRAFT FLEET MIX 


 


 Hourly Throughput Capacity 
Hourly throughput capacity is an important element in understanding how an airport can accommodate 
aircraft with or without a certain amount of delay during daily operations. Meteorological conditions have 
considerable influence on airfield capacity each day. Airfield capacity is at its highest during visual 
meteorological conditions (VMC) when visibility is greater than 3 miles and cloud ceilings are above 1,000 
feet. In these conditions, aircraft are able to fly closer to one another allowing more aircraft to land within 
a single hour. When weather is below specific visibility and cloud clearance minimums, aircraft must fly 
farther apart and have more restricted flight operations to ensure safety. When aircraft are further apart, 
fewer landings can occur within a single hour. 
 
Eugene Airport has two parallel runways, with Runway 16R-34L acting as the primary runway. 
Understanding available FAA flight procedures and knowing how ATC operates the airfield is another 
important factor for determining the airfield capacity. For the purpose of this analysis, it was assumed that 
aircraft at or exceeding 12,500 pounds were prioritized to land and depart from the main runway (Runway 
16R) and aircraft less than 12,500 pounds were given the ability to land and depart from either runway 
(16R or 16L) so long as it did not impede large aircraft operations on the main runway. This matches the 
typical operational procedures of ATC at Eugene Airport. 
 
Figure 3-2, Table 3-2, and Table 3-3 show the hourly throughput capacity during both visual and 
instrument meteorological conditions for Eugene Airport. Hourly throughput capacity during VMC is 
optimized for arrival and departure operations through the use of both runways, achieving 68 arrivals and 
68 departures per hour, totaling 136 operations per hour. Operational throughput is reduced during IMC 
conditions to 48 arrivals and 48 departures per hour, totaling 96 operations per hour. As the proportion of 
arrival and departure percentages fluctuates, arrival/departure trade-offs are made for the capacity of 
each type of operation, as shown in the following figure and tables. Discussions with Air Traffic Control 
indicated that peak hour operations only average approximately 10 arriving or departing aircraft, 
supporting the conclusion of this analysis that, under present circumstances, hourly capacity is not an 
issue. 
 


Aircraft Percentage of Total 
Fleet Mix


Commercial Service Aircraft 26%
Single Engine 44%
Twin Engine 9%
GA Jets 21%
Source: RS&H Data Collection and Analysis, 2016
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FIGURE 3-2 
HOURLY THROUGHPUT CAPACITY DURING VMC AND IMC 


 
Source: runwaySimulator model, RS&H Analysis, 2016 
 
 
 
 
TABLE 3-2 
VMC HOURLY THROUGHPUT CAPACITY 


 


TABLE 3-3 
IMC HOURLY THROUGHPUT CAPACITY 


 
 


VMC Arrivals
VMC 


Departures Arrival Fraction


71 0 100%
69 63 53%
68 68 50%
63 74 46%
49 94 33%
40 104 29%
23 117 15%
8 127 5%
0 131 0%


Sources: runwaySimulator model, RS&H Analysis, 2016


IMC Arrivals IMC Departures Arrival Fraction


55 0 100%
54 39 59%
48 48 50%
38 61 38%
28 66 29%
16 70 19%
0 72 0%


Sources: runwaySimulator model, RS&H Analysis, 2016


VMC Hourly Capacity 
(68 Arrivals and 68 Departures) 


IMC Hourly Capacity 
(48 Arrivals and 48 Departures) 
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 Annual Service Volume 
Annual service volume (ASV) is the estimated capacity of the runway configuration in terms of annual 
operations. This is used as a general measure of total throughput for future planning of the airfield.  
Table 3-4 compares forecast operations to the existing airfield annual service volume. The ASV of Eugene 
Airport is 320,000 operations. 
 
Comparing the forecasted operations to the ASV creates an ASV ratio which helps identify any existing 
and future capacity constraints. The generally accepted industry benchmark to begin planning for 
additional airfield capacity is when demand reaches 60 percent of the ASV. The ASV ratio for Eugene 
Airport only reaches 22 percent by Planning Activity Level 3. With aircraft operations being forecasted to 
remain below 70,000 annual operations and total throughput of the airfield system estimated at 320,000 
operations per year, airfield capacity will remain adequate well beyond the 20 year planning horizon. 
 
TABLE 3-4 
COMPARISON OF FORECAST OPERATIONS AND ANNUAL AIRFIELD CAPACITY 


 


 AIRFIELD FACILITY REQUIREMENTS 
This section analyzes the various elements of the airfield and their ability to accommodate forecast 
demand. 


 Airfield Configuration 
As shown in Chapter 1, Inventory of Existing Conditions, Eugene Airport has two parallel runways (16R-
34L and 16L-34R) separated by 4,300 feet from centerline to centerline. These runways are served by 
inward parallel taxiways and a mix of FAA standard taxiway connectors and non-standard taxiway 
connectors which are remnant pieces of previously existing runways and taxiways used during prior 
airfield layouts. The two parallel taxiways are also connected via an east-west oriented taxiway. The airfield 
taxiways, taxiway connectors, and apron configurations will be one of the primary focuses of this facility 
requirements chapter and the overall master plan. These airfield components will be discussed further in 
future sections of this chapter. 


 Airport Design Criteria 
Each airport has a design aircraft, which is the largest aircraft that regularly uses the airfield. The airfield 
must be designed so that the most demanding, regularly operating aircraft is able to use the runways, 
taxiways and ramps. Airport design standards are established in FAA Advisory Circular 150/5300-13A 


Existing
2015 PAL 1 PAL 2 PAL 3


Forecast Operations 60,214 61,773 64,493 69,763


Existing ASV 320,000 320,000 320,000 320,000


ASV Ratio 19% 19% 20% 22%


Planning Activity Level


Sources: RS&H Forecast Demand, FAA AC 150/5060-5 Airport Capacity and Delay ,
FAA Airport Design for Microcomputers, RS&H Analysis, 2016
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Change 1, Airport Design. This advisory circular outlines design criteria for all design groups depending on 
the Aircraft Approach Category (AAC), Airplane Design Group (ADG), and Taxiway Design Group (TDG). As 
identified in Chapter 2, Aviation Demand Forecasts of this master plan, the design aircraft parameters 
for EUG are determined from a compilation of aircraft using the Airport including the Boeing 737-900 and 
the Bombardier Q400. The design standards meant to accommodate these aircraft are driven by the 
following three parameters: 


» Aircraft Approach Category D 


» Airplane Design Group III 


» Taxiway Design Group 5  
 
These parameters equate to an Airport Reference Code (ARC) of D-III and TDG 5. Engineering airfield 
surfaces to this ARC is critical to maintaining an airfield environment which can safely accommodate the 
Airport’s critical aircraft. Only those pavement surfaces required to accommodate the design aircraft need 
be designed to that standard. Some runways and taxiways may only serve small general aviation aircraft. 
These pavement sections can be designed in an efficient and targeted way which serves the appropriate 
type of aircraft. The following sections discuss runway design requirements. Taxiway design requirements 
are discussed later in Section 3.5.4, Taxiway Design of this chapter. 


 Runway Design 
Analysis of the runways addresses the ability of the existing runways to meet both current and forecast 
demand. At a minimum, runways must have the proper length, width, and strength to meet FAA 
recommended design standards in order to safely accommodate the design aircraft. This section analyzes 
specific runway criteria and makes recommendations based on the forecast. Elements to be examined in 
this section include runway design group, designation, length, width, strength, and runway protection 
zones. 
 


3.5.3.1 Runway Design Requirements  
Runway 16R-34L is the Airport’s primary runway and is used by both general aviation and commercial 
aircraft. Commercial passenger aircraft predominately use this runway due to its location to the terminal, 
available instrument approaches, and length. As such, this runway must remain at a level of design to 
support the critical aircraft. Based upon current instrument approaches to this runway, the runway design 
code (RDC) for 34L is D-III-4000 and for 16R D-III-1200.  
 
Runway 16L-34R is the secondary runway at EUG. This runway primarily accommodates general aviation 
aircraft and flight training operations such as touch-and-go’s. When the primary runway is closed for 
maintenance, commercial aircraft will use Runway 16L-34R, though some aircraft may take weight 
penalties due to the shorter runway length offered. The ability for the secondary runway to accommodate 
commercial aircraft is highly beneficial for the Airport in attracting and maintaining commercial service, as 
it helps further guarantee airlines operational continuity.  
 
In studying the airfield system, it was found that Runway 16L-34R is critical to ensuring safe operations. 
Discussions with the Eugene ATCT/TRACON Air Traffic Manager identified that EUG ATCT controllers rely 
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on the secondary runway to separate commercial and general aviation operations. It was explained that 
because of the very large speed differentials between small general aviation aircraft and jet aircraft, safety 
is dramatically enhanced by the separation of traffic provided by Runway 16L-34R. The EUG ATCT 
controllers expressed that overall, the secondary runway provides great benefit in ensuring safe and 
efficient operations. As such, it was determined Runway 16L-34R must be maintained at a design level 
that allows for similar utilization as is provided today.  
 
Runway 16L currently has a RDC of D-III-1600 and Runway 34R of D-III-4000. These design standards are 
recommended to be maintained though the planning period to ensure that the secondary runway 
provides the EUG airfield system the same amount of safety and efficiency as offered today.  
 


3.5.3.2 Runway Designation 
Runway designations provided on each runway indicate the runway orientation according to the magnetic 
compass bearing. Runway designations can change due to the slow drift of the magnetic poles on the 
Earth's surface, which over time change the runway’s magnetic bearing. Magnetic declination relates to 
the degree of drift that must be accounted for. Depending on an airport’s location and how much drift 
takes place, it may be necessary to change the runway designation. It is recommended that runway 
designations be changed if there is more than a 5 degree difference from the runway’s true bearing. 
 
As of November 23, 2016, the magnetic declination at the Airport is 15° 11’ E and it was changing by  
0° 7’ W per year. As illustrated in Table 3-5, Both Runway 16R-34L and Runway 16L-34R have magnetic 
bearings greater than a 5 degree tolerance during the planning period. As such, the runways will require 
re-designation within the planning period in the year 2023. 
 
TABLE 3-5 
RUNWAY DESIGNATION 


 
 


3.5.3.3 Runway Length Requirements 
Runway length is determined by the greater requirement of the takeoff or landing performance 
characteristics of the existing and future design aircraft, or the composite family of airplanes as 
represented by the design aircraft. The takeoff length, including takeoff run, takeoff distance, and 
accelerate-stop distance, is typically the more demanding of the runway length requirements. 
 


Runway
Designation


Runway
Heading


True
Bearing


Magnetic
Bearing


Magnetic
Bearing


Runway
Heading


Runway
Designation


Runway 16R 163° 179° 22' 12" 164° 11' 24" 166° 44' 57" 166° Runway 17R
Runway 34L 343° 359° 22' 12" 344° 11' 24" 346° 44' 57" 346° Runway 35L
Runway 16L 163° 179° 23' 24" 164° 12' 36" 166° 45' 69" 166° Runway 17L
Runway 34R 343° 359° 23' 24" 344° 12' 36" 346° 45' 69" 346° Runway 35R


Existing Future (2035)


  Source: NOAA - National Centers for Environmental Information, RS&H Analysis, 2016
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As described below, there are two primary means for determining the Airport’s recommended runway 
lengths: 
 
Guidance A FAA Recommended Runway Length: General runway length guidance based on FAA 


computer modeling software and Advisory Circular performance graphs for composite 
aircraft groups, as adjusted for EUG mean maximum temperature5 (82.8°F), field elevation 
(374 feet above mean sea level), difference in runway centerline elevations6 (2.79 feet for 
Runway 16R-34L) and aircraft flight range of greater than 500 nautical miles. 


 
Guidance B Critical Aircraft Planning Manual (Performance Curves): Determines runway length for 


specific aircraft models and engines based on data from the aircraft manufacturer, as 
adjusted for Eugene Airport to the extent possible based on aircraft operating (payload) 
weights, flight range, non-standard temperatures, and field elevation. 


 
Guidance A provides sufficient information to recommend no additional runway length is needed 
throughout the planning period, making Guidance B unnecessary at this time. This is based on the  
8,009-foot length of Runway 16R-34L, the forecast of aircraft operations, and the projected aircraft stage 
lengths. Table 3-6 provides the FAA recommended runway length requirements. 
 
TABLE 3-6 
RUNWAY LENGTH REQUIREMENTS 


 
                                                      
5 National Oceanic and Atmospheric Administration, National Weather Service, Portland Office. 
6 Runway Survey – 9-13-2016. 


Aircraft Category
FAA Recommended 


Runway Length


Existing Runway 16R-34L Length 8,009'
Existing Runway 16L-34R Length 6,000'


Small Airplanes with approach speeds of less than 50 knots 830'
Small Airplanes (< 12,500 lbs)


100% of Fleet (< 10 seats) 3,690'
100% of Fleet (> 10 seats) 4,210'


Large Airplanes (12,501 lbs - 60,000 lbs)
75% of Fleet @ 60% Useful Load 4,750'
75% of Fleet @ 90% Useful Load 6,340'
100% of Fleet @ 60% Useful Load 5,330'
100% of Fleet @ 90% Useful Load 7,920'


Large Airplanes (> 60,000 lbs)
500 Mile Stage Length 5,140'
1,000 Mile Stage Length (e.g. Tucson, Arizona) 6,110'
1,500 Mile Stage Length (e.g. Chicago, Illinois ) 6,990'
2,000 Mile Stage Length (e.g. Augusta, Georgia) 7,800'


Sources: FAA Advisory Circular 150/5325-4, Runway Length Requirements for Airport Design,
FAA Airport Design Microcomputer Program 4.2D







F A C I L I T Y  R E Q U I R E M E N T S  


 
EUGENE AIRPORT MASTER PLAN 3-11 


3.5.3.4 Runway Widths 
Runway 16R-34L is 150 feet wide with 25 foot paved shoulders. Runway 16L-34R is 150 feet wide with 10 
foot paved shoulders. As detailed in Table 3-7, both runways have sufficient width for meeting FAA 
runway standards for ADG III aircraft, however, 25 foot paved shoulders on Runway 16L-34R are 
recommended by FAA to fully meet ADG III standards. When constructing the 25 foot paved shoulders to 
meet FAA standards, the feasibility of using warm mix asphalt should be evaluated against using hot mix 
asphalt. Warm mix asphalt lowers greenhouse gas (GHG) emissions, as well as other criteria air pollutant 
emissions by up to 20 to 60 percent over hot mix asphalt.7  Warm mix asphalt lowers the temperature for 
which asphalt is both produced and placed on the airfield. Warm mix asphalt can be used in any climate 
making it a viable option for Eugene Airport. 
 
TABLE 3-7 
RUNWAY WIDTH REQUIREMENTS 


 
 


3.5.3.5 Runway Strength  
Pavement strength is an important criterion in determining the usability of the airfield. General aviation 
aircraft weights range from 2,000 to 50,000 pounds and often have a single wheel gear (SWG) 
configuration. Aircraft with a maximum takeoff weight of more than 20,000 pounds typically have a dual-
wheel gear (DWG) configuration. Air carrier turboprop and regional jet aircraft range from 22,000 to 
85,000 pounds, while narrow body domestic passenger jets can weigh up to 280,000 pounds and are 
equipped with dual-tandem wheel gear (DTW). Table 3-8 details typical maximum take-off weights for 
general aviation and air carrier aircraft that have historically operated at EUG. 
 


                                                      
7 Sustainable Aviation Guidance Alliance (SAGA), Sustainable Practices for Pavement. 
www.airportsustainability.org/sustanable-practices. Retrieved December 2016. 


ADG III
Requirement


Runway
16R-34L


Meets
Requirement ()


Runway
16L-34R


Meets
Requirement ()


Width 150' 150'  150' 


Shoulders 25' 25'  10' X
  Source: Advisory Circular 150/5300-13A Change 1, Airport Design
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TABLE 3-8 
TYPICAL AIRCRAFT MAXIMUM TAKE-OFF WEIGHTS 


 
 
The Airport’s design aircraft, the Q400 and the B737-900, are the most demanding aircraft that operate 
regularly at the airport. Both aircraft have dual-wheel configurations, and maximum take-off weights 
(MTOW) of 62,000 and 164,000 pounds, respectively. Both runways at EUG have dual-wheel gear strength 
capabilities that exceed the 164,000 pound MTOW of the B737-900. Large charter aircraft also operate 
throughout the year at EUG, including B757 and B767 aircraft. With a dual-tandem gear strength of 
400,000 pounds, Runway 16R-34L is adequate to accommodate these heavier aircraft as well. Current 
runway pavement strength at EUG is adequate, as detailed in Table 3-9, and is recommended to be 
maintained through the planning period. 
 
TABLE 3-9 
PAVEMENT STRENGTH REQUIREMENTS 


 
 


Aircraft
Aircraft Size
(Passengers) ARC Gear Type


Maximum 
Take-Off Weight


General Aviation Aircraft 
Light/Small Business Jet 4 to 6 Passengers B-I to B-II Single-Wheel 8,000 to 20,000 lbs.
Medium Business Jet 6 to 10 Passengers B-II to C-II Dual-Wheel 20,000 to 50,000 lbs.
Large Business Jet 10 to 16 Passengers C-II to D-III Dual-Wheel 45,000 to 95,000 lbs.
Boeing Business Jet up to 150 Passengers C-III Dual-Wheel up to 188,000 lbs.
Boeing 767-300 up to 290 Passengers D-IV Dual-Tandem Wheel up to 400,000 lbs.
Boeing 747-400 up to 524 passengers D-V Dual-Tandem Wheel up to 900,000 lbs.


Air Carrier Aircraft
Turboprop 19 to 40 Passengers B-II to A-III Dual-Wheel 26,000 to 65,000 lbs.
Regional Jet 50 to 90 Passengers C-II Dual-Wheel 53,000 to 85,000 lbs.
Design Air Carrier Aircraft


Q400 77 Passengers C-III Dual-Wheel 62,000 lbs.
B737-900 177 Passengers D-III Dual-Wheel 164,000 lbs.


Source: RS&H 2016, Advisory Circular 150/5300-13A Change 1, Airport Design


Pavement Area Existing Pavement
Strength (Gear Type)


Recommended
Pavement Strength


(Gear Type)
Runway 16R-34L 
& Parallel Taxiway System 75,000 lbs. (SWG)                            


200,000 lbs. (DWG)  
400,000 lbs. (DTW)


75,000 lbs. (SWG)                            
200,000 lbs. (DWG)  
400,000 lbs. (DTW)


Runway 16L-34R
& Parallel Taxiway System 105,000 lbs. (SWG)                            


175,000 lbs. (DWG)  
240,000 lbs. (DTW)


105,000 lbs. (SWG)                            
175,000 lbs. (DWG)  
240,000 lbs. (DTW)


Source: FAA 5010 Master Record, RS&H Analysis, 2016
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3.5.3.6 Runway Protection Zone 
For the protection of people and property on the ground, the FAA has identified an area of land located 
off each runway end as the Runway Protection Zone (RPZ). The size of these zones varies according to the 
design aircraft characteristics, visual approaches, and the lowest instrument approach visibility minimum 
defined for each runway. 
 
It is desirable to have all areas within the RPZ cleared and owned by the Airport. The Runway 16R, 34L, 
and 34R RPZs are all clear of incompatible land uses. Portions of Taxiways A, J, and L fall within the 
Runway 34L RPZ but are under airport control. The northern portion of the Runway 16L RPZ has a 
recreational facility that includes a golf course, driving range, pro shop and auto parking. It also has two 
public use roads (Green Hill Road and State Highway 99) and the BNSF railroad going through the area. 
 
In 2012, FAA updated guidance on the appropriate land uses within an RPZ. This update lists buildings, 
recreational land use, public roads and rail facilities as incompatible land uses. However, the policy’s 
intention is to address the introduction of new or modified land uses and as such, because the 
recreational facility, roads and railroad existed prior to the 2012 guidance, they are acceptable and do not 
require relocation. The Airport should maintain communication with the FAA Regional Office and Airport 
District Office to protect against, and remove or mitigate the risk of, any existing incompatible land uses 
within the RPZ as practical. Eugene Airport owns the land within the RPZs with the exception of 4.1 acres 
of the Runway 16R RPZ (Figure 3-3) and 9.6 acres of the Runway 16L RPZ (Figure 3-4). It is 
recommended that the Airport acquire the unowned land within the RPZs in order to have control over 
the land use of these areas. Additionally, this land could then be leased back to the current owners until 
such future time that the current owners no longer desire to use the property as it is currently being used. 
At the very least, an avigation easement should be obtained. Controlling the land in order to meet FAA 
requirements achieves the added benefit of preventing new noise sensitive land uses from being 
introduced near the Airport. 
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FIGURE 3-3 
RUNWAY 16R RPZ 


 
 


FIGURE 3-4 
RUNWAY 16L RPZ 


 
 


 


The list below illustrates the existing approaches (with the lowest visibility minimum) that serve EUG. 
These drive the RPZ required dimensions for each runway end: 


» Runway 16R ILS/LOC, RNAV(GPS) and VOR/TACAN (1/2 mile minimum) 


» Runway 34L RNAV(GPS) and VOR/TACAN (3/4 mile minimum) 


» Runway 16L ILS/LOC and RNAV(GPS) (1/2 mile minimum) 


» Runway 34R RNAV(GPS) (7/8 mile minimum) 
 
Table 3-10 illustrates that only Runway 34R and 34L have an RPZ which meets FAA requirements. Even 
though these RPZs are currently sufficient, additional space should be reserved to allow for possible 
future changes to the approaches that would require a change in the size of the RPZ. While the 
dimensions for the Runway 16R and 16L RPZs are correct, they do not meet the FAA requirements due to 
the fact that portions of the RPZ are not under the control of the Airport. 
 


Source: RS&H Analysis, 2016 Source: RS&H Analysis, 2016 
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TABLE 3-10 
RUNWAY PROTECTION ZONE REQUIREMENTS 


 
 


3.5.3.7 Runway Geometric and Separation Standards 
This section analyzes the existing runway geometric and separation distances against the dimensional 
standards that arise from the critical aircraft category designated for each runway. Compliance with FAA 
airport geometric and separation standards, without modification to standards, is intended to meet a 
minimum level of airport operational safety and efficiency. 
 
Table 3-11 compares the FAA airport design standards for both runways, based on the recommended 
and existing design. Unmet design standards are denoted by a bold “X.” Elements determined to be 
deficient include the Runway 16L-34R runway shoulders (discussed previously in Section 3.5.3.4, Runway 
Widths) and the holding position markings on both runways. The holding position markings must be 254 
feet from the runway centerline. AC 150/5300-13A specifies the holding position marking separation from 
the runway centerline should be 250 feet at airfields at sea level, and increased one foot for every 100 feet 
in elevation. EUG field elevation is 374 feet above sea level, therefore the holding marking separation 
must be increased by four feet. It was found that the holding position markings at Taxiway A4 and A5 
were separated two to three feet less than required from the Runway 16R-34L centerline. All the holding 
position markings for Runway 16L-34R were found to be 250 feet from the runway centerline, which is 
four feet short of the requirement. 
 


Runway 16R 34L 16L 34R 16R 34L 16L 34R


Length 2,500' 1,700' 2,500' 1,700' X  X 


Inner Width 1,000' 1,000' 1,000' 1,000' X  X 


Outer Width 1,750' 1,510' 1,750' 1,510' X  X 


Acreage 78.914 48.978 78.914 48.978 X  X 
  Source: Advisory Circular 150/5300-13A Change 1, Airport Design


Existing Requirement Met ()
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TABLE 3-11 
RUNWAY DESIGN STANDARDS 


 
 


3.5.3.8 Other Known Runway Issues 
Two other runway issues are known, both of which are related to Runway 16R-34L. First, the grade of the 
runway from the Runway 34L identifier marking back to the threshold does not meet standards. 
Specifically, the grade slopes downward toward the threshold at a greater degree than is standard. 
Secondly, a 60 inch storm drain runs underneath the runway roughly between A4 and A5. The storm drain 
has manhole covers that have been paved over. Any future runway reconstruction project of Runway 16R-
34L should attempt to correct the grade issue at the 34L threshold and relocate the storm drain out from 
under the runway. The relocated storm drain could be designed to discharge into the sanitary sewer 
system, as opposed to the stormwater discharge system, to reduce potentially contaminated runoff water 
from infiltrating the groundwater supply. This option would need to be reviewed during design to ensure 


Existing
Future


Met () Existing
Future


Met ()
Runway Design


Runway Width 150' 150'  150' 


Runway Shoulder Width 25' 25'  10' X
Runway Blast Pad Width 200' 200'  200' 
Runway Blast Pad Length 200' 200'  200' 


Runway Protection
Runway Safety Area (RSA)


Length beyond departure end 1,000' 1,000'  1,000' 
Length prior to threshold 600' 1,000'  1,000' 
Width 500' 500'  500' 


Runway Object Free Area (ROFA)
Length beyond runway end 1,000' 1,000'  1,000' 
Length prior to threshold 600' 1,000'  1,000' 
Width 800' 800'  800' 


Runway Obstacle Free Zone
Length 200' 200'  200' 
Width 400' 400'  400' 


Precision Obstacle Free Zone
Length 200' 200'  200' 
Width 800' 800'  800' 


Runway Separation
Runway centerline to:


Parallel runway centerline 4,300' 4,301'  4,301' 


Holding position 254' 251'- 306' X 250' X
Parallel Taxiway/Taxilane Centerline 400' 500'  400' 
Aircraft parking area 500' 725'  779' 


Building Restriction Line - 750'  750' 
  Source: Advisory Circular 150/5300-13A Change 1, Airport Design


Runway 16R-34L Runway 16L-34R
ADG D-III


Requirement
Airfield Components
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city utilities are properly equipped to handle the introduction of additional loads and for overall 
concurrence with state and local stormwater handling guidance. 


 Taxiway Design 
This taxiway analysis addresses specific requirements relative to FAA design criteria and the ability of the 
existing taxiways to accommodate the current and projected demand. At a minimum, taxiways must 
provide efficient circulation, have the proper strength, and meet FAA design standards to safely 
accommodate the design aircraft. Airport runways should be supported by a system of taxiways that 
provide an access between the runways and the aircraft parking and hangar areas. Taxiways are classified 
as: 


» Parallel Taxiway - Facilitate the movement of aircraft to and from the runway. 


» Exit Taxiway – Provide a means of entering and exiting the runway (does not include those 
taxiways designated as connector, parallel, or apron edge taxiway). 


» Crossover or Traverse Taxiway – Provide increase in taxiway flexibility between two parallel 
taxiways. 


» Apron Taxiway - Provide primary aircraft access in an aircraft parking apron. 
 
The goal of an effective taxiway system is to maintain traffic flow using taxi routing with a minimum 
number of points requiring a change in the airplane’s taxiing speed. At Eugene, there are a total of 26 


taxiways. Taxiway A serves as the parallel taxiway for 
Runway 16R-34L and Taxiway B serves as the parallel 
taxiway for Runway 16L-34R. Taxiway A has nine exit 
taxiways from Runway 16R-34L, all of which are on the 
east side of the runway. The current configuration has 
a bypass taxiway on each end of the runway which 
allows for an optimal flow of ground maneuvering. 
Taxiway B has four exit taxiways, all of which are 
located on the west side of the runway. As noted 
previously, the taxiway system is largely the result of 
repurposing pavement from previous airfield layouts, 
making many taxiway locations abnormal and non-
standard from FAA recommendations. A summary of 
the taxiway nomenclatures and their associated 
classification is in Table 3-12. 
 
The Airport’s design aircraft determines taxiway design 
standards and dimensional criteria. Taxiway pavement 
width is determined by the TDG of the design aircraft. 
Separation standards are determined by the ADG of 
the design aircraft. To accommodate the Airport’s 
design aircraft, it is recommended that critical airfield 


TABLE 3-12 
TAXIWAY CLASSIFICATIONS 


Taxiway Designation Taxiway Classification


TWY A Parallel


TWY B Parallel


TWY C Crossover


TWY D Apron Taxiway


TWY E Apron Taxiway


TWY F Apron Taxiway


TWY G Apron Taxiway


TWY H Apron Taxiway


TWY J Apron Taxiway


TWY K Crossover


TWY L Apron Taxiway


TWY M Crossover


TWY N Crossover


TWY P Crossover


TWY R Apron Taxiway
Source: FAA Advisory Circular 150/5300-13A, Change 1
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taxiways be designed and built to ADG III/TDG 5 standards. 
 
In 2012, the FAA revised criteria for taxiway design dimensions and appropriate fillet design. The previous 
standard used the ADG, which is based on the aircraft wingspan and tail height, to determine appropriate 
taxiway dimensions and fillet design. Current standards now require the taxiway dimensions be designed 
to meet newly established TDGs, which are based upon the undercarriage dimensions, specifically the 
Main Gear Width (MGW) and the Cockpit to Main Gear (CMG) dimensions. 
 
Depending upon demand, portions of an airfield may be designed for one specific aircraft type while 
other portions are designed for other aircraft types. At EUG the west runway and taxiway complex is the 
primary facility serving commercial aircraft, with the east complex acting as a reliever for general aviation 
activity but also serving as redundancy in the event the main runway is unusable. Therefore, the taxiways 
connecting both Runway 16R-34L and Runway 16L-34R to the commercial apron are required to meet the 
design standard of the critical aircraft. The FAA recommended design standards for ADG III/TDG 5 
taxiways are provided in Table 3-13. 
 
TABLE 3-13 
COMMERICAL SERVICE TAXIWAYS 


 
 
The existing taxiways and associated connectors were compared to the design standards set forth in 
Advisory Circular 150/5300-13A Change 1, Airport Design, in an effort to identify deficiencies. In the table, 
a checkmark denotes when the taxiway meets the specified design standard, while a bold “X” denotes that 
it is insufficient to meet FAA requirements or recommendations. FAA design standards recommend that 
taxiway shoulders be paved for all taxiways that serve ADG III aircraft. For the taxiways serving commercial 
service aircraft, it is recommended that paved shoulders be installed. Taxiway fillets for all taxiways serving 


Taxiway 
Components


Taxiway 
Width


Taxiway 
Shoulder 


Width


Taxiway 
Safety Area 


Width


Taxiway 
Object Free 
Area Width


Centerline to 
Parallel 
Taxiway 


Centerline to 
Fixed or 


Movable Object


Taxiway Fillet 
Design 


Requirement        
(ADG III, TDG 5) 75' 30'(1) 118' 186' 152' 93' (2)


TWY A     N/A  X


TWY B     N/A  X


TWY C       X


TWY D     N/A  X


TWY E     N/A  X


TWY F     N/A  X


TWY G     N/A  X


TWY J       X


TWY L       X


TWY P     N/A  X
(1) FAA Advisory Circular 150/5300-13A, Change 1 recommends paved shoulders for ADG III aircraft.
(2) See Section 406, paragraph (b) in FAA Advisory Circular 150/5300-13A, Change 1 for fillet design dimensions. 
Source: FAA Advisory Circular 150/5300-13A, Change 1
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commercial aircraft are currently deficient. These geometric design issues will need to be corrected over 
time as pavement surface maintenance is performed in order to meet the current FAA design standards. 
 
The east runway and taxiway complex is primarily used by general aviation aircraft, but as stated before, 
acts as redundancy during situations when the primary runway is unusable. Aircraft using Runway 16L-34R 
can range widely in size, however, most are similar or smaller than ADG III/TDG 3 aircraft. The analysis 
indicates that Taxiway B, the parallel taxiway to Runway 16L-34R, and its associated connecters, are 
sufficient for the existing fleet mix of general aviation aircraft, but not the commercial fleet mix. Runway 
16L-34R and Taxiway B are, however, sufficient to temporarily serve commercial service aircraft when the 
primary runway is out of service, but Taxiway B requires TDG 5 aircraft to practice judgmental 
oversteering. A comparison of the FAA recommended design standards for ADG III/TDG 3 taxiways to the 
existing taxiway geometries is provided in Table 3-14. As with all taxiways primarily serving commercial 
aircraft, fillet geometry is deficient for all general aviation taxiways. These geometric design issues will 
need to be corrected over time as pavement surface maintenance is performed in order to meet the 
current FAA design standards. Figure 3-5 shows a graphical representation of the taxiway requirements 
based upon their primary use (commercial versus general aviation). 
 
TABLE 3-14 
GENERAL AVIATION TAXIWAYS 


 


Taxiway 
Components


Taxiway 
Width


Taxiway 
Shoulder 


Width


Taxiway 
Safety Area 


Width


Taxiway 
Object Free 
Area Width


Centerline to 
Parallel 
Taxiway 


Centerline to 
Fixed or 


Movable Object


Taxiway Fillet 
Design 


Requirement        
(ADG III, TDG 3)


50' 20' 118' 186' 152' 93' (1)


TWY H     N/A  X
TWY K     N/A  X
TWY M       X
TWY N     N/A  X
TWY R       X


(1) See Section 406, paragraph (b) in FAA Advisory Circular 150/5300-13A, Change 1 for fillet design dimensions. 


Source: FAA Advisory Circular 150/5300-13A, Change 1
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FIGURE 3-5 
TAXIWAY DESIGN REQUIREMENTS – PRIMARY COMMERCIAL VS PRIMARY GENERAL AVIATION 


 
Source: RS&H Analysis, 2016 


 


3.5.4.1 Taxiway Deficiencies 
Analysis of the taxiways was conducted to determine if airfield compliance deficiencies existed as 
measured to the new standards. The deficiencies that were found are described below and are referenced 
to specific paragraphs within AC 150/5300-13A Change 1, Airport Design (herein this section called the 
AC). The majority of deficiencies found are related to the recommendations from FAA Engineering Brief 
75: Incorporation of Runway Incursion Prevention into Taxiway and Apron Design, which has been 
incorporated into the AC. Other deficiencies, that effect nearly all the taxiways at EUG, are related to 
changes in general design, such as the design of taxiway fillets. All deficiencies described are referenced 
to their location in the current AC. Some deficiencies are safety critical and must be addressed in the near-
term. Others are not safety critical, and should be addressed in the next major rehabilitation project for 
each respective piece of pavement. 
 


» Taxiway A3 is an acute angle taxiway with a configuration that supports exiting aircraft on 
Runway 16R. Section 409(a) of the AC suggests that this taxiway be perpendicular to the runway 
to support exiting aircraft landing either direction on the runway.  
 


» Taxiway A4 is an acute angle taxiway with a configuration that supports exiting aircraft on 
Runway 16R. Section 409(a) of the AC suggests that this taxiway be perpendicular to the runway 
to support exiting aircraft landing either direction on the runway. The taxiway also provides direct 
access to the apron via Taxiway D, which is not recommended per Section 401(b)(5)(g). 
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» Taxiway A5 provides direct access to the apron via Taxiway E, which is not recommended per 
Section 401(b)(5)(g). Additionally, the connection to the runway is joined with Taxiway A6, 
creating a wide expanse of pavement which is not recommended per Section 407(c) of the AC.  
 


» Taxiway A6 is an acute angle taxiway with a configuration that supports exiting aircraft on 
Runway 16R. Section 409(a) of the AC suggests that this taxiway be perpendicular to the runway 
to support exiting aircraft landing either direction on the runway. The taxiway provides direct 
access to the apron via Taxiway F, which is not recommended per Section 401(b)(5)(g). 
Additionally, the connection to the runway is joined with Taxiway A5, creating a wide expanse of 
pavement which is not recommended per Section 407(c) of the AC.  
 


» Taxiway A7 is an acute angle taxiway with a configuration designed for traffic landing on Runway 
34L. However, due to the taxiway’s location on the touchdown point of the runway, almost no 
aircraft have the ability to exit Runway 34L on A7. Thus, the only exiting aircraft on this taxiway are 
those landing on Runway 16R. This is in conflict with Section 409(a) of the AC recommends to 
“avoid designs that encourage pilots to turn more than 90 degrees to exit the runway, as this 
abrupt angle requires the pilot to slow down considerably on the runway to negotiate the turn.” 
Finally, the taxiway provides direct access from the aircraft apron to the runway via Taxiway G, 
which is not recommended per Section 401(b)(5)(g). 
 


» Taxiway A8 is a bypass taxiway that is not designed as a bypass taxiway per Section 410 in the 
AC. The taxiway also intersects the runway threshold, though it is not designed as a right angle 
taxiway which is recommend per Section 408(a). The taxiway also creates a wide expanse of 
pavement where it connects to the runway and Taxiway A9, which is not recommended per 
Section 407(c) of the AC. At the time of this writing, Taxiway A8 was slated for removal.  
 


» The area of Taxiway A8, A9 and Taxiway A also are listed currently as an FAA Hot Spot. The area 
is designated as such because “aircraft taxiing to Runway 34L often miss the right turn at Taxiway 
A8 or Taxiway A9.” Due to the configuration of the taxiways, and the need to designate a hold bar 
for the Runway 34L approach, signage in this area is confusing. A holistic solution is needed in the 
near-term to correct the A8 deficiencies and eliminate the hot spot issues. 
 


» Taxiway D, E, F, and G all provide direct access to the runway from the apron via inline runway 
connector taxiways. Additionally, Taxiway D, E, and F all connect into Taxiway G in one large wide 
expanse of pavement that is part of the commercial apron. A wide expanse of pavement also 
exists between Taxiway E and F on Taxiway A. These configurations with wide expanses of 
pavement are not recommended per Section 407(c) of the AC. Additionally, the movement area 
boundary line is the only item separating Taxiway G from the commercial apron. These factors 
lead to a confusing operating environment for pilots and unfamiliar ground crews, and should be 
reconfigured in the near term. 
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» The intersection of Taxiway K, P, and C creates a wide expanse of pavement which is not 
recommended per Section 407(c) of the AC. 
 


» Taxiway R provides direct access from the apron to the runway via Taxiway B3, which is not 
recommended per Section 401(b)(5)(g). Taxiway R or Taxiway B3 should be offset so pilots must 
make a series of turns before entering the runway from the apron. 
 


» Taxiway C currently ties directly into Runway 16L-34R via Taxiway B2. Though this configuration 
conforms to FAA standards, the length of the taxiway combined with direct access to the runway 
can lead to runway incursions. This is plausible as a pilot may reduce their situational awareness 
while under taxi and not realize that they are approaching a taxiway. It is recommended that this 
intersection be monitored closely for runway incursions. If needed, additional tools may be 
implemented to increase pilot situational awareness. These can include additional markings and 
lighting at Taxiway B2, or offsetting Taxiway B2 so pilots cannot taxi onto Runway 16R-34L from 
Taxiway C without making a series of turns. 
 


» Taxiway A is a Surface Movement Guidance and Control System (SMGCS) taxi route for 
commercial aircraft during very low visibility conditions. FAA standards require in-pavement 
centerline lighting on these taxi routes. Currently, Taxiway A has only reflectors. Future taxiway 
projects should include installation of the required in-pavement lighting. 
 


» All existing taxiway fillets are not designed to current FAA design standards. These are not 
safety critical design items, and should be addressed during future pavement rehabilitation 
projects. 
 


» Some areas of Taxiway A and adjacent taxiway connectors are slightly higher in elevation than 
the Runway 16R-34L centerline. Section 418 (b)(6) indicates that the crown of a taxiway should 
not be higher than the crown of a runway. Future taxiway projects must consider this factor and 
work to reduce the profile of the taxiway below that of the runway centerline. 


 
In summary, the existing airfield taxiway configuration is the result of pavement remnants that previously 
existed before the north-south parallel runway configuration was constructed. Consequently, the Airport 
has many more taxiways than are required for safe and efficient airport operations and the taxiways are 
not located in optimum locations. A primary focus of this master plan is to develop a plan that will 
simplify the taxiway system, eliminate direct access from the apron to the runway, and remove unneeded 
taxiways that only add complexity without true operational benefits. The following chapter, Alternatives, 
will simplify the taxiway configuration to achieve this goal. All deficiencies can be seen in graphical form in 
Figure 3-6.8 


                                                      
8 It should be noted that, at the time of this writing, the “Alpha South Rehab” project is in the design phase. This project is 
anticipated to commence construction in the summer of 2017 and it will rehabilitate a southern portion of Taxiway A and remove 
Taxiway A7 and A8. 
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FIGURE 3-6 
TAXIWAY DEFICIENCIES 







F A C I L I T Y  R E Q U I R E M E N T S  


 
EUGENE AIRPORT MASTER PLAN  3-24 


3.5.4.2 Taxiway Holding Bay and Bypass Configurations  
EUG accommodates a widely varying fleet mix of aircraft, from large jet airliners to small single engine 
training aircraft. The current holding bays and bypass taxiway in place today at the Airport are designed to 
accommodate this fleet mix. This subsection details the findings of the analysis conducted on these 
pavement features. 
 
Runway 16L-34R is primarily used by general aviation aircraft, and includes taxiway holding bay’s on both 
runway ends. The current holding bays are designed to the former standard outlined in the now outdated 
AC 150/5300-13 Airport Design, shown in the left graphic of Figure 3-7. The new AC has revised the 
configuration of holding bays to a design that ensures large aircraft will maintain wingtip separation. The 
new configuration, shown in the right graphic of Figure 3-7, is primarily intended for airports 
accommodating primarily large jet aircraft, and is not an efficient design for airports serving small general 
aviation aircraft. Smaller, more maneuverable aircraft, have better visibility out of the cockpit than large 
airliners, and pilots of small aircraft are typically accustomed to maneuvering in confined spaces that lack 
separation standards. Thus, pilots of small aircraft don’t require separated areas to maintain wingtip 
separation. However, they do require an area off of the taxiway where they can safely run-up their aircraft 
engines to conduct safety checks prior to takeoff. The existing holding bays for Runway 16L-34R are 
preferred for this purpose as they offer greater flexibility with less overall cost, maintenance, and 
complexity than the new design. For this reason, no change to those pavement features are 
recommended within the planning period. 
 


Source: FAA Advisory Circular 150/5300-13A Change 1, Airport Design 


 
Runway 16R-34L, the Airport’s primary commercial service runway, includes a holding bay and a bypass 
taxiway (Taxiway A2) on the Runway 16R end. On Runway 34L, Taxiway A8 acts as a non-standard bypass 
taxiway, but will have been removed by the time this document is published. The bypass taxiway for 
Runway 16R is used by small piston aircraft for engine run-ups in the same manner as described for 
Runway 16L-34R. It is also used by commercial aircraft for deicing operations. Deicing operations that use 
Type II deice fluid have very short holdover times, and as such, must be conducted immediately adjacent 
to the runway threshold. 
 


FIGURE 3-7 
HOLDING BAY CONFIGURATION 


New FAA Guidance Former FAA Guidance (Recommended for EUG)   
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The Runway 16R holding bay provides room for up to two ADG III aircraft (such as the Airbus A319/A320) 
to deice, while allowing a third ADG III aircraft room to taxi by on Taxiway A. Airport operations staff 
noted that due to the increase in commercial passenger traffic, greater ability to accommodate deicing 
aircraft at the threshold has been needed. Taxiway A2 provides the needed capacity by allowing passage 
of aircraft to the runway while a third aircraft deices on A1. Taxiway A2 also provides bypass options when 
commercial aircraft are held for departure for flow control into their destination airport. This scenario is 
also an issue during summer months, and it is not uncommon that an aircraft will be held at A1 waiting 
for departure clearance. In these situations, A2 is helpful for ATCT personnel to maintain takeoff 
operations while keeping the holding bay available for piston aircraft run-ups. Both Taxiway A2 and the 
Runway 16R holding bay were found to be necessary through the planning period to ensure safety and 
efficiency for the Airport’s widely varying aircraft fleet mix. 
 
Runway 34L does not have a holding bay and the A8 non-standard bypass taxiway will have been 
removed by the time of this documents publication. Prior to its removal, A8 was the preferred area for 
aircraft that required deicing prior to using Runway 34L. Due to the prevailing winds, the 34L runway end 
is not used as often as the 16R runway end, and thus bottlenecks are less likely to occur. However, due to 
the mixed fleet of aircraft that use the primary runway, it is recommended that a holding bay be 
constructed adjacent to the runway threshold within the planning period. Furthermore, a design similar to 
the existing holding bays is suggested as it is more functional and less costly than the design now shown 
in AC 150/5300-13A Change 1, Airport Design. The new holding bay size is recommended to 
accommodate ADG III aircraft deicing operations as well as piston engine run-ups. 


3.5.4.3 Exit Taxiway Connector Analysis 
Runway 16R-34L was analyzed to measure taxiway exit utilization and calculate the current runway 
occupancy time (ROT). The analysis included a one day, on-site evaluation of each landing aircraft ROT 
and empirical study of pilot behavioral attributes. Observations during this on-site visit revealed the 
tendency of general aviation pilots to intentionally land on Runway 16R beyond the touchdown zone and 
exit the runway at either Taxiway A4 or A6. Furthermore, when general aviation pilots landed on Runway 
34L they tended to either fly a lower approach or apply braking action more aggressively in order to 
attempt an exit at Taxiway A5/A6 and avoid having to remain on the runway to exit at Taxiway A4. The 
reason for these pilot behavioral tendencies is attributed to the location of facilities on the airfield. No 
non-standard behavioral tendencies were observed during commercial service aircraft operations. This 
may be attributed to airline policies, standard approach procedures, and less ability/desire to alter braking 
performance in order to exit the runway at a preferred location. 
 
By inputting data collected during the on-site evaluation, Runway Exit Design Interactive Model (REDIM) 
computer evaluation was performed to analyze the current runway configuration, taxiway utilization, and 
ROT. The REDIM program has a set of parameters which help determine the correct taxiway exit utilization 
and ROT. The first of these parameters is the airport fleet mix. Combining data on the aircraft recorded 
during on-site evaluation with the known commercial fleet, the fleet mix from Chapter 2, Aviation 
Demand Forecasts was refined for input into the model. For the purposes of the REDIM analysis, the 
aircraft within the fleet mix were categorized by their approach speed. A summary of the fleet by 
approach speed is shown in Figure 3-8. 
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FIGURE 3-8 
AIRCRAFT FLEET MIX BY AAC 


 
Source: RS&H Analysis, 2016 


 
Other constraints such as environmental factors, landing weights, runway length and width, and exit 
speeds are incorporated into the overall REDIM analysis. The resulting model was compared to data 
collected during the on-site evaluation. On-site evaluation determined the existing ROT to be 70 seconds. 
REDIM modeling verified this within one second. A summary of Eugene Airport’s ROTs for Runway 16R-
34L can be found in Table 3-15. Industry standards recommend runways have an average ROT of 50 
seconds. As noted in the table, the ROT found for Runway 16R-34L was 20 seconds beyond the 
recommended average. 
 
TABLE 3-15 
RUNWAY OCCUPANCY TIMES 


 
Source: RS&H Analysis, 2016 


 
Assessing aircraft performance from the on-site evaluation determined current taxiway utilization. This 
evaluation paired with the REDIM analysis indicated the following exit taxiway utilization for Runway 16R-
34L combined operations (landing Runway 16R and landing Runway 34L). The taxiway utilization is shown 
graphically in Figure 3-9 and in table form, broken out by dry and wet conditions, in Table 3-16. Taxiway 


Evaluation Runway Occupany Time  (ROT)


Industry Standard 50 sec.
On-Site Assessment 70 sec.


REDIM Analysis 69 sec.
Actual versus Standard 


(Over)
20 sec. 
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A1/A2 and Taxiway A8/A9 utilizations have been combined because of their close proximity and their 
operational intention as bypass taxiways. 
 


Source: RS&H Analysis, 2016 


 
TABLE 3-16 
RUNWAY 16R-34L MODELED TAXIWAY UTILIZATION FOR WET AND DRY PAVEMENT 


 
Source: RS&H Analysis, 2016 


 
REDIM modeling results indicate that current utilization is diverse with the exception of Taxiway A7. On-
site evaluation and REDIM analysis shows that A7 is not-optimal due to its location, design, and distance 
from the threshold, for landing operations on both Runway 16R and Runway 34L. There is a concentration 
of runway exiting activity at Taxiway A5 and A6. These two connectors provide an exit to over one-third of 
the aircraft fleet. Taxiway A3 serves a large percentage of smaller general aviation landing on Runway 16R. 
As taxiway pavement ages and begins to require maintenance or replacement, it is recommended that 
these be replaced in optimal locations as determined through REDIM analysis. REDIM modeling results 
will be used further during the development of airfield alternatives to determine optimal locations for all 
Runway 16R-34L taxiway connectors through the planning period. 


 Navigational Aids and Lighting 
Navigational aids and lighting, often referred to as NAVAIDS, consist of equipment to help pilots locate 
the Airport. NAVAIDS can provide information to pilots about the aircraft’s horizontal alignment, height 
above the ground, location of airport facilities, and the aircraft’s position on the airfield. EUG features all 
three types of navigational aids (visual, electronic, and meteorological), as detailed in the Chapter 1, 
Inventory of Existing Conditions. The following narrative describes the three types of NAVAIDs as well 
as any deficiencies that currently exist at EUG. 


Taxiway Dry Pavement Wet Pavement Total Utilization


TWY A2 4% 1% 3%
TWY A3 27% 31% 28%
TWY A4 17% 14% 16%
TWY A5 23% 19% 21%
TWY A6 17% 17% 17%
TWY A7 0% 0% 0%
TWY A8 11% 19% 15%
   


FIGURE 3-9 
RUNWAY 16R-34L MODELED TAXIWAY UTILIZATION 
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3.5.5.1 Visual Aids 
Visual aids at EUG include those specific to each runway and those that serve the whole airport. 
Table 3-17 lists the visual aids at EUG. Analysis determined the Airport is equipped with all the required 
and recommended visual aids. Some systems are dated and consideration for upgrades are necessary 
within the planning period. This includes the Runway 34L VASI, which is in adequate condition today but 
is a dated system. When the VASI system is targeted for replacement in the future, it is recommended that 
a PAPI system be installed in its place. Light emitting diode (LED) PAPI units are currently being 
researched by the FAA for use at airports.9 LED PAPI units would reduce the time needed for warm up to 
service the PAPI10 resulting directly in decreased energy use, and indirectly reducing greenhouse gas 
emissions.  
 
The Airport’s rotating beacon is reaching the end of its useful life and a new beacon is recommended 
within the planning period. A new location is recommended within a more secured and remote area. 
Additionally, the Airport’s segmented circle is not adequate for an airport that serves air carrier operations 
when the control tower is closed. To adhere to CFR 14 Part 139.323(b), the airport requires a landing strip 
indicator and a traffic pattern indicator. With a parallel runway configuration, these elements also help to 
denote the typical traffic pattern for each runway. 
 
TABLE 3-17 
AIRPORT VISUAL NAVIGATIONAL AIDS 


 


                                                      
9 Federal Aviation Administration, Lighting Systems – Precision Approach Path Indicators (PAPI). Accessed: 


https://www.faa.gov/about/office_org/headquarters_offices/ato/service_units/techops/navservices/lsg/papi/, November 2016. 
10 Nicol Taylor Consulting Ltd., Green Sustainable Airports – Evaluating the Business Case for Use of LED AGL, November 2013. 


Accessed: http://archive.northsearegion.eu/files/repository/20141216172102_ROMN13101801-GSAAeronauticalGroundLighting-
LR.pdf. November 2016. 


16R 34L 16L 34R


Visual Aids
Lighting System HIRL HIRL HIRL HIRL 


Approach Lighting ALSF-II ODALS MALSR REIL 


Touchdown Zone Lighting yes no no no 


Visual Slope Indicator PAPI VASI PAPI PAPI 


Runway Markings Precision Precision Precision Precision 


RWY Centerline Lights yes yes no no 


Runway Windcone yes yes yes yes 


Segmented Circle - - - - X
Rotating Beacon - - - - X
Source: FAA Chart Supplements, FAA.gov, RS&H Analysis, 2016
Notes: ALSF-II = High intensity approach light system with sequenced flashers, MALSR = Medium intensity approach light system 
with runway alignment indicator lights, ODALS = Omnidirectional approach light system, PAPI = Precision approach path 
indicator, VASI = Visual approach slope indicator, REIL = Runway end identifier lights, RVR = Runway visual range is used for 
determining airfield visibility for all precision approaches. 


Primary Runway Parallel Runway
Description Adaquate () or 


Deficient (X)
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3.5.5.2 Electronic Aids 
Electronic Aids include devices and equipment used for aircraft instrument approaches. The Airport’s 
electronic aids are listed in Table 3-18. Analysis of the existing equipment and the needs at the Airport 
indicate that there are no deficiencies and that all electronic aids are sufficient through the planning 
period. 
 
TABLE 3-18 
AIRPORT ELECTRONIC NAVIGATIONAL AIDS 


 
 


3.5.5.3 Meteorological Aids 
Meteorological aids at the Airport consist of an Automated Surface Observing Station (ASOS), Runway 
Visual Range (RVR) equipment, and a Runway Weather Information System (RWIS). The ASOS was 
installed on September 1st, 1995 and provides real time weather updates to air traffic control personnel 
and pilots, as well as recording data used by the National Weather Service. The RVR equipment uses 
visibility sensors to support precision landing and takeoff operations by providing the lowest authorized 
ILS minimums. The RWIS uses sensors and data analysis software to remotely identify pavement and 
atmospheric conditions, assisting airport management in operational decision-making. All meteorological 
equipment is adequate through the planning period. 


 PASSENGER TERMINAL 
The commercial passenger terminal at Eugene Airport is served by a system of functional areas including 
the terminal building, commercial aircraft apron, terminal curb-front parking, and vehicle parking. These 
areas are specifically designed to serve commercial passengers. This section focuses on detailing the 
analysis that was conducted to determine the capacity of the terminal building and the facility 
requirements for each functional area. Commercial terminal facility requirements are based on the FAA 
approved commercial passenger forecast which can be found in Chapter 2, Aviation Demand Forecasts 
and the supporting Appendix B, Gate Schedules, Gate Occupancies, and Peak Hour Graphs. 
 
The terminal building facility requirements were estimated based upon airport terminal planning best 
practices and recommended methodologies which can be credited to various industry resources. The 
methodologies and best practices used for this analysis can be attributed to guidance found within the 
following resources: 


16R 34L 16L 34R


Navigational Aids (Approaches)
ILS or LOC DME yes no yes no 


ILS CAT II-III yes no no no 


RNAV RNP yes yes yes yes 


RNAV GPS yes yes yes yes 


VOR/DME yes yes no no 
Source: RS&H Analysis, 2016


Primary Runway Parallel Runway Adaquate () or 
Deficient (X)
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» Airport Passenger Terminal Planning and Design – Airport Cooperative Research Program Report 25, 
2010, Volumes 1 and 2 


» Checkpoint Design Guide, Revision 5.1, Transportation Security Administration (TSA), 2014 


» TSA Planning Guidelines and Design Standards for Checked Baggage Inspection Systems, Version 5.0, 
2015 


» IATA Airport Development Reference Manual, 10th Edition, 2015 


» Airport Technical Design Standards – Passenger Processing Facilities, U.S. Department of Homeland 
Security, U.S. Customs and Border Protection, August 2006 


» Federal Aviation Administration (FAA) Advisory Circular, AC 150/5360-13, Planning and Design 
Guidelines for Airport Terminal Facilities 1988 


 Demand Level Terminal Planning 
A peak hour methodology was used to analyze the terminal facilities future needs based on the future 
passenger demand levels estimated in the aviation demand forecast. Each level of demand is associated 
with a Planning Activity Level (PAL). A peak hour demand analysis was created from forecasted airline 
schedules showing the times when commercial passenger facilities are most stressed by enplaning and 
deplaning passengers. All PAL airline schedules, peak hour analyses, and gate occupancy/aircraft parking 
position forecasts can be seen in Appendix B, Gate Schedules, Gate Occupancies, and Peak Hour 
Graphs11. Table 2-23 found in Chapter 2, Aviation Demand Forecasts shows the summary table of 
commercial passenger enplaning and deplaning passenger activity. 


3.6.1.1 Planning Activity Level 1 
Appendix B, Gate Schedules, Gate Occupancies, and Peak Hour Graphs shows multiple changes 
forecasted to take place by PAL 1 with passenger enplanements reaching roughly 530,000. Alaska Airlines 
is projected to add a daily flight to/from San Diego International Airport (SAN) on an Embraer 175 which 
arrives in the later part of the evening, remains overnight, and departs early in the morning the next day. 
This new route means a greater number of enplaning and deplaning passengers as well as one additional 
overnight parked aircraft. In the same planning period, United Airlines and American Airlines are projected 
to upgauge smaller commuter jets to Embraer 175 or Airbus A319 regional jets for routes from Denver, 
Phoenix, and San Francisco. Allegiant Air is also projected to replace aging MD-83 aircraft with an A320 
fleet capable of holding 177 passengers. 
 
The peak hour enplanements for PAL 1 occurs in the evening from 5:00-6:00pm, reaching 359 enplaning 
passengers. The peak hour for deplanements occurs from 12:50-1:50pm, reaching 376 deplaning 
passengers. The combined peak hour for enplaning and deplaning passengers increases to 604 
passengers and occurs between 12:40-1:40pm. 


3.6.1.2 Planning Activity Level 2 
Appendix B, Gate Schedules, Gate Occupancies, and Peak Hour Graphs shows more changes 
forecasted to take place by PAL 2 with passenger enplanements reaching almost 575,000. By this time, 


                                                      
11 It is worth noting that the aviation demand forecast shows a slight decline in passenger enplanements from PAL 1 to PAL 2. This is 
associated with the forecasted changes in the distribution of scheduled airline operations. 
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American Airlines is projected to add another new route to/from Phoenix Sky Harbor International Airport 
(PHX). This flight is projected to take place on an A320 or B737-800 jet, arriving to EUG late in early 
afternoon and departing an hour later. Another significant change forecasted for this planning activity 
level is the addition of a new United route to/from Chicago O’Hare International Airport (ORD). This daily 
flight is assumed to take place on an Embraer 175 aircraft, arriving late evening, remaining parked 
overnight, and departing early the next morning. This increases the maximum overnight parked aircraft to 
a total of 9. 
 
These schedule changes leave the peak hour enplanement traffic in the evening from 4:50-5:50pm with a 
passenger level staying relatively flat at 350 people. The arriving passenger deplanement traffic increases 
slightly to 383 people and remains between 12:50-1:50pm for PAL 2. The combined enplanement/ 
deplanement peak has a minor dip to 584 passengers and remains constant between 12:50-1:50pm. 


3.6.1.3 Planning Activity Level 3 
Appendix B, Gate Schedules, Gate Occupancies, and Peak Hour Graphs shows changes forecasted to 
take place by PAL 3, with passenger enplanements reaching nearly 670,000. An American Airlines 737-
MAX daily flight to/from Los Angeles International Airport (LAX) is assumed to be added to the schedule 
for an early afternoon arrival and departure. Another American Airlines daily flight to/from Phoenix 
International Airport (PHX) using an Embraer 175 is projected to be added to the late night/early morning 
timeslots along with a similarly timed United Airlines daily flight to/from San Francisco International 
Airport (SFO) in an Embraer 175. Lastly, Delta Air Lines is assumed to add a daily Embraer 175 flight 
to/from Minneapolis-St. Paul International Airport (MSP) arriving late at night and departing early 
morning. This increases maximum overnight aircraft parking demand to 12 aircraft. 
 
The PAL 3 schedule has significant impacts on the peak hour enplanements as the peak hour shifts from 
evening to early morning between 4:50-5:50am. The peak hour enplaning passenger count rises rather 
significantly to 416 people, however, this is still only 78 people more than in 2015. The deplanement peak 
hour remains constant at 383 passengers and shifts only 10 minutes to 12:40-1:40pm. It should be noted 
that this deplanement peak hour is only slightly higher than the evening and late night deplanement peak 
hours. The combined enplanement/deplanement peak hour is predicted to still occur in early afternoon 
from 12:40-13:40pm, reaching 672 total passengers. 


 Terminal Building Programmatic Requirements 
Terminal building programmatic requirements were determined based on the forecasted aviation demand 
activity. This analysis has compiled these spaces into the same program areas illustrated in Chapter 1, 
Inventory of Existing Conditions, Figure 1-9 and Figure 1-10. Analysis was conducted to determine if a 
delta existed between the amount of existing space and the demand level space requirements to ensure 
an adequate level of service (LOS) is provided in the long-term. LOS is a qualitative and quantitative 
measure of passenger flows, level of delay, and level of passenger comfort. LOS is an industry standard 
and an excellent starting point when beginning to analyze or validate airport terminal programmed space. 
Two reputable industry resources have performed research and developed rating systems which discuss 
methodologies and recommendations for determining the LOS. These organizations are the International 
Air Transportation Association (IATA) and the Airport Cooperative Research Program (ACRP). Table 3-19 
shows the LOS ratings and attributes used in this study. 
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TABLE 3-19 
TERMINAL PASSENGER LEVEL OF SERVICE STANDARDS 


 
Sources: ACRP Airport Passenger Terminal Planning and Design (2010) and IATA Airport Development Reference Manual, 10th Edition (2014) 


 
All planning factors used in this study target a level of service “C” for each program area. To determine the 
programmatic requirements, these planning factors and industry best practices were used according to 
the guidance outlined in the reference documents listed in the beginning of this section. However, some 
of the planning factors established in this guidance are better suited to very large airports. As such, the 
planning factors used in this analysis have been adjusted when necessary and tailored to best fit Eugene 
Airport’s operating environment. Through the use of these planning factors and best practices, the areas 
in the terminal that are—or will become—space deficient in the future were identified. 
 
The most deficient areas identified in this analysis are as follows: 


» Outbound Baggage Area 


» Checked Baggage Screening Facilities 


» Ticket Counter Queuing and Active Area 


» Airline Ticketing Offices 


» Departure Lounges 


» Public Circulation (Landside and Airside) 
 
Figure 3-10 shows space deficient hot spots within the airport terminal building. Hot spots within the 
context of the passenger terminal are defined as program areas with deficiencies which need to be 
addressed within the planning period. The highest priority areas identified are used by airline and TSA 
staff. The outbound baggage areas are used by airline staff to load screened baggage onto ground 
service equipment which transports the screened bags to the appropriate aircraft for loading. These 
spaces (also known as “baggage make-up” areas) show the highest need for space through PAL 3. 
Conversations with airline staff identified this as an issue and empirical study of bag handing operations 
on-site validated the awkwardness and lack-of necessary space to perform these functions. The adjacent 
TSA baggage screening facilities are located behind the airline ticketing area, surrounded by airlines 
ticketing offices and airline outbound baggage areas. These baggage screening facilities are divided into 
three separate and somewhat restricted rooms which serve to perform outbound baggage screening 
functions. In the future, exploring options for optimizing outbound baggage screening facilities could 
help alleviate space deficiencies and create operational efficiencies. Airport growth through the planning 
period will present the most need for space in these two areas. 
 


Level of Service Flow Delay Comfort Level


A Excellent Free None Excellent
B High Stable Few High
C Optimum Good Stable Acceptably Brief Good
D Adequate Unstable Acceptable for Short Periods Adequate
E Inadequate Unstable Unnacceptable Inadequate
F Unacceptable Cross Flows System Breakdown Unacceptable


Grade


Over-Design


Sub-Optimum
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The ticket counter queuing and active areas are the next identified spaces of deficiency. This deficiency is 
experienced from the passenger perspective. Proper queuing and active space in front of airline ticket 
counters prevents passengers from backing into public circulation space and improves customer level of 
service. 
 
The next priority deficient spaces are the airline ticket offices behind the airline ticket counters. During site 
visits of these areas, a deficiency was confirmed as office space “spilled over” into outbound baggage 
areas, only to exacerbate another space deficiency issue. 
 
Lastly, as airline growth continues through the planning period, there will be a need for more departure 
lounge area and public circulation space. Much of the circulation space needed for landside areas is 
driven by the ticketing area of the terminal and the associated queuing demand. Additional airside 
circulation space will primarily be driven by the required construction of new departure lounge space as 
the airport reaches activity levels associated with PAL 3. 
 
One additional consideration for the passenger terminal (as well as all other buildings at Eugene Airport) 
is retrofitting to meet modern seismic building code standards. The Oregon Structural Specialty Code is 
the primary resource for these standards. This handbook undergoes regular review to ensure new 
buildings are being designed to meet the most modern construction standards. The committee which 
reviews this code is, at the time of this writing, undergoing the technical review process for the adoption 
of the 2018 Oregon Structural Specialty Code update. Identifying opportunities to retrofit older sections of 
the passenger terminal building to meet these modern seismic standards is recommended to ensure 
structural integrity and provide public safety during earthquakes. Beyond protecting the structural 
integrity and public safety during a natural disaster, retrofitting to new seismic standards allows the 
terminal to act as a community center for resilience during events that effect the entire region. So long as 
the airfield remains intact during any such event, the airport will provide a vital link in the supply delivery 
chain for the region. 
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FIGURE 3-10 
TERMINAL BUILDING HOTSPOTS 
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3.6.2.1 Airline Space 
Airline space at Eugene Airport makes up the highest allotment of tenant leased space within the terminal 
building. Existing airline programmed space and future requirements can be found in Table 3-20. There is 
presently 27,910 square feet (sf) of space leased to different airlines. Airline space consists of the ticketing 
area (counter, queues, offices), inbound and outbound baggage space used by airlines, and gate 
departure lounges where passengers can relax prior to boarding aircraft. Having the proper amount of 
leasable space for airlines in a terminal building that fulfills each unique function requires a delicate 
balance between anticipated future growth and providing an amount of space that airlines, each having 
its own business model, are willing to lease. In many ways, the services that the airlines provide to the 
passenger reflect directly on the Airport and the community it serves, which is why building to meet 
airline needs requires a continuous conversation between airline tenants and airport management. The 
following areas are included as airline lease space: 


» Ticket counter space (including length), queuing and active area, and administrative offices 


» Inbound baggage unloading area and two carousels (including length) 


» Departure lounges 
 
There are currently multiple airline facility deficiencies at Eugene Airport. Overall, the ticketing, outbound 
baggage, and airline administrative areas are deficient by a total of 9,100 square feet (sf). Ticket counter 
length is currently sufficient, but will likely grow as the adjacent spaces expand or new airlines enter the 
market. The airline ticketing queuing and active areas are deficient by 1,205 sf and 700 sf respectively 
through PAL 1, and 1,555 sf and 840 sf through PAL 3. Ticketing kiosks, known as customer self-service 
equipment, can reduce lines at the ticketing counter. This in turn reduces the amount of square footage 
needed by each airline for ticketing. Kiosks are typically placed in front of ticket counters and in ticket 
queuing areas according to airline operational preferences, and ultimately impact space needs for these 
areas. Kiosks are currently in use at Eugene Airport and plans are already in place to install additional 
kiosks. Airline ticketing offices and administrative space are projected to become deficient by 1,300 sf 
through PAL 3. Outbound baggage space behind the ticket counters shows a deficiency of almost 3,000 sf 
into PAL 1 and 5,650 sf through PAL 3. Inbound baggage is adequate throughout the planning period. 
Airline departure lounges are sufficient under near-term forecast operations but begin to become 
stressed later in the planning period as airline flight schedules add new routes and increase peak hour 
aircraft operations. By PAL 2, the departure lounges will begin to need additional space; and by PAL 3, 
departure lounge space are anticipated to become deficient by almost 3,000 sf. 


3.6.2.2 Transportation Security Administration Spaces 
All passengers and baggage boarding a commercial aircraft must be security screened prior to boarding 
the aircraft. TSA existing space conditions and future requirements can be found in Table 3-20. Security 
screening is intended to prevent hijackings and deter the transport of explosive, incendiary, or deadly and 
dangerous weapons on board a commercial aircraft. TSA agents are responsible for all screening activities. 
Recent expansion work to the airport terminal opened up more space for TSA security screening 
checkpoint operations and this is reflected in this analysis. There is 11,930 sf of total TSA functional space. 
TSA spaces includes the following areas: 


» Two TSA security screening checkpoint lanes with room for a third and fourth 
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» Three in-line TSA checked baggage screening lanes with room for a fourth and fifth 


» Outbound checked baggage screening facilities 


» TSA offices and support areas 
 
Overall, TSA space will become deficient by 420 sf over the 20-year planning period. This deficit is not 
associated with the security screening checkpoint (SSCP), but instead can be attributed entirely to forecast 
airline growth and the need for more outgoing checked baggage screening space. There are currently 
three Explosive Detection Systems (EDS) in place and analysis indicates the need for a fourth by PAL 3. The 
existing spaces are separated, shared by different airlines, and somewhat space restricted but functional. 
According to TSA equipment space sizing guidance, an additional 3,290 sf for baggage screening will be 
needed by PAL 3. The new security screening checkpoint is optimally sized throughout the planning 
period and has the necessary room (1,520 sf) to accommodate an increase of peak hour passenger 
activity. The queuing area is designed, and easily poised, to expand by simply adding new stanchions with 
retractable belt barriers. This flexibility allows the TSA SSCP queuing area to grow without intruding upon 
the primary landside circulation hall. In the meantime, this space can be used for additional landside 
circulation. TSA staff have an adequate amount of support space (breakrooms, training, and storage area) 
and offices are sufficient by an additional 820 sf through PAL 3. At the time of this writing, the TSA 
breakroom is planned to be moved into the lower level TSA office space area. The remaining upper level 
TSA support space is being planned for replacement offsite adjacent the current airport administration 
building. The deplaning sterile corridor used by passengers leaving the secure airside area for the 
unsecured landside facilities is also sufficient through the planning period. 


3.6.2.3 Concessions Space 
Concessions are amenities that are provided for the convenience of passengers by merchants or other 
service providers through a lease, rental agreement or other arrangement with the Airport. This 
agreement allows concession providers to offer that amenity on airport property, usually within the 
terminal. The operators of the concession typically pay the airport a fee or a share of the profits in order 
to have access to that airport’s passengers. If the airport is offering these goods or services directly to the 
passenger, it is considered an amenity rather than a concession. 
 
Concessions can be broken down into three general types: retail, food and drink, and other concessions 
(services, conference rooms, etc.)  After the terror attacks of September 2001, passengers were 
encouraged to arrive at the airport earlier for security screening, creating a greater need for food, 
beverage and retail concessions on the secure side of the passenger security checkpoint. This is 
particularly true of those airports where the passenger security checkpoint is open during all operating 
hours of the terminal. The following areas are included in calculations for concessions facility 
requirements: 


» Landside concessions 


» Airside concessions 


» Ground transportation services 
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Industry trends show movement toward blending the line between concessions and other adjacent areas 
such as departure lounges and public circulation space. Additionally, technological advances allow point-
of-sale (POS) equipment to be centralized, lowering staffing requirements and eliminating customer 
queuing lines as tablet computers with payment options offer remote self-service/payment functionality. 
This type of system allows users to select concessions and pay from where they sit while centralized 
systems provide the requests to servers who can deliver the concessions and limit unnecessary 
interactions and wait times. The same technologies can be personalized through cloud-based account 
services to create a unique user experience. This allows passengers to receive flight updates, 
entertainment options, and other services while waiting to board aircraft. One prominent example of this 
technology in use is at Minneapolis-St. Paul International Airport Concourse G. When implemented, this 
new way of blurring the boundaries between concessions space and adjacent uses has substantial impacts 
on space allotments and locations where travelers chose to relax while waiting for flights to begin 
boarding. It also opens new opportunities for the Airport to grow leasable space and generate more 
revenue. 
 
Analysis of the terminal concessions reveals an adequate level of passenger amenities in all areas. News, 
gifts, and sundries is sufficient through the planning period for both landside and airside terminal areas. 
Food and beverage concessions have been recently updated to accommodate the expansion of the B-
Gate departure lounge area and they are also sufficient in both landside and airside areas. Examination of 
the landside food and beverage area did reveal a 40 square foot deficiency at PAL 3, but this is not 
significant enough to hinder successful operations. 


3.6.2.4 Public Space 
Public space is made up of all the areas where the public is free to move and includes public restrooms. 
This covers halls, lobbies, plazas, stairs, escalators, and elevators which allow passengers, employees, and 
terminal visitors to travel from one functional area to another. Circulation space within the terminal is 
broken into landside (prior to TSA security screening) and airside (post-security screening). 
 
Public space is lacking through the planning period in both landside and airside areas. Total landside 
circulation space is adequate in the near-term but will become deficient by 4,320 sf by PAL 3. Analysis 
indicates landside restrooms are slightly space deficient by roughly 500 sf, but the nearby and newly 
expanded baggage claim area is sufficient through the entire planning period. Airside circulation space is 
sufficient in the near-term but will become deficient by 2,850 sf by PAL 3. Airside restrooms are adequate 
through the planning period. 


3.6.2.5 Airport Administrative, Storage, and Miscellaneous Space 
The airport administrative spaces include airport administration offices, support spaces, maintenance/ 
storage spaces and airport police. 
 
Airport administration offices are technically considered public use areas, although the large majority of 
passengers rarely take the opportunity to visit these offices. Because they are considered public, the 
administrative offices should be accessible to the public. It is practical to have the administrative offices 
located within the terminal in order for the staff to take care of the day to day operation of the Airport. 
Support spaces include break areas, locker rooms, dedicated restrooms, etc. 







F A C I L I T Y  R E Q U I R E M E N T S  


 
EUGENE AIRPORT MASTER PLAN  3-38 


 
Airport administration operations currently take place in a temporary structure separate from the airport 
terminal building. The total area of this building is roughly 5,000 sf. New renovations have created 
approximately 4,250 sf of space on the terminal 2nd floor which could be allocated as administrative space. 
Additional space is available on the first level below the departure lounges, but this is utilized for IT and 
storage and is not practically located for other administrative uses. The sizing requirements for 
administrative space is wholly unique to the culture and operational structure of each airport 
administration. Industry standards propose 190 sf per employee. This space assumption includes all 
related uses such as circulation and gathering areas, and is only intended for use as a generic planning 
assumption. At the time of this writing, the airport administration is in the process of contracting an 
advanced workspace planning study which will help determine how much space airport administration 
needs now and into the future. Table 3-20 shows the current breakdown of administrative, storage, and 
miscellaneous space, but only carries forward those quantities and makes no planning assumptions as to 
future needs. 


3.6.2.6 Building Systems 
Building system spaces within an airport terminal building are necessary for the structure to operate 
properly, maintain a comfortable environment, and provide security. These areas include the required 
space for mechanical, electrical, and telecommunication equipment. 
 
For mechanical spaces, sufficient room must be allowed to adequately house the mechanical equipment 
that provides the heating, cooling, ventilation, electricity, communications, data, and plumbing needs of 
the building. Consideration should also be given to the plenums and chases that distribute these services 
from the equipment room or rooms to the remainder of the terminal. For this reason, the mechanical 
room or rooms should be located as centrally as possible while still allowing access for equipment to be 
replaced and maintained periodically without disturbing the public or interrupting the functioning of the 
terminal. For these reasons, the mechanical equipment rooms are often placed on an outside wall of the 
terminal and directly accessed from the outdoors via one or more large doors. 
 
Airport visioning identified building systems as an area of concern. Systems are aging and becoming 
inefficient, accruing additional maintenance and operations costs as they get older. Incorporating newer 
and more energy efficient systems will be a consideration throughout the alternatives development 
process. Energy efficient systems directly lower energy consumption and indirectly lowers GHG emissions. 
 
Utility spaces presently occupy approximately 9,480 square feet throughout the terminal. Utility space at 
EUG makes up 8 percent of the existing terminal building, which is consistent with architectural 
expectations. Carrying this ratio forward shows that future additions will require a similar percentage of 
the added space to house appropriately sized utilities. 


3.6.2.7 Other Space 
Airport visioning recognized the need to consider space for a future Federal Inspection Services (FIS) as 
well as charter operations. The aviation demand forecast did not identify any future international flights 
but preparing for the possibility and identifying potential spaces for such a facility is an appropriately 
pragmatic approach. This space could ultimately be co-located with the terminal building or a separate 
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facility. Planning for a 10,000 sf FIS area with an additional 5,000 sf for baggage, if facilities are stand-
alone, is an appropriate planning level assumption. This space could possibly be reduced some in design 
if the Airport could coordinate with the U.S. Customs and Border Protection (CBP) to help move 
international passengers through the customs inspection process faster by installing and implementing an 
automated passport control system. This system allows international passengers to answer customs 
questions at a touch screen kiosk that prints a receipt at the completion of the questionnaire. The 
passengers take the receipt and their passport to the CBP officer for verification. This system allows for 
shorter wait times and less congestion, thereby reducing the overall square footage requirement for 
international passengers, and improved building energy efficiency. 
 
The airport visioning sessions also identified that 1 percent of all funding must go toward a public art 
program at the Airport. It is important to include art in terminal buildings because it can ease the stress of 
travel and provide a resource for integrating community values into the airport user experience. Because 
both the community and the Airport are typically growing and changing, it is important to mix in public 
art exhibits which can grow and change with the airport. For these reasons, installations which can be 
easily moved, maintained, and replaced are recommended. 


3.6.2.8 Commercial Terminal Building Programmatic Requirements Summary 
The summary table for the commercial terminal programmatic requirements can be found in Table 3-20. 
The total required space is shown for each planning activity level year along with any change, surplus, or 
deficiency associated with the future need. Overall, the terminal building will become deficient by 12,200 
sf through the 20-year planning period. The majority of this is airline space (outbound baggage, ticketing, 
administration, and departure lounges), TSA outbound baggage screening, and public circulation 
(landside and airside). 
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TABLE 3-20 
COMMERCIAL TERMINAL BUILDING PROGRAMMATIC REQUIREMENTS SUMMARY 


 
Note: Planning Activity Level (PAL) square footage values are rounded up to the nearest five. 
Source: RS&H Analysis, 2016 


COMMERCIAL TRAFFIC
Annual Enplaned Passengers           448,200         528,500         572,800         666,300           80,300         124,600         218,100 
Total Peak Hour Enplaned                 340               360               350               420                 20                 10                 80 
Total Peak Hour Deplaned                 360               380               380               380                 20                 20                 20 
Total Combined Peak Hour Passengers                 570               600               600               670                 30                 30               100 


Peak Hour Aircraft Operations                     6                   6                   6                   8                 -                   -                     2 


TOTAL TERMINAL AREA
Total Terminal Area           120,000 sf         116,200 sf         116,900 sf         132,200 sf 3,800 sf 3,100 sf (12,200) sf


AIRLINE SPACE
Total Airline Space             27,910 sf           32,080 sf           34,300 sf           40,730 sf           (2,270) sf           (4,490) sf         (10,930) sf


Ticketing, Outbound Baggage, and Administration               9,390 sf           14,775 sf           15,010 sf           18,485 sf           (5,390) sf           (5,620) sf           (9,100) sf
Ticket Counter Length                 130 lf               120 lf               110 lf               130 lf 10 lf 20 lf 0 lf
Ticket Counter Area               1,600 sf             1,210 sf             1,140 sf             1,350 sf 390 sf 460 sf 250 sf
Ticket Counter Active Area                 510 sf             1,210 sf             1,140 sf             1,350 sf (700) sf (630) sf (840) sf
Ticket Counter Queuing               1,820 sf             3,025 sf             2,850 sf             3,375 sf (1,205) sf (1,030) sf (1,555) sf
Ticket Offices and Administration               2,750 sf             3,630 sf             3,420 sf             4,050 sf (880) sf (670) sf (1,300) sf
Outbound Baggage Area               2,710 sf             5,700 sf             6,460 sf             8,360 sf (2,990) sf (3,750) sf (5,650) sf


Inbound Baggage               6,490 sf             5,280 sf             5,390 sf             5,390 sf             1,210 sf             1,100 sf             1,100 sf
Baggage Claim Carousel Length                 296 lf               250 lf               248 lf               248 lf 46 lf 48 lf 48 lf
Bag Claim Carousel Area               3,090 sf             2,260 sf             2,310 sf             2,310 sf 830 sf 780 sf 780 sf
Inbound Baggage Service Area               3,400 sf             3,020 sf             3,080 sf             3,080 sf 380 sf 320 sf 320 sf


Departure Lounges             13,927 sf           12,020 sf           13,900 sf           16,850 sf             1,910 sf                 30 sf           (2,930) sf
Passenger Departure Lounges             13,927 sf           12,020 sf           13,900 sf           16,850 sf 1,910 sf 30 sf (2,930) sf


TRANSPORTATION SECURITY ADMINISTRATION
Total TSA Space             11,930 sf           11,530 sf           11,510 sf           13,150 sf             1,200 sf             1,220 sf              (420) sf


Security Screening Checkpoint               6,360 sf             5,640 sf             5,640 sf             5,640 sf             1,520 sf             1,520 sf             1,520 sf
Queuing Space               1,154 sf               900 sf               900 sf               900 sf 260 sf 260 sf 260 sf
Primary Inspection Area               4,700 sf             3,150 sf             3,150 sf             3,150 sf 1,550 sf 1,550 sf 1,550 sf
Secondary Inspection Area                 500 sf               270 sf               270 sf               270 sf 230 sf 230 sf 230 sf


Deplaning Sterile Corridor               1,486 sf             1,260 sf             1,260 sf             1,260 sf 230 sf 230 sf 230 sf
Baggage Screening Facilities               2,280 sf             4,002 sf             4,002 sf             5,564 sf (1,730) sf (1,730) sf (3,290) sf
Support Space                 800 sf               440 sf               420 sf               500 sf 360 sf 380 sf 300 sf
TSA Administration Offices               1,000 sf               180 sf               180 sf               180 sf 820 sf 820 sf 820 sf


CONCESSIONS
Total Concessions Space             13,390 sf             7,020 sf             7,720 sf             8,680 sf             6,860 sf             6,160 sf             5,200 sf


Landside Concessions               2,540 sf             1,520 sf             1,720 sf             1,880 sf             1,020 sf               820 sf               660 sf
News/Gifts/Sundry               1,060 sf               300 sf               400 sf               360 sf 760 sf 660 sf 700 sf
Food and Beverage               1,360 sf             1,100 sf             1,200 sf             1,400 sf 260 sf 160 sf (40) sf
Concessions Office/Storage                 120 sf               120 sf               120 sf               120 sf 0 sf 0 sf 0 sf


Airside Concessions               8,240 sf             3,600 sf             3,900 sf             4,400 sf             5,130 sf             4,830 sf             4,330 sf
News/Gifts/Sundry               1,160 sf 700 sf 800 sf 900 sf 460 sf 360 sf 260 sf
Food and Beverage               7,080 sf 2,600 sf 2,800 sf 3,200 sf 4,480 sf 4,280 sf 3,880 sf
Concessions Office/Storage                 485 sf 300 sf 300 sf 300 sf 190 sf 190 sf 190 sf


Ground Transportation               2,610 sf             1,900 sf             2,100 sf             2,400 sf               710 sf               510 sf               210 sf
Rental Car Office and Counter               1,600 sf             1,140 sf             1,260 sf             1,440 sf 460 sf 340 sf 160 sf
Shuttle Office and Counter                 160 sf                 95 sf               105 sf               120 sf 65 sf 55 sf 40 sf
Queuing Space                 850 sf               665 sf               735 sf               840 sf 185 sf 115 sf 10 sf


PUBLIC SPACE
Total Public Space             45,670 sf           43,720 sf           46,670 sf           52,830 sf             1,950 sf           (1,010) sf           (7,170) sf


Landside Circulation             27,965 sf           27,070 sf           28,720 sf           32,280 sf               890 sf              (760) sf           (4,320) sf
Public Circulation             18,950 sf           18,500 sf           20,100 sf           23,400 sf 450 sf (1,150) sf (4,450) sf
Restrooms               1,435 sf             1,940 sf             1,850 sf             2,110 sf (510) sf (420) sf (680) sf
Bag Claim Lobby               7,580 sf             6,630 sf             6,770 sf             6,770 sf 950 sf 810 sf 810 sf


Airside Circulation             17,701 sf           16,650 sf           17,950 sf           20,550 sf             1,060 sf              (250) sf           (2,850) sf
Public Circulation             15,376 sf           14,800 sf           16,100 sf           18,700 sf 580 sf (730) sf (3,330) sf
Restrooms               2,325 sf             1,850 sf             1,850 sf             1,850 sf 480 sf 480 sf 480 sf


AIRPORT ADMINISTRATIVE, STORAGE, AND MISC SPACE
Total Airport Administrative, Storage, and Misc Space             11,610 sf           11,610 sf           11,610 sf           11,610 sf 0 sf 0 sf 0 sf


Administrative and Storage Space               9,530 sf             9,530 sf             9,530 sf             9,530 sf 0 sf 0 sf 0 sf
Administrative and Storage Circulation               1,310 sf             1,310 sf             1,310 sf             1,310 sf 0 sf 0 sf 0 sf
Administrative Restrooms                 380 sf               380 sf               380 sf               380 sf 0 sf 0 sf 0 sf
Police                 386 sf               390 sf               390 sf               390 sf 0 sf 0 sf 0 sf


BUILDING SYSTEMS
Total Mechanical, Electrical, and Telecom Space               9,480 sf           10,230 sf           11,040 sf           11,920 sf              (750) sf           (1,560) sf           (2,440) sf


Existing 
Space PAL Required Space PAL Surplus/Deficiency/Change
PAL 1 PAL 2 PAL 3 PAL 1 PAL 2 PAL 3
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 Terminal Gates, Apron Frontage, and Commercial Aircraft Parking 
The existing terminal apron area is approximately 38,000 square yards (within the surrounding vehicle 
service road (VSR)). This area is used for aircraft parking and ground service equipment (GSE). The apron 
area includes a secured identification display area (SIDA), which is required for commercial passenger 
service airline operations. There are currently 10 aircraft parking positions on the terminal apron, 6 for 
Concourse A and 3 for Concourse B, and the less-utilized B-North. Two remote heavy pad parking 
positions are available on the North Ramp but these are shared with large charter operations and have 
design limitations which restrict their usefulness as further detailed in Section 3.8.1.1, Heavy Aircraft 
Apron. An additional remote heavy pad is available on the South Ramp and this is occasionally used by 
commercial aircraft. 
 
Planning Activity Level forecasts show a need for 1 additional commercial aircraft parking position in the 
near-term and a total of 15 commercial aircraft parking positions by PAL 3. Table 3-21 shows the Peak 
Hour Gate/Stand requirements over the planning period. The type of parking position (gate or hardstand) 
is not specified within this analysis, only that the space itself is necessary to meet future demand. 
Development of alternatives will identify different options for how commercial aircraft parking can be best 
accommodated. 
 
TABLE 3-21 
TERMINAL PEAK HOUR GATE/STAND REQUIREMENTS 


 


 LANDSIDE FACILITIES 
Landside facility requirements include all elements that provide access/egress for the Airport, circulation 
within the public portions of the Airport, and storage of vehicles at the Airport:  the regional roadway and 
transit system, on-airport roadways, the terminal curb roadway, public and employee parking, rental car 
facilities, and commercial ground transportation facilities. Each of these is addressed in the subsequent 
subsections. 
 
The determination of the landside requirements varied slightly depending on the type of facility, but the 
analysis generally followed this process: 


» The data gathered from the airport, its landside tenants, and by the Master Plan staff in the field 
were used to determine the current capacity and level of service using procedures appropriate to 
the available data and the standards of the profession. 


» The base case (typically, peak hour of the average day of the peak month of July 2016) passenger 
activity levels were related to the landside activity levels assembled for the capacity and level of 
service analyses. 


PAL 1 PAL 2 PAL 3
Peak Hour Gate/Stand Occupancy 10 11 12 15


Existing Stands 10 10 10 10
Surplus/ (Deficiency) 0 (1) (2) (5)
Additional Space Requirements (Sq Yds) 2,200 4,400 11,000


2015 Planning Activity Level


Source: RS&H Analysis, 2016
Notes: Space requirements based on size needed for Boeing 737-900. Circulation not included.
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» The future passenger activity levels from the aviation forecasts (found in Chapter 2, Aviation 
Demand Forecasts) were then used to forecast landside activity for each PAL using the 
relationships determined in the previous step. 


» Using the same procedures that analyzed current capacity and level of service, the future capacity 
and level of service was estimated for each PAL. 


» If either capacity or level of service did not meet targeted levels, these same procedures were 
then run again to determine the characteristics of the future facility (size, etc.) that would be 
required to provide the target level of service and/or capacity. 


 
It should be noted that for some facilities, (e.g., parking and rental car, which are spatial in nature) this 
process is similar to that used for terminal facilities, and provides an independent estimate of 
requirements. For roadways of all types, the future requirements are not only a function of size (e.g., 
number of lanes, or length of curb), but also of the physical arrangement, and of the manner in which 
they are operated. Thus, the requirements provided herein reflect the current physical arrangement of 
roads and curbs, and their current manner of operation. The text explains the trade-offs that can be 
explored in the development and analysis of future improvements that could include either changes to 
physical plant or to roadway or curb operation in order to achieve desired capacity and/or level of service. 


 Roadways 
The general low density of the Eugene region leads to the Airport being totally dependent on roadways 
for regional access, whether by private auto, commercial transport, or public transit. As noted in Chapter 
1, Inventory of Existing Conditions, the regional roadway system providing access to the Airport 
operates at adequate levels of service under current volumes. Neither the growth of passenger activity nor 
the general growth of the region are anticipated to create issues for continued quality access to the 
Airport. 
 
The review of on-airport access and circulation roadways focused on the two most heavily used roads 
providing movement for the traveling public to/from the terminal –Northrup Drive and Douglas Drive. Six 
critical locations were analyzed for capacity and level of service under base and future conditions. The 
locations are shown in Figure 3-11 and the results are shown in Table 3-22. They show that all roadways 
currently operate at very good to excellent levels of service (LOS A or B). All roadways will continue to 
operate at very good or excellent service levels during peak hours out to PAL 3. Stated otherwise, the 
current roadways provide the necessary requirements for the forecast future activity levels, and no 
additional roadway capacity is necessary. This does not mean there is no need for any minor roadway 
improvements through the planning period. There may be minor operational, safety, or signing 
improvements that would improve the roadway environment, but there is no anticipated need for more 
capacity. 
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FIGURE 3-11 
LOCATIONS FOR AIRPORT ROADWAY ANALYSIS 


 
Source: Analysis by Curtis Transportation Consulting, LLC, Graphic prepared by RS&H, 2017 
Note: Small “I” symbols on graphic represent stop bars and stop-controlled intersection locations. 


 
TABLE 3-22 
ROADWAY CAPACITY AND LEVEL OF SERVICE ANALYSIS SOURCE 


 


A
Airport approach NB 


Northrup
Uninterrupted 


Flow 1200 - 1300 40 1 320 339 336 377 A A A B


B
Terminal Approach 


NB Douglas
Uninterrupted 


Flow 1200 - 1300 30 2 290 307 305 342 A A A A


C
Terminal Exit EB 


Douglas Weave 1215 - 1315 30 2 310 328 326 365 A A A A


D
Airport Entrance 


Northrup at Douglas Stop 1200 - 1300 N/A
NBL
NBT


SBT/R


290
30
40


307
32
42


305
32
42


323
35
47


A A A B


E
Return to Terminal 


Douglas at Northrup Stop 1200 - 1300 N/A
EBL
NBT
SBT


30
320
40


32
339
42


32
336
42


35
377
47


B B B B


F
Airport Exit Douglas 


at Northrup
Uninterrupted 


Flow 1215 - 1315 40 1 280 297 294 330 A A A A


Location Name
Type of 
Analysis


Source: Analysis by Curtis Transportation Consulting LLC, 2017
Notes: NBL = Northbound Left, NBT = Northbound Through, SBT = Southbound Through, SBT/R = Southbound Through/Right, EBL = Eastbound Left


PAL 2 PAL 3PAL 3 PAL 1


Free Flow 
Speed 
(mph)


LanesPeak Hour Base 
Case PAL 2


Level of ServiceVolumes
Base 
CasePAL 1
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 Terminal Curb Roadways 
The key intermodal transfer between ground-mode and aviation-mode takes place at the terminal curb. In 
Eugene, this transfer, for dropping off departing passengers at ticketing/check-in, or picking up arriving 
passengers at bag claim, takes place on two parallel roadways. Adjacent to the terminal is the inner curb 
roadway, three lanes wide12, with 240 feet of legal, usable length at check-in, and 248 feet of legal, usable 
length at bag claim. This curb is predominantly used by privately owned vehicles (POVs), though 
commercial modes may drop passengers off at ticketing/check-in. The outer curb roadway (nominally 
three lanes, though with a single lane for access, egress, and across the center crosswalk) is reserved for 
the commercial modes, predominantly for pick-up. Spaces are designated for taxis (both pre-arranged 
and available-on-demand), Omni Shuttle, motor coaches (buses), and hotel and resort shuttles. The 
commercial vehicles wait in these zones in addition to actively loading passengers. 
 
Terminal curb roadway requirements are a function of the physical characteristics of the curbs (lengths, 
number and arrangement of lanes, number and width of crosswalks) and of the operational characteristics 
of the curb. Operational characteristics actually have a higher degree of influence on capacity, level of 
service, and therefore facility requirements, than do the physical characteristics of the curb. Key 
operational influences include the volume and location of pedestrians crossing the curb, the nature of 
traffic control (e.g., presence of STOP signs) on the curb, and especially, the volume and characteristics of 
the demand of vehicles, and how they are managed by airport staff or, at some airports, police. The 
greater the number of vehicles, and/or the longer they dwell at the curb to service passengers, the lower 
the capacity and level of service of the curb roadway. 


3.7.2.1 Inner Curb Roadway 
Table 3-23 presents the critical data used in, and the results of, the analysis of the inner curb roadway at 
Eugene under current (peak hour of the average day of the peak month – PH ADPM) conditions, and 
under the similar condition at the future planning activity levels (PALs 1 – 3). The volumes of vehicles (per 
hour) include those which stop to serve (drop-off or pick-up) a passenger, and those which pass by a curb 
as a “thru” vehicle. As is true for any linear curb at a single-level terminal, all vehicles stopping to drop off 
at departures are thru vehicles on the downstream arrivals curb, and all vehicles stopping to pick up at 
arrivals are thru vehicles on the upstream departures curb. At Eugene, however, there are additional thru 
vehicles due to the fact that all rental cars exiting the Airport leave by driving as thru vehicles across both 
the departures and arrivals curbs. Finally, a small number of thru vehicles on both curbs are those which 
are recirculating on Douglas Drive while waiting to pick up an arriving passenger. The more occupied the 
arrivals curb, the higher the number of such unnecessary thru vehicles. Thru vehicles reduce capacity, 
though not as much as stopped vehicles. The curb is analyzed both with and without the thru volumes, 
and an overall level of service is estimated, which is the critical value in the table. 


                                                      
12 Except at the center crosswalk, where there are two continuous lanes. 
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TABLE 3-23 
CAPACITY AND LEVEL OF SERVICE OF INNER CURB ROADWAY 


 
  


Stopping Traffic (%) 93.8% 3.1% 2.1% 1.0%


Stopping Volume 108 4 2 1


Mean Dwell Time (Min.) 3.10 1.53 3.88 2.00


Stopping Traffic (%) 98.0% 0.0% 0.0% 2.0%


Stopping Volume 59 0 0 1


Mean Dwell Time (Min.) 5.87 0 0 22.27


Stopping Traffic (%) 93.8% 3.1% 2.1% 1.0%


Stopping Volume 108 4 2 1


Mean Dwell Time (Min.) 2.50 1.50 2.00 2.00


Stopping Traffic (%) 98.0% 0.0% 0.0% 2.0%


Stopping Volume 59 0 0 1


Mean Dwell Time (Min.) 4 0 0 3


Stopping Traffic (%) 93.8% 3.1% 2.1% 1.0%


Stopping Volume 108 4 2 1


Mean Dwell Time (Min.) 3.10 1.53 3.88 2.00


Stopping Traffic (%) 98.0% 0.0% 0.0% 2.0%


Stopping Volume 59 0 0 1


Mean Dwell Time (Min.) 5.87 0 0 22.27


Stopping Traffic (%) 93.8% 3.1% 2.1% 1.0%


Stopping Volume 108 4 2 1


Mean Dwell Time (Min.) 2.50 1.50 2.00 2.00


Stopping Traffic (%) 98.0% 0.0% 0.0% 2.0%


Stopping Volume 59 0 0 1


Mean Dwell Time (Min.) 4 0 0 3


Stopping Traffic (%) 93.8% 3.1% 2.1% 1.0%


Stopping Volume 108 4 2 1


Mean Dwell Time (Min.) 3.10 1.53 3.88 2.00


Stopping Traffic (%) 98.0% 0.0% 0.0% 2.0%


Stopping Volume 59 0 0 1


Mean Dwell Time (Min.) 5.87 0 0 22.27


Stopping Traffic (%) 93.8% 3.1% 2.1% 1.0%


Stopping Volume 108 4 2 1


Mean Dwell Time (Min.) 2.50 1.50 2.00 2.00


Stopping Traffic (%) 98.0% 0.0% 0.0% 2.0%


Stopping Volume 59 0 0 1


Mean Dwell Time (Min.) 4 0 0 3
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The ratio of volume/capacity (V/C) is translated into an alpha character that designates the LOS on the 
curb. Above V/C = 0.70, congestion and delay build rather quickly. Thus, the target during the peak hour  
(ADPM) for V/C is ≤ 0.70, the lower threshold of LOS C. This implies that even during the busiest holiday 
peaks, the curb will still operate with tolerable congestion and delay. 
 
The data in the table demonstrate that the inner curb in the base case suffers from a low capacity (for its 
physical scale) and a resultant low level of service. These stem from the high dwell times which were 
observed and measured. National norms for dwell times for POVs (the dominant vehicle type on the inner 
curb) are in the range of 1.5 – 2.5 minutes for departures, and 2.5 - 4.0 for arrivals. At Eugene, the mean 
dwell time for POVs at departures was 3.1 minutes, but with a maximum of more than 22 minutes. On the 
arrivals curb, the dwell times were even further from the normal range, with a mean of 5.9 minutes, and a 
maximum of more than 48 minutes. While each maximum was only for a single vehicle during the peak 
hour, that one vehicle occupied the curb for a time during which nine vehicles could have been served (at 
departures) or 12 vehicles could have been served (at arrivals). 
 
To estimate requirements for the future planning levels, the analysis of curb capacity and level of service 
was conducted under two assumptions: 


» Curb management will continue as it currently is, with the same resultant dwell times. 


» Curb management will change, and dwell times will be reduced to the upper level of national 
norms. 


 
The results in Table 3-23 demonstrate that continuing current practices which enable long dwell times 
will result in moderately low capacity and level of service (C – D) on the departures curb, and very low 
capacity and level of service (F at all PALs) at arrivals. This would imply the need for physical changes to 
the curb, which might include both lengthening and the addition of a lane. However, if dwell times are 
brought down to the upper-end of the range of national norms, both curbs would operate within the 
target range of desired LOS (B for departures through PAL 3, and no worse than C for arrivals at PAL 3), 
and no physical improvements to the inner curb would be required. 
 
There are a number of options that can be considered to improve the curb operations and eliminate the 
need for costly physical expansion of the inner curb. These include: 


» Enhanced active management during peak times to reduce dwell times. In particular, this could 
include more positive enforcement of the “active loading/unloading” policy. 


» Revising the exit path for rental cars to eliminate them from crossing the inner curb 


» The creation of a cell phone lot to encourage waiting for arrivals elsewhere, not at the curb 


» Creation of a grace period within short-term parking to encourage its use rather than the use of 
the curb. This option could have the added benefit of increasing airport revenues from those 
customers who choose to stay in the parking lot longer than the allowed grace period. 


 
These alternatives can be considered to formulate a recommended strategy to meet the future inner curb 
requirements without curb expansion. 
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3.7.2.2 Outer Curb Roadway 
Whereas the inner curb roadway is designated for active loading and unloading only, the outer curb is 
intended for both vehicle staging (waiting) and passenger drop off or pick up. In addition to the spaces 
on the outer curb, there are also two locations elsewhere that can be utilized by commercial vehicles for 
staging/waiting if all the spaces on the outer curb are filled when an empty vehicle arrives. Commercial 
vehicles can wait along Douglas Drive upstream of the left exit to the outer curb, and Omni Shuttles are 
provided four spaces in Short-Term Parking. 
 
Based on observation, discussion with ground transportation providers, and airport staff, the current 
facilities were determined to adequately provide the necessary spaces for commercial modes at the 
desired level of service. With only 21 total commercial vehicles (13 of which are taxis) on the outer curb in 
the current peak hour, the 14 spaces (eight of which are for taxis) amply meets the demand. Future 
growth out to PAL 3 would only increase the demand to 25 peak hour vehicles (15 taxis), still well within 
the ability to be served by the current number of spaces. Some taxi industry representatives requested an 
additional space for pre-arranged taxis on the left lane of the outer curb, to handle their seasonal peaks 
(which tend to coincide with the University of Oregon calendar of students moving in/out, or visitors to 
major campus events such a football games). Such a change, though, would not require any physical 
expansion of the outer curb, but rather merely some signing and striping. 


 Parking 
A variety of parking is provided at Eugene Airport. Requirements were determined for: 


» Public parking at the terminal, which includes a Long-Term Lot (LT) and a Short-Term Lot (ST). 
These requirements were determined independently of each other. 


» Employee parking. Most employee parking is provided in two common areas that serve a variety 
of employees, both airport and tenant, who work in or at the terminal or the immediately 
adjacent airport buildings (including the Administration Building). 


 
In addition to these parking areas, other parking areas exist where on-site parking for users, employees, 
and others is provided for a specific building or land use. Examples of these include the FAA Air Traffic 
Control Tower, the FBO buildings, GA hangar areas, et al. Parking requirements were not developed for 
these locations. 


3.7.3.1 Public Parking 
For the ST and LT lots, the parking revenue control system (PRCS) provided the data on which 
requirements were based. Key data included: 


» The PRCS provided lot occupancy counts for both lots for each hour of the day for all of 2015 and 
for all but one week of the first six months of 2016. The occupancy counts came from a 
credit/debit system of detectors within the lots that increment the occupancy each time a vehicle 
enters, or decrements the occupancy when a vehicle leaves. Machine, detector, and other errors 
can create inaccurate counts, which requires resetting the count system. To account for this, the 
data has been purged of such errors (e.g., showing an occupancy higher than 100 percent of the 
space count for a lot). The remaining valid observations (typically 85 percent of the total 
database) was used to generate a profile of how busy (full) the lots were across the year. 
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» The parking operator also kept track of the number of hours and days that the LT lot became so 
full, they had to open the overflow lot. This data correlated well with the occupancy counts. 
However, once the operator opened the overflow lot, they were required to keep it open until all 
the cars parked there were gone. Therefore, before the overflow lot empties, the LT lot once again 
has readily available spaces, so the distribution of hours of the year for the LT lot’s occupancy 
shows fewer hours than the total hours the overflow is open. This phenomenon is recognized in 
the analysis as the overflow lot information has been used to confirm the validity of the LT lot 
occupancy data. 


 
Parking demand grows with the growth in passenger activity. Short-term parking demand is chiefly 
related to the peak-hour passenger activity13, while long-term parking demand reflects daily passenger 
activity. The current demand for parking has been factored to the three future PALs using the peak-hour 
passenger data for short-term parking, and the daily passenger data for long-term parking. 
 
Parking requirements reflect an airport’s goals of how well to serve its passengers relative to making 
parking readily available for them. In the US there are two logical and commonly used ways to decide how 
much parking an airport wants to provide: 


» To provide enough parking that no customer is ever turned away from the lot, even on the 
busiest hour of the busiest time of the year. 


» To provide enough parking based on a quality-of-service standard which is defined by the 
difficulty of finding a space. In a long-term lot, many airports use the standard that when the lot 
is 90 percent occupied, the lot is effectively full. Stated otherwise, that is the upper limit on the 
ease of finding a space, i.e., customers do not want to track down the last 10 percent of spaces in 
a large long-term lot. For short-term lots, many airports say that 80 percent occupied is 
effectively full, meaning that for short duration parkers, the airport wants the search for spaces to 
be very easy. 
 


Based on discussions with airport staff and the parking operator, the following criteria were established as 
setting the requirements for public parking: 


» For Short-Term, the target is to never run out of parking. Strongly influencing this criterion was 
the fact that there is not a fallback location for short-term parking, in the way that Overflow 
Parking is an “escape valve” for Long-Term parking. When ST spaces are gone, airport customers 
go and wait on the terminal curbs, further congesting them. 


» For Long-Term, the target was set by splitting the difference between the two possible objective 
functions, i.e., between having adequate parking spaces that the lot is full enough to trigger 
overflow only 10 days/year (versus 21 day/year in 2016), and never running out (i.e., never 
triggering the overflow). Given that there is a large overflow lot available, it makes sense to plan 
on using it in the very busiest peaks, but to cut its use roughly in half, with concomitant 
operational savings and improved customer service. 


 
The public parking requirements are shown in Table 3-24. To meet future needs, the public parking at the 
terminal needs to increase from a total of 1,383 spaces (combined short-term and long-term capacities) 
to a total of 1,908, an increase of 525 spaces (38 percent). 


                                                      
13 See Section 3.7.3.2 for additional insight on the use of short-term parking at Eugene. 
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TABLE 3-24 
PUBLIC PARKING REQUIREMENTS 


 
Source: Analysis by Curtis Transportation Consulting LLC, 2017 
Notes: (1) Assumes 10 days per year use of overflow parking. (2) Assumes no overflow days or hours. 


 


3.7.3.2 Public Parking Requirements Assuming a Change in Parking Products 
Current use of the short-term lot at Eugene reflects two users groups:  travelers, chiefly on business, with 
low-sensitivity to parking costs and a high priority for locational convenience, and those dropping off or 
picking up passengers (well-wishers and meter-greeters). The latter group park for an average of less than 
an hour, and in almost all cases are there less than two hours. The former group have nearly the same 
parking duration profile as long-term parkers, i.e., they are gone for several days on average. These longer 
duration users tend to depart on early morning flights, and thus they readily find empty short-term spaces 
nearest the terminal, and park in them. This leaves the true short-term (< two hours) parkers stuck with 
parking further away, or, on some days of the year, having to park in long-term, even though they are 
parking for such a short time. 
 
At Eugene, 63 percent of all parkers’ park for three hours or less; 61 percent park for two hours or less. To 
serve the greatest number of patrons with the highest level of service, it makes sense to provide spaces 
set aside for these very short-term duration parkers, referred to in the industry as true “hourly” parkers. 
Indeed, these parkers average duration is only 50 minutes. The following are two ways to improve 
customer service for this significant majority of parkers: 


» Create a parking system with an hourly lot and a long-term lot 


» Continue the system of short-term and long-term lots, but set aside the closest spaces in the 
short-term lot for exclusive use of those parking either two or three hours, or less. Such a system 
is typically implemented with signing, and gently enforced until compliance is achieved.14 


 


                                                      
14 One successful example of this program is in place at Dallas/Fort Worth International Airport, which has provided such spaces in 
many garages since it opened in the 1970s. 


2016 PAL 1 PAL 2 PAL 3
Short-Term


Capacity 237 237 237 237
Required Spaces 239 253 251 282


Surplus / (Deficiency) (2) (16) (14) (45)


Long-Term
Capacity 1146 1146 1146 1146
Required Spaces (Intial Estimate) 1 1146 1270 1359 1551
Required Spaces (Alternate Estimate) 2 1256 1392 1490 1701
Required Spaces (Best Estimate) 1201 1331 1425 1626


Surplus / (Deficiency) (55) (185) (279) (480)


Planning Activity Level
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The EUG parking occupancy and duration data were analyzed to determine how many hourly spaces 
would be required to meet the needs out to PAL3. Then, the long-term requirements were re-examined to 
determine how many of those parking for longer than two hours in short-term parking would need to be 
re-accommodated in long-term parking. The results of this analysis are shown in Table 3-25. The results 
indicate that this parking product scheme would require 45 more spaces at PAL 3 than keeping the 
current short-term/long-term product scheme. 
 
TABLE 3-25 
PUBLIC PARKING REQUIREMENTS WITH AN HOURLY LOT IN LIEU OF A SHORT TERM LOT 


 
Source: Analysis by Curtis Transportation Consulting LLC, 2017 


 


3.7.3.3 Employee Parking 
There are two main lots for use by terminal-area employees. The tenant lot is located at the end of 
Lockheed Drive, and serves terminal tenant staff, including airline, TSA, and concessionaire staff. Flight 
crews are not badged to park in this lot. There is also a lot adjacent the Administration Building that is 
used by airport staff and some other City of Eugene employees. All other employee parking on the Airport 
is on-site, and was reviewed as part of the support facilities elements of the master plan. 
 
Data on the level of utilization of the two main employee parking lots was gathered from Republic 
Parking, by observations in the field, from analysis of aerial photography, and from staff input. The busier 
of the two lots by far is the tenant lot. Its use peaks during the early morning push, which happens each 
day of the week. The hard data (counts of occupied spaces) did not always capture the busiest hour, nor 
the busiest month of the year. Thus the data were adjusted to normalize them to the planning scenario, 
which is the peak hour of the facility’s use for the average day of the peak month. 
 
The number of employees at airports similar to Eugene tends to increase with the number of operations 
at the airport. Thus, the normalized current employee parking demand was grown at the rate of growth of 
operations out through the three planning activity levels. This parking demand was then compared to the 
available supply to determine the adequacy of the two lots. The data in Table 3-26 show that the tenant 


2016 PAL 1 PAL 2 PAL 3
Hourly


Capacity 237 237 237 237
Required Spaces 73 77 77 86


Surplus / (Deficiency) 164 160 160 151


Long-Term
Capacity 1146 1146 1146 1146
Required Spaces 1367 1507 1599 1822


Surplus / (Deficiency) (221) (361) (453) (676)


All Public Parking
Required Spaces 1440 1584 1676 1908


Net System Surplus / (Deficiency) (57) (201) (293) (525)


Planning Activity Level
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lot is the primary area of concern, being nearly 90 percent occupied today, and becoming completely full 
by PAL 3. Between the two adjacent lots, however, the supply of employee parking can accommodate the 
growth in employee levels. The implication is that employee parking will have to be managed differently 
in the future than how it is today, likely by assigning additional terminal tenant employees to the 
administration building lot. This would likely require a different form of access control for that lot. 
 
TABLE 3-26 
EMPLOYEE PARKING REQUIREMENTS 


 
 


 Rental Cars 
The rental car industry has three locations on-airport that they use for storage and servicing of cars:  the 
ready-return lot across the terminal curb roadway from check-in (148 spaces), the service area 250 feet 
northeast of the ready-return lot’s entrance (211 spaces15), and the overflow parking lot, which can be 
rented on a per-space per-day basis when needed by the industry. In discussions with rental car station 
managers and Airport staff, there was general agreement that the first two facilities (those which are 
leased by the rental car companies) are essentially at capacity, necessitating the use of the overflow lot. 
 
The overflow lot is used to store cars in the rental fleet that are not being rented. Usage of the overflow 
lot was high in May and June, when the fleet was being increased in anticipation of summer peaks. It was 
even higher in September – November, when the fleet had not yet been downsized for the winter lull, 
driven significantly by the need for greater availability for weekend home football games at the University 
of Oregon. 
 


                                                      
15 This is an estimated value based on observed utilization of the paved area. Depending on the balance of cars needing service 
versus those already serviced, the actual capacity may be slightly higher. 


Capacity 2016 PAL 1 PAL 2 PAL 3
Tenant Employee Lot


Occupied Space Count 121 108 109 113 119
Percent Occupied 89% 90% 93% 98%
Surplus/(Deficiency) 13 12 8 2


Administrative Building Lot
Occupied Space Count 90 30 30 31 33
Percent Occupied 33% 33% 34% 37%
Surplus/(Deficiency) 60 60 59 57


Total Combined Spaces 211 138 139 144 152
Surplus/ (Deficiency) 73 72 67 59
Combined Percent Occupied 65% 66% 68% 72%
Combined Percent Available 35% 34% 32% 28%


Planning Activity Level


Source: Analysis by Curtis Transportation Consulting LLC, 2017
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The overflow lot was used on 65 percent of the days of 2016; there were no rental cars in the overflow lot 
on 129 days of the year. The maximum number of cars stored in that lot on any day was 192, while the 
mean daily usage was 28 stored cars. On 29 days of 2016 (eight percent of the days), 100 or more cars 
were in the overflow lot. 
 
In the rental car industry, the requirement for physical space to store cars is best viewed in the aggregate. 
The size of the ready-return lot, while important, is not the only critical requirement. The key for the 
industry is to have cars available when customers need them, which speaks to their overall fleet size, not 
just the number which are in the ready lot. If the ready-return lot is somewhat small, the spaces turn over 
a greater number of times in the peak hour (or over the course of the peak day), typically implying the 
need for more personnel to shuttle the cars out to service and back into the ready lot. While there can be 
a trade-off between ready-return lot size and operating strategy, in the aggregate, the industry needs to 
be able to store the cars in its fleet on-airport on the days when the fewest of them are out being rented. 
The requirements analysis examined both leased elements – ready-return and service areas – as well as 
their sum. The requirements reflect the idea that the facilities should be sized to significantly reduce the 
number of days in the year that overflow storage is necessary, from 236 days down to no more than 28 
days per year. 
 
Future demand for rental cars was estimated from current peak hour demand using growth rates in peak 
hour passenger activity. Data were developed for the peak month of transaction activity, which is June. 
During June, there are more rentals, although their duration is not as long as in the later summer months, 
and thus the overall revenue is not at its peak. The data for the evaluation of facility requirements and the 
projection to the three future PALs are shown in Table 3-27. The demand basis for the average day of the 
peak month in 2016 estimates that the ready-return lot and the service area were 95 percent full, and 
there were 100 cars in the overflow area. Given that the practical capacity of both rental car facilities is 90 
percent of the total spaces (so there is always a space for a returning customer, and the ability to move 
peak hour returned cars into the service area to maintain empty spaces in the return lot), then today the 
airport is short by a combined total of 118 spaces, as the use of the overflow lot is not a desirable 
alternative. 
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TABLE 3-27 
RENTAL CAR REQUIREMENTS 


 
 
Through the planning horizon, the deficit of rental car storage space grows by nearly 80 spaces to a 
deficit of almost 200 spaces. Most of these are service area storage spaces. The ready-return lot needs to 
be expanded by 24 percent, or 36 spaces, to meet the needs of PAL 3. The service area space counts 
needs to grow 76 percent, or 161 spaces, to meet the needs of PAL 3. The land area required to provide 
the additional spaces in the service area reaches approximately one acre, dependent upon the layout. 
 


 GENERAL AVIATION REQUIREMENTS 
This section outlines the requirements for the general aviation (GA) facilities during the planning period 
for both transient and based aircraft. The areas evaluated in this section include general aviation aprons, 
aircraft hangars, and aircraft tie-downs. Additionally, an evaluation of heavy aircraft parking and overall 
GA facility location is discussed. 


 General Aviation Aprons 
The general aviation apron areas addressed in this section are grouped into four distinct areas: East 
General Aviation Ramp (EGAR), Lane Aviation, North Ramp, and South Ramp. These areas contain a total 
of 62,500 square yards of pavement. Approximately 34,500 square yards of the total apron is used for 
aircraft parking. The rest is used for circulation. Facility requirements for the amount of required general 
aviation apron were developed using FAA Advisory Circular 150/5300-13A Change 1, Airport Design, 
Appendix 5, along with planning factors unique to the Eugene Airport fleet mix. Table 3-28 breaks out 
those needs for each area based on local and itinerant aircraft parking areas. 
 


2016 PAL 1 PAL 2 PAL 3


Ready-Return Spaces 148 148 148 148
Service Area Spaces 211 211 211 211
Total Current Spaces 359 359 359 359


Demand 441 467 463 520
Effective Capacity1 323 323 323 323
Space Surplus / (Deficiency) (118) (144) (140) (197)
Total Required Spaces 477 503 499 556
Required Ready-Return Spaces 156 165 164 184


Space Surplus / (Deficiency) (8) (17) (16) (36)
Required Service Area Spaces 321 338 335 372


Space Surplus / (Deficiency) (110) (127) (124) (161)


Planning Activity Level


Source: Analysis by Curtis Transportation Consulting LLC, 2017
Note:  (1) Effective capacity assumes that when lot is 90% full, it is "effectively full".
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TABLE 3-28 
GENERAL AVIATION APRON FACILITY REQUIREMENTS 


 
 
Apron requirements were estimated based on the number of operations that occur on the average day of 
the peak month at EUG. It was found that all the general aviation aprons are sufficient in size though the 
planning period. Below is further discussion of the findings for each general aviation apron area. 
 
Lane Aviation Apron – The Lane Aviation apron area is used specifically for the school’s flight training 
aircraft. The existing 4,000 square yards of usable pavement is sufficient to accommodate the flight 
school’s aircraft fleet. However, the location of the apron is not ideal as it is central to a confluence of 
commercial operations using Runway 16R-34L and is not in close proximity to the secondary runway 
which is used for flight training. Ideally, this apron and its associated facilities would be located adjacent 
to the parallel Runway 16L-34R, which is designed to accommodate flight training activities. Long-term 
planning should consider a land area reservation for Lane Aviation in the EGAR or Hollis Area. For the 
planning period, the quantity of Lane Aviation apron is sufficient. 
 


PAL 1 PAL 2 PAL 3


Local Operations Apron
Existing Lane Aviation Apron 7,100 4,000 4,000 4,000 4,000 
Lane Aviation Apron Requirements 4,000 4,000 4,000 


Surplus/(Deficiency) 0 0 0 


Existing North Ramp3 18,500 10,200 10,200 10,200 10,200 
North Ramp Requirements 800 900 900 


Surplus/(Deficiency) 9,400 9,300 9,300 


Existing EGAR Apron 8,000 4,400 4,400 4,400 4,400 
EGAR Apron Requirements 1,300 1,400 1,500 


Surplus/(Deficiency) 3,100 3,000 2,900 


Itinerant Operations Apron
Existing South Ramp 28,900 15,900 15,900 15,900 15,900 
South Ramp Requirements 14,300 14,500 15,100 


Surplus/(Deficiency) 1,600 1,400 800 


Existing Total Local Operations Apron 33,600 18,600 18,600 18,600 18,600
Total Required Local Operations Apron 2,600 2,700 2,900 


Total Local Operations Apron Surplus/(Deficiency) 12,500 12,300 12,200 


Existing Itinerant Operations Apron Area 28,900 15,900 15,900 15,900 15,900
Total Itinerant Operations Apron Area 14,300 14,500 15,100 


Total Itinerant Operations Apron Surplus/(Deficiency) 1,600 1,400 800 


Apron Areas (SqYd)
Total


Existing Apron
2015


Usable
Parking 
Apron (1)


Planning Activity Level (2)


Source: FAA OPSNET 2015, RS&H Analysis, 2016
Notes: Air cargo apron not included in GA apron calculations.
1 55% of total apron space used for aircraft parking.  Remaining 45% used  for aircraft circulation. 
2 Planning Activity Level area requirements are based on usable parking apron and do not include additional circulation requirements.  
Future circulation area will be the result of layout configurations but can be assumed at approximately 40-45% of additional apron.
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North Ramp – The configuration of the North Ramp is such that much of its 18,500 square yards of 
usable pavement surface is dedicated to aircraft circulation. A significant portion of the apron near the 
ARFF building, which is in poor condition, is used only for ARFF training activities, and is unusable for 
aircraft parking. The rest of the ramp that is available for aircraft parking, roughly 10,200 square yards has 
tie-down inlets in the pavement. However, most of these tie-downs are no longer used. Today, the ramp 
sees minimal use and provides an excess of space. Additionally, the ramp has light poles down the middle 
of the pavement surface. These light poles are a significant safety hazard and drastically reduce the 
flexibility and functionality of the ramp. It is recommended that the light poles be removed and lighting 
be provided at the edge of the apron. The ramp should be reconfigured to reduce the amount of 
unneeded pavement and provide a more flexible configuration with what remains. 
 
East General Aviation Ramp – The EGAR is the Airport’s newest ramp space and serves the needs of 
local general aviation aircraft using Runway 16L-34R. The ramp provides 8,000 square yards of usable 
temporary parking and circulation for those aircraft based at the EGAR, and for aircraft using the self-
serve 100LL fuel station. The apron size has been determined to be adequate through the planning 
period. 
 
South Ramp – The South Ramp provides 15,900 square yards of usable aircraft parking space for itinerant 
aircraft. Atlantic Aviation services these aircraft and manages all aircraft parking operations on this apron. 
The south apron also includes a heavy pad that can accommodate dual tandem gear aircraft up 400,000 
pounds. The heavy pad is used for much lighter aircraft, such as the Gulfstream G550, as the other 
portions of the apron may divot if that size aircraft is sitting on hot days. Analysis shows that the South 
Ramp is sufficiently sized for demand through the planning period. 
 
Though the ramp’s pavement condition is currently sufficient, the ramp has numerous issues that should 
be remedied in the future. These include elevation differences created for water drainage to in-pavement 
trench drains, and a heavy pad that is not optimally located. The trench drain system and the location of 
the heavy pad prevent flexibility in how the apron is used. Additionally, the dips in the pavement by the 
trench drains are large enough that they have the potential to cause a prop strike if a pilot inadvertently 
taxis across them too quickly. When warranted, a new ramp should be constructed that preferably does 
not use trench drains (or at least minimizes their use) and has a higher weight capacity to eliminate the 
need for a heavy pad for large business aircraft, such as the Gulfstream G550.  
 
Finally, it was found that the VSR road on the apron is not in an optimal location. The roadway can 
interfere with Atlantic Aviation’s operations and places vehicle traffic very close to the pedestrian doors on 
the Atlantic Aviation building. A new location for the VSR is advisable on the west side of the apron where 
it can tie into the VSR west of Lane Aviation. 


3.8.1.1 Heavy Aircraft Apron  
Along with the heavy pad on the South Ramp, two heavy pads exist on the North Ramp, just north of the 
commercial apron. These two positions are used by large charter aircraft and commercial passenger 
aircraft which remain overnight. The pads are not well configured and are constrained by a light pole to 
the north, buildings to the east, and a taxiway to the west. Parking large aircraft on the pads is difficult 
and most pilots refuse to park under power due to the so many nearby obstructions. The pads are also 
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not designed well to fit modern wide body aircraft such as the Boeing 767 and 747. Those aircraft do not 
fit entirely on the pad. 
 
Large general aviation aircraft are also received in the cargo apron, which has a weight rating of 550,000 
pounds dual-tandem gear. However, aircraft such as the Boeing 747 are too large to bring into the cargo 
apron using the existing taxiways. Essentially, those aircraft that are too large for the cargo apron must be 
parked on the heavy pads. Those same aircraft however, are the ones that are too large for the heavy 
pads. 
 
New positions for large aircraft are needed. In discussions with Lawrence Air Service, it was determined 
that two positions are adequate, but that the positions should be reconfigured and/or relocated to allow 
better use. 


 Aircraft Hangars 
Understanding aircraft storage demand is an important element when considering facility requirements 
for general aviation based aircraft. The quantity and type of hangar space is driven by many different 
factors including: total number of based aircraft, fleet mix, local weather conditions, airport security, and 
user preference. This section outlines requirements for T-hangars, box hangars, and corporate hangars. 
These hangar types are generic terms for different sized hangars. T-hangars are small hangars that are 
typically arranged so small aircraft are “nested” next to each other in alternating directions. Box hangars 
are larger than a T-hangar and are often standalone buildings. Corporate hangars are the largest type of 
hangar. These typically will accommodate multiple aircraft and often have an office or lounge area built 
on the side of the building. 
 
Table 3-29 summarizes the number of existing hangar space compared to forecasted hangar demand. 
Hangar requirements were based on the forecast of based aircraft detailed in Chapter 2, Aviation 
Demand Forecasts. 
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TABLE 3-29 
GENERAL AVIATION HANGAR REQUIREMENTS 
 


 
 
Though this analysis determined specific requirements based on hangar type, the real use of this analysis 
is to determine the total amount of land that may be required to meet future demand. This is because 
actual hangar development is based primarily on financial economics. For these reasons, land reservations 
must be created to ensure space is available for future hangars. For example, some developers may find 
greater economy in building one large hangar and housing multiple aircraft instead of building a row of 
individual T-hangars. This is why future land reservations must be flexible, and conceptual layouts must be 
organized to provide on-demand construction of any of the different hangar types. 
 
In addition to space requirements, Part 77 surfaces and Air Traffic Control Tower (ATCT) line-of-sight 
issues need to be considered when designating building locations around the airfield and designing the 
heights of new hangars. Air traffic controllers must maintain visual line-of-sight to all movement areas on 
the airfield, however, an ongoing FAA pilot-program is looking into “remote towers” which allow ATC to 
use remotely located cameras to see different sections of the airfield. When and if the program is 
sanctioned by the FAA, line-of-sight from the ATCT cab may not be as critical. Theoretically, ATC 
operations could even take place at a remote facilities without the requirement to build and maintain on-
airfield air traffic control towers. 


 Aircraft Tie-Downs 
Aircraft tie-downs are used primarily by transient aircraft. Typically, small single engine and multi-engine 
aircraft use tie-downs when parked outside during windy days or when they remain at the airport 
overnight. Each general aviation apron area has its own needs and requirements based on the typical use 
of that area. 


2015 PAL 1 PAL 2 PAL 3
T-Hangars


Count 134 136 140 144
Square Footage 134,000 136,000 140,000 144,000
Surplus/(Deficiency) (2,000) (6,000) (10,000)


Box Hangars
Count 40 41 42 44
Square Footage 100,000 102,500 105,000 110,000
Surplus/(Deficiency) (2,500) (5,000) (10,000)


Corporate Hangar Count
Count 8 9 10 11
Square Footage 80,000 90,000 100,000 110,000
Surplus/(Deficiency) (10,000) (20,000) (30,000)


Source: Airport records, RS&H Analysis, 2016
Note: Square footage is approximated using standard dimensions. T-Hangars calculated as nested 1,000 square feet 
each. Box Hangars calculated as 50'x50'. Corporate Hangars calculated as 100' x 100'.


Hangar Type Planning Activity Level
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The Lane Aviation apron currently has 15 tie-downs. These meet their existing fleet requirements and will 
meet their needs over the near term. If their fleet expands beyond the capacity of their apron, additional 
apron and tie down space can be constructed to the west of their apron. The EGAR currently has no tie-
downs available on the ramp. The South Ramp currently has six tie-downs. However, these are configured 
so that aircraft can only be parked facing south. In discussions with Atlantic Aviation management, it was 
determined that another tie-down cord is needed to allow another six positions that could face to the 
north. 
 
The North Ramp currently has tie-down inlets for up to 61 tie-down positions. However, it is estimated 
that only around 4 tie-down positions would be needed in this area. These would be to serve the needs of 
pilots who may be visiting friend’s hangars in the North Ramp area. Similarly, the EGAR, which currently 
has no tie-down positions, would benefit from around 4 tie-down positions for the same reason. If a 
future FBO was established at the EGAR, then more tie-down positions may be required. 
 
The cargo ramp currently has no tie-downs. Discussions with Lawrence Air Service revealed that small 
cargo aircraft park on the cargo ramp and, on windy days, would benefit from having tie-downs available. 
The cargo services provider also indicated that three spaces would be adequate through the planning 
period. 
 
Table 3-30 summarizes the projected tie-down needs through the planning period. 
 
TABLE 3-30 
AIRCRAFT TIE-DOWN REQUIREMENTS 


 
 


 General Aviation Facilities Configuration 
General aviation facilities at EUG are somewhat unique in that development is spread into multiple 
different areas of the Airport. This is a result of infill development over the years when the airfield systems 
were configured for a crosswind runway. The result is that today, GA developments exist on the north and 
south side of the commercial terminal, on the north side of the Airport adjacent to Hollis Lane, and in the 
area adjacent to the parallel runway on the east side of the Northrup Drive. With GA facilities spread over 
so many areas of the airfield, inefficiencies exist. For example, the self-serve 100LL station is in the EGAR, 


PAL 1 PAL 2 PAL 3


Cargo Facility and Ramp 0 3 3 3
East General Aviation Ramp (EGAR) 0 4 4 4


Lane Aviation 15 15 15 15
North Ramp 61(1) 4 4 4
South Ramp 6 12 12 12


Source: Airport Records, RS&H Analysis, 2016
Notes: (1) Inlets for up to 61 tie-downs are in place, though none are currently used.


Apron Area 2015
Planning Activity Level
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requiring that those aircraft based on the west side of the airfield taxi a fairly long distance to get fuel. For 
movement between the EGAR and the other GA aprons, aircraft must taxi through the movement area. 
 
Industry best practices show that general aviation operations are typically consolidated, preferably in one 
area of the airfield away from commercial passenger aircraft when commercial operations are present. 
Grouping together general aviation facilities into one area of the airport allows for a more efficient and 
safe facility layout, and greater convenience for general aviation operators. Over time, it is recommended 
that the existing hangar facilities be relocated to a designated area where GA activities will be grouped. 
The following chapter will examine options for this purpose. The hangar area(s) requiring eventual 
relocation are either the north ramp or south ramp facilities, as these developments, together, hamper 
growth of the commercial passenger terminal and adjacent facilities. 
 
It is recommended that a hangar condition analysis be performed for the airport to fully understand the 
overall condition of each hangar. Knowing the condition and expected useful life remaining for the 
existing hangars will allow airport management to develop a long range plan for the consolidation and 
relocation of hangar facilities into an optimal area as determined within this master plan. 


 SMALL UNMANNED AIRCRAFT SYSTEMS 
Small unmanned aircraft (sUA), commonly known as “drones”, have gained significant popularity in recent 
years as they became commercially viable for hobbyists. The system (drone, communication links, and 
controls) of devices used by the operator are referred to as small unmanned aircraft systems (sUAS). 
Drone popularity and the high potential for safety conflicts within the National Airspace System has driven 
the FAA to create new rules governing their use. These rules became effecting on August 29, 2016 and are 
found in 14 CFR Part 107. 
 
Small UAS operators must register drones with the FAA if they weigh between 0.55 and 55 pounds16 
under 14 CFR Part 107. Commercial sUAS operators are also required to obtain a Remote Pilot Airman 
Certificate and abide by the rules within FAA Part 107, which includes the applicable limitations when 
operating within the FAA controlled airspace system. General drone operating rules include keeping the 
sUA within line of sight, yielding right-of-way to manned aircraft, and notifying airports and ATC prior to 
operating within 5 miles of an airport, among many others17. Small UAS operators can easily identify the 
most current restrictions or requirements in effect for specific locations by using the FAA smartphone 
“B4UFLY” application. 
 
While the need for FAA regulations governing small UAS pilots became evident years ago, it takes time to 
develop these regulation and vet them through the public involvement process. This need was taken into 
account under Section 333 of the FAA Modernization and Reform Act of 2012 whereby a “bridging” 
exemption was created to cover the gap between FAA rulemaking and small UAS operator demand. This 
exemption allowed licensed pilots the ability to pilot small UAS’s once a petition was granted on a case-


                                                      
16 Recreational small unmanned aircraft system (sUAS) users are allowed to fly drones without registration if they weigh less than 
0.55 pounds. Drones weighing 55 pounds or more require licensing and registration as traditional aircraft under 14 CFR Part 47. 
17 All of the most current sUAS operating rules can be found on www.faa.gov/uas. 
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by-case basis. These Section 333 exemptions remain valid, even with the creation of Part 107, as set forth 
in the individually granted exemption. Part 107 does not require a private pilot license, as it contains its 
own licensing regulation. 
 
The creation of Part 107 sUAS regulations are in place to protect the public from any potential dangers 
posed by drones and this includes operators of traditional aircraft and passengers using Eugene Airport 
facilities. In fact, opportunities do exist for the airport administration to embrace this new technology and 
increase revenue by promoting the new method of aviation through leasing policies which encourage 
drone production or maintenance facilities and drone sales companies on airport property. Additionally, 
companies such as Amazon are testing drones for use in package deliveries. While specific details about 
these type of delivery services have not been released, future launching/landing facilities for this type of 
drone delivery service will most likely be located with corresponding product warehouses, or even mobile 
delivery trucks. Amazon drone testing is currently underway in Canada, Denmark, and the United 
Kingdom, but not in the United States, and is unlikely to take place at any U.S. airfield cargo facilities, 
especially from airfields with commercial passenger operations. 
 
Many sUAS sales and services companies already exist around or near Eugene, Oregon. Halo Aviation has 
a licensed sUAS pilot and offers photography and videography services around Eugene. Many other 
companies in the surrounding area (Bend, Medford, Corvallis) offer similar services ranging from sales to 
inspection to GIS services. Even Central Oregon Community College in nearby Bend, OR offers an 
Unmanned Aerial Systems degree program. Promoting these types of facilities near the airport does not 
present any conflict with commercial airline traffic, however, commercial and recreational drone 
operations within close proximity of Eugene Airport is currently discouraged by FAA, particularly near 
arrival and departure corridors. Advances in drone technology and future FAA rules may provide a means 
to operate drone cargo operations on or near the airport as a new form of an air cargo facility. For the 
purposes of this master plan analysis, space for drone cargo operations is considered as an element of 
future air cargo facilities and space to accommodate these operations is accounted for in Section 3.10 of 
this document. 


 AIR CARGO FACILITY 
The air cargo facility at EUG includes a 14,000 square foot building and a 26,000 square yard apron. 
Approximately 7,500 square feet of building space is leased to Lawrence Air Service. Because this space 
isn’t currently dedicated as air cargo freight loading/unloading or storage space, it was removed from 
consideration in the analysis of cargo specific space requirements. Roughly 6,500 square feet of dedicated 
cargo space exists in the cargo building. As shown in Table 3-31, this space is more than adequate 
through the planning period for serving cargo operations. 
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TABLE 3-31 
AIR CARGO FACILITY REQUIREMENTS 


 
 
The existing air cargo apron is approximately 26,000 square yards. The apron has a SIDA area that is used 
for both cargo and passenger charter operations. The apron includes painted markings for up to seven 
cargo aircraft (such as Cessna Caravans). This is more space than what is required though the planning 
period based on the forecast of cargo operations. 
 
The cargo apron’s Security Identification Display Area (SIDA) currently encompasses the entire cargo 
apron. Only cargo aircraft must use the SIDA area. Charter aircraft operations are typically not required to 
operate in a SIDA area. The size of the existing SIDA area demands that all charter and other aircraft 
parked on the apron be subjected to security screening and SIDA requirements. It is recommended that 
the SIDA marking be reduced to only the size needed by cargo aircraft. 


 Charter Operations 
As mentioned, Lawrence Air Service operates out of the cargo facility. This FBO receives large charter 
operations and large general aviation and military aircraft that are too large to be served by Atlantic 
Aviation. These operations require a different type of analysis of the cargo facility to determine if the 
facility is adequate for the FBO’s operations, and if the facility is adequate for those operations combined 
with cargo operations. 
 
The cargo apron can accommodate very large and heavy aircraft. The apron is rated for 550,000 pound 
dual-tandem gear aircraft, which is more than adequate for a Boeing 747 (ADG V/TDG 5). The limiting 
factor for the apron is Taxiway A, L, and J, which are designed to ADG III/TDG 5 standards. Even though 
the taxiway meets TDG 5 standards of 75 feet in width, the fillet geometry is such that wide body aircraft 
are not easily accommodated. For example, the Boeing 747 is a TDG 5 aircraft, but turning from Taxiway A 
into the cargo ramp with cockpit over centerline steering is not feasible without a high chance of the main 
gear running off the pavement. Therefore, these aircraft are typically parked on the heavy pads north of 
the terminal. Boeing 737 aircraft are fully accommodated and can power in and out of the ramp easily. 
Boeing 757 and 767 variants can be accommodated as well. It is recommended that Taxiway L and J be 
expanded to allow easy access for TDG 4 and 5 aircraft. 
 
Serving large charter operations on the cargo apron impacts landside facilities, specifically vehicle parking. 
Charter operations can overwhelm the small vehicle parking lot at the cargo facility, which only has 22 


PAL 1 PAL 2 PAL 3
Freight (lbs) 1,869,647 1,870,846 1,899,195 1,957,606 
Freight (tons) 935 935 950 979 
Required Cargo Building (Sq Ft) 1,870 1,871 1,899 1,958 
Existing Cargo Building (Sq Ft) 6,500 6,500 6,500 6,500 
Surplus/ (Deficiency) (Sq Ft) 4,630 4,629 4,601 4,542 


2015 Planning Activity Level


Source: RS&H Analysis, 2016
Notes: Space requirements based on size needed for Boeing 737-900. Circulation not included.
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parking spaces. In discussions with staff from Lawrence Air Service, it was learned that at times, up to 80 
rental cars may be needed adjacent to the facility in preparation for arriving passengers. For enplaning 
passengers, offsite parking at a different parking lot is usually used, and passengers are then shuttled over 
or walk to the cargo apron. If charter operations are to remain at the cargo apron, parking requirements 
must be considered. The following chapter will explore options to accommodate charter operations, 
including apron and vehicle parking needs. Depending on these needs, additional airport property may 
need to be acquired adjacent to cargo facilities. Consideration should also be given to providing new 
facilities separate from cargo facilities to accommodate charter operations. 


 AVIATION SUPPORT FACILITIES 
Support facilities at an airport encompass a broad set of functions that exist to ensure the airport is able 
to fill its primary role and mission in a smooth, safe and efficient manner. The following sections outline 
the requirements for different supporting facilities at Eugene Airport. 


 Aircraft Rescue and Fire Fighting 
Airports that serve scheduled and unscheduled air carrier flights are required to provide firefighting 
facilities and equipment. ARFF equipment requirements for FAR Part 139 airports are determined by an 
index ranking based on aircraft size, number and type of emergency vehicles, and number of scheduled 
daily aircraft departures. 
 
The largest scheduled passenger aircraft operating at Eugene Airport is Allegiant’s MD-83. Per CFR Title 
14 Part 139.315, this aircraft falls into Index C requirements; however, because it operates less than an 
average of five times per day, only Index B requirements are currently required. As published by the FAA, 
Eugene Airport is FAR Part 139 Class I, with an ARFF Index B. 
 
The largest commercial passenger aircraft forecast to regularly operate at Eugene Airport is the Airbus 
A320. At 123 feet in length, this aircraft falls just within the 126 foot maximum length required to be 
classified for Index B requirements. The forecast suggests this aircraft will operate a minimum of five times 
daily. This level of operations requires that EUG maintain its FAR Part 139 Class I, ARFF Index B status. 
 
Under Part 139.317, Index B requires the airport operator to have certain equipment and agents ready to 
respond. This includes the amount of dry chemical, water capacity and certain discharge rates. Index B 
requires one of the following scenarios: 


» One vehicle carrying at least 500 pounds of sodium-based dry chemical, halon 1211, or clean 
agent and 1,500 gallons of water and a commensurate quantity of ARFF for foam production. 


» Two vehicles: Two vehicles carrying an amount of water commensurate with the quantity of ARFF 
such that the total quantity of water for foam production carried by both vehicles is at least 1,500 
gallons with at least one vehicle carrying the extinguishing agents specified as: 


 500 pounds of sodium-based dry chemical, halon 1211, or clean agent, or 
 450 pounds of potassium-based dry chemical and water with a commensurate quantity of 


aqueous film forming foam (AFFF) to total 100 gallons for simultaneous dry chemical and 
AFFF application. 
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Eugene Airport’s ARFF fleet currently meets and will continue to meet FAA requirements into the future so 
long as the fleet is maintained and replaced with equally capable equipment. The life expectancy of ARFF 
equipment varies by manufacturer and model, but Advisory Circular 150/5220-10E, Guide Specification for 
ARFF Vehicles estimates a 10-12 year service life for most ARFF vehicles. Lightly used ARFF vehicles can 
reach 20 or more years of reliable use but once repair parts become scarce or the annual operating cost 
exceeds 75 percent or the current estimated value, replacement should occur. It is also recommended that 
ARFF vehicle purchases be spread out to allow the programming of gradual fleet replacement over time. 
Assuming a full 20 year service life, ARFF-1 will require replacement by 2024. ARFF-2 was built in 1991 and 
rebuilt in 2005, stretching its service life. However, it is nearing need the end of its useful life, and has 
already been budgeted for replacement in the near term. 
 
The ARFF facility, also known as Fire Station 12, was built in 2010. The building is 11,600 square feet with 
four ARFF vehicle bays and was built to LEED® Silver construction standards. The facility is centrally 
located and provides optimal firefighter response time to any point on the airfield. Any future airfield 
layout considerations which affect runway length or taxiway reconfiguration should not negatively impact 
ARFF response times. This facility is sufficient throughout the 20-year planning period. 


 Aircraft Fuel Storage 
Fuel storage requirements at the Airport depend on the level of aircraft traffic, fleet mix, and fuel delivery 
schedules. Changes in aircraft fleet mix, for example piston twins being replaced by turboprops, will likely 
increase demand for Jet A fuel. Table 3-32 outlines fuel storage requirements for the 20-year planning 
period for both Jet A fuel and 100LL Avgas. 
 
TABLE 3-32 
FUEL STORAGE REQUIREMENTS 


 
 
 


PAL 1 PAL 2 PAL 3


Peak Month Average Day (PMAD) Operations 204 206 215 233


100LL
  PMAD Operations 102 103 103 110
  5 - Day Fuel Need (Gallons) 1,772 1,790 1,793 1,903
  Available Storage (Self Service + Fuel Facility) (Gallons) 27,000 27,000 27,000 27,000
  Total Storage for 5 Day Need: Surplus/ (Deficit) 25,228 25,210 25,207 25,097


Jet A
  PMAD Operations 102 103 112 123
  5 - Day Fuel Need (Gallons) 72,318 73,027 79,267 87,555
  Available Storage (Gallons) 60,000 60,000 60,000 60,000
  Total Storage for 5 Day Need: Surplus/ (Deficit) (12,318) (13,027) (19,267) (27,555)
Source: RS&H Analysis, 2016


2015
Planning Activity Level
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In discussions with Atlantic Aviation management, it was determined that a five day surplus supply of fuel 
should be used for the analysis of fuel storage. Having a five day supply helps ensure there are no 
disruptions in the fuel supply to aircraft should the supply chain be disrupted by some unusual 
circumstance, such as a major weather event. The analysis to determine the five day fuel demand was 
based the peak month of fuel flowage (July), which was determined by examining historical fuel sales. The 
peak month was then used to determine the required gallons to satisfy a five day demand based on the 
average number of operations. 
 
The analysis indicated that Jet-A storage is not currently sufficient to meet a five day surplus. An 
additional Jet-A tank(s) will be needed to meet current and future surplus needs. Fuel storage for 100LL is 
currently adequate, and will remain so through the 20-year planning period. However, it is anticipated 
that future demand for mogas aviation fuel will increase to the point where a 2,000-5,000 gallon tank will 
be warranted. Space for a Jet-A tank and a mogas tank should be reserved within the fuel farm facility. 
 
The fuel facilities location was also analyzed, and was determined to be poorly located. The existing 
facility is currently located on the north side of Lockheed Drive, a public road, and is entirely outside of 
the airport fence. The location means that the facility is only accessible via a public road and airport fuel 
trucks are required to leave the airport operating area to access the facility. The issue created is that these 
trucks are not designed to operate on public roadways. Additionally, having the fuel facility outside the 
airport fence reduces its level of security. Finally, the location is not convenient to Atlantic Aviation, the 
company currently acting as sole fuel provider at the Airport. 
 
According to the 2011 Transportation Security Administration Recommended Security Guidelines for 
Airport Planning, Design and Construction, an airport fuel farm should be fully enclosed with a security 
fence. ACRP Report 113 Guidebook on General Aviation Facility Planning, further specifies industry best 
practices as having two access roads. The first road should be from a public street to provide access for 
fuel tankers, and the second road should be from the airfield to provide access for airport fuel trucks. The 
next chapter will consider future alternative locations for fuel storage facilities and preserve adequate and 
reasonable space for potential future growth. 


 Deicing  
The Airport stores solid and liquid deicing agents that are used to treat ice on paved airfield surfaces. 
These agents include E36, a liquid agent, and NAAC, a solid agent. E36 is currently stored in tanks 
adjacent to the SRE building and NAAC is stored on racks inside the SRE building. Additionally, 
Magnesium Chloride is stored and used to deice landside roadways. The storage capacity offered in the 
SRE building and outside within the maintenance campus is adequate, however, future consideration 
should be given to NAAC storage which provides simplified material loading for trucks, especially if a new 
facility is built. 
 
Deice and anti-ice agents used on aircraft, Type I and Type IV, are both stored in totes at the fuel facility 
site. Storage capacity is adequate and additional capacity is easily added with the addition of more totes. 
If the fuel facility is re-located or reconfigured in the future, adequate space should be provided for the 
storage of these materials. 
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Preserving space for the integration of deicing facilities will be considered throughout development of 
alternatives in future chapters of this master plan. Because deicing agents have holdover time limitations, 
placing aircraft deicing facilities at runway ends is preferred. Deicing facilities are another potential area 
where airports can provide sustainability improvements. In order to meet evolving environmental 
protection standards, FAA has indicated the potential for implementing future requirements to collect 
deicing agents thereby mitigating environmental impacts associated with glycol runoff. These facilities can 
be equipped with underground tank(s) that would capture the runoff contaminated with Spent Aircraft 
Deicing Fluid (SADF) and store the SADF runoff to ensure it does not enter the stormwater sewer system. 
This type of underground system is more effective than covering water inlets and placing booms in front 
of unsealed inlets to prevent contaminated stormwater from reaching unsealed inlets, and reduces the 
need for glycol recovery vehicles to capture SADF. 


 Airport Maintenance, Snow Removal Equipment, and Storage 
Airport maintenance facilities at EUG are broken into two different locations; one for airside specific 
maintenance activities, and one for landside specific maintenance facilities. Airside maintenance includes a 
campus type configuration made up of two buildings north of Taxiway C in the Hollis area. This facility is 
adequate, but not optimal, to support existing operations. The two buildings cannot store all SRE and 
airside equipment so some equipment is stored outside. The vehicle maintenance building lacks sub-
grade working pits, creating a significant disadvantage considering the large equipment that is serviced at 
this facility. Finally, the airside deice material is stored in totes outside and on racks within the SRE 
building. It is recommended that future development plans reserve land for a new building roughly 7,600 
square feet (approximately the size of the exiting SRE building) along with associated parking and vehicle 
circulation within the airside facility site. This space calculation is based upon the amount of space which 
is currently being used in other remote buildings and also incorporates the amount of equipment and 
materials stored outside today. Prior to constructing a new building, it is recommended that the Airport 
undergo an advanced planning space study. This study should inventory the airside maintenance spaces 
and develop a plan to optimize all the airside maintenance functions while integrating the new building 
with the existing space. Sustainability goals can be met by incorporating LEED® Silver construction 
standards into the new building. 
 
The landside maintenance functions are currently housed in the landscape shop which is located between 
the Friendly Hangar and the old ATCT building. Landside specific equipment, such as mowers, trimmers 
and other landscaping tools, is stored here. The Friendly Hangar is primarily used to store runway sand 
and equipment used for sanding on the airfield. The old ATCT building is vacant. All three of these 
buildings are dilapidated and need to be demolished, thereby creating the need for a new landside 
facility. Space should be reserved for a building or structure that is roughly 4,000 square feet. This size is 
estimated based on the size of the area currently used. It should be noted that not all 4,000 square feet 
will need to be enclosed, and this space can exist across multiple buildings. A small shed or pole barn 
could reasonably house equipment, and a sand shed would effectively accommodate sand storage.  


3.11.4.1 Airport Snow Removal Equipment 
The need for airport SRE and maintenance facilities correlates to the amount of pavement, buildings, and 
overall grounds maintained by an airport. Eugene Airport has approximately 4,000,000 square feet 
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(approx. 444,000 square yards) of Priority 1 paved airfield surfaces. Airfield surfaces designated as Priority 
1 (Critical) within the Airport Snow and Ice Control Plan determine the amount and type of equipment 
required to maintain those surfaces during a snow event. According to Advisory Circular 150/5200-30D 
Airport Winter Safety and Operations, equipment at EUG should be sufficient to clear 1 inch of falling snow 
weighing up to 25 lb/cubic ft from these surfaces within ½ hour. The average annual snowfall for Eugene, 
Oregon is only 5 inches18 so while the existing equipment may be older, it is relatively lightly used. The 
existing SRE fleet is sufficient to meet current Priority 1 pavement clearance expectations, however it is 
important for the airport to include scheduled SRE equipment replacement at regular intervals in capital 
improvement program updates. Any replacement, renovation, or improvement to SRE storage facilities 
should be properly correlated to the size requirements of new equipment purchases. 


 Aviation-Related Manufacturing, Maintenance, Repair, and Overhaul  
EUG is ideally suited to accommodate large and small aircraft related manufacturing and maintenance, 
repair, and overhaul (MRO) businesses. In regard to large aircraft, the primary runway and taxiway system 
can accommodate Group IV and V aircraft. That capability matched with an abundance of undeveloped 
land adjacent to the taxiway system, provides opportunities for large hangar development by aircraft and 
aircraft service businesses. Those businesses that cater to small aircraft can be situated beside large 
manufacturing/MRO hangars, or adjacent to other existing general aviation clusters, such as in the EGAR 
or the existing Hollis Lane area. 
 
Land should be reserved specifically for use by businesses requiring large hangars and direct access to 
taxiways able to accommodate large aircraft. The land reservation should be adequate for hangars that 
can accommodate aircraft from ADG III up to ADG V. An ideal hangar size for ADG III aircraft is 220 feet by 
180 feet. For ADG V aircraft, the ideal sized hangar is 280 feet by 300 feet. Space for these types of 
hangars, as well as smaller hangars used to service smaller aircraft, should be considered when developing 
land use reservations for future development. 


 Fixed Based Operators 
Fixed Based Operators (FBO) provide a range of aeronautical services that can include fueling, hangar 
facilities, aircraft rental, aircraft maintenance, flight instruction and terminal facilities. FBO’s are either full-
service or limited-service in nature. 
 
Atlantic Aviation is currently the only full-service FBO at the Airport. The FBO is the only fuel provider on 
the airfield and offers both 100LL Avgas and Jet A fuel. The 100LL self-serve unit located in the EGAR is 
owned and maintained by Atlantic. Atlantic’s facility includes a 5,500 square foot heated hangar capable 
of accommodating jet aircraft up to the size of a Hawker 800. Additionally, Flight Craft, which is a 
subsidiary of Atlantic Aviation, provides maintenance in a hangar adjacent to the transient hangar. 
Combined, the FBO and associated hangars encompasses roughly 20,000 square feet of building/hangar 
space. 
 


                                                      
18 Data retrieved from the National Weather Service, November 17, 2016 
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The Airport’s two limited service FBO’s include Lawrence Air Service and the Eugene Flight Center. 
Lawrence operates out of the cargo facility and the Eugene Flight Center operates in the north GA area 
out of an approximately 3,500 square foot facility. Overall, these FBO’s have an adequate amount of space 
to continue their operations through the planning period but preserving reasonable amounts of 
appropriately located space in the development of alternatives should still be accounted for to allow for 
growth of limited service FBO’s and all forms of Specialized Aeronautical Service Provider19 (SASP) 
facilities beyond the planning period. 
 
For future planning purposes, consideration must be given to allocating land for a second full service FBO 
and/or a large executive hangar that can be used by transient aircraft. Additionally, consideration should 
be given to providing space for an FBO at the EGAR in the event that future demand requires it. The 
previous master plan reserved land in the EGAR for a second FBO and general aviation terminal. Due to 
the remote nature of the EGAR relative to the west side of the airport, this land reservation is 
recommended to continue. 


 UTILITIES 
Utilities at Eugene Airport consist of water, sanitary sewer, storm water, drainage, telecommunication, 
electric, and gas.  Utility lines must be continually maintained to meet demand throughout the planning 
period.  Beyond basic maintenance of utility systems, expansion of utility infrastructure into airport land 
identified for development is a primary catalyst to entice private sector development of airport land. 
 
Previous and ongoing construction projects at the airport have identified a need for development of a 
storm water master plan.  Development of a comprehensive Stormwater Master Plan would evaluate the 
existing storm drain network of Drainage Basin A, Basin B, and Basin C.  This type of study serves to 
identify relevant drainage elements such as topography, drainage basins, flow patterns, pipes, structures, 
outfalls, and soil types.  Since the full underground stormwater infrastructure is uncertain, a survey should 
be performed to identify precise locations of all storm water elements.  These would be delineated in CAD 
drawings to aid in future project design.  It is important that a stormwater plan also identify regulatory 
requirements to help facilitate and direct the coordination that is required with other relevant local 
stormwater management plans and the governing authorities. 


 LAND ACQUISITION 
Land is typically acquired around an airport for two reasons: protection of airspace surfaces and/or to 
enable future infrastructure growth necessary to meet user demand. 
 
At Eugene Airport, control of the full area of land within all runway RPZs is recommended per FAA 
guidance to protect people and property on the ground from aircraft operations.  Acquisition of that land 
is one guaranteed method of controlling that land. 
 


                                                      
19 An SASP is an entity that usually provides a single aeronautical service, such as airframe & powerplant maintenance. (National Air 
Transportation Association, Airport Sponsors Guide to Minimum Standards and Airport Rules and Regulation, 2009) 
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When it comes to land ownership, history has proven that an airport can rarely own too much land.  In 
general, airports are economic engines which drive developmental growth around them.  As an airport 
grows and expands to meet increasing user needs, land use issues often begin to occur as conflicting land 
uses develop off-airport, driven by market pressures and proximity to the airport resources.  In the case of 
Eugene Airport, acquiring lands adjacent to the existing airport boundary is highly recommended.  Land 
acquisition for future airport development is a large investment which pulls funding away from other 
facilities and therefore must be strategic and make financial sense.  Land purchases should be strategic in 
nature and make sense within the ultimate vision of airport development. 
 
With these considerations in mind, there are two areas of land identified as prime for airport purchase in 
order to help secure airport development opportunities into the future.  The first land area is a group of 
parcels around Greenhill Road and Old Airport Road, immediately southwest of the Runway 34R 
threshold.  These parcels are identified as purchase opportunities in necessary detail on the Airport Layout 
Plan (ALP) Exhibit A sheet at the conclusion of this master plan.  The second area of land lies south of the 
airport terminal in the area bounded by Airport Road (north), Greenhill Road (east), Kokkeler Road (south), 
and the airport cargo facilities (west).  Purchase of this land would primarily serve to open additional land 
for expansion of air cargo facilities or potential non-aeronautical development.  However, purchase of this 
land is not currently a priority as forecasted cargo operations are not significant enough to warrant the 
level of growth requiring that land and there are many alternate sites available which are suitable for non-
aeronautical development.  Still, this land should remain a consideration for purchase as the Airport grows 
and as circumstances change. 


 SUMMARY OF AIRPORT FACILITY NEEDS 
The following is a summary list of airport facility needs through Planning Activity Level 3: 
 
Runways 


» Runway Protection Zones – Acquire unowned land beyond Runways 16R and 16L within 
designated RPZ area. Acquiring land beyond current RPZ for Runways 16R-34L and 16L-34R is 
also recommended. 


» Runway geometric and separation standards – Holding position markings for Runway 16L-34R 
should be adjusted from 250’ to 254’ feet from the runway centerline. Construct Runway 16L-34R 
shoulders to meet 25’ FAA design standard for ADG-III aircraft. 


» Other known runway issues - Runway 34L grade is non-standard from identifier marking back to 
the threshold. Remove 60 inch storm drain running between A4 and A5 underneath Runway 16L-
34R. Remove manhole cover access point to this storm drain that have been paved over. 


 
Taxiways 


» Taxiway design standards – Commercial taxiway shoulders should be designed to meet FAA 
standard 30’ minimum for TDG 5. All ADG III taxiway shoulders are recommended to be paved. 


» Taxiway A – Install FAA required in-pavement lighting during future improvements to identify 
Surface Movement Guidance and Control System (SMGCS) taxi route. 


» Taxiway A3 – Reconfigure acute angle to be perpendicular with runway.  
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» Taxiway A4 – Reconfigure acute angle to be perpendicular with runway. Eliminate direct apron 
access via Taxiway D. 


» Taxiway A5 – Eliminate direct apron access via Taxiway E. Eliminate wide pavement expanse 
where A5 and A6 meet.  


» Taxiway A6 - Reconfigure acute angle to be perpendicular with runway. Eliminate direct apron 
access via Taxiway F. Eliminate wide pavement expanse where A5 and A6 meet. 


» Taxiway A7 – Eliminate or relocate and reconfigure taxiway connector as 90 degrees to runway. 
Eliminate direct access to apron via Taxiway G. 


» Taxiway A8 – Reconfigure bypass per FAA standards or eliminate completely to remove wide 
expanse of pavement where A8 and A9 meet. 


» Taxiway A, A8, and A9 Hotspot – Reconfigure intersection to address FAA Hot Spot designation 
through pavement alterations, pavement markings, and/or signage. Designate a hold bar for the 
Runway 34L approach. 


» Taxiway C – Monitor potential direct access of aircraft to Runway 16L-34R via Taxiway C and B2 
closely to prevent runway incursions. If necessary, additional markings and lighting at Taxiway B2 
or the offsetting of Taxiway B2 can be implemented. 


» Taxiway D – Eliminate direct access to Runway 16R-34L via Taxiway A4. 


» Taxiway E – Eliminate direct access to Runway 16R-34L via Taxiway A5. Eliminate wide pavement 
expanse connection with Taxiways A and F. 


» Taxiway F – Eliminate direct access to Runway 16R-34L via Taxiway A6. 


» Taxiway G – Eliminate direct access to Runway 16R-34L via Taxiway A7. Eliminate wide pavement 
expanse connection with Taxiways D, E, and F. Reconfigure movement area boundary line 
separating Taxiway G from commercial apron. 


» Taxiway K, P, and C intersection – Eliminate wide expanse of pavement at this intersection. 


» Taxiway R and B3– Reconfigure to eliminate direct access from Taxiway R to Runway 16R-34L 
via Taxiway B3. 


» All existing taxiway fillet geometry – Design to meet current FAA standards during future 
rehabilitation projects. 


» Other known taxiway issues – Reconstruct all Taxiway A connectors to an elevation equal to or 
below the crown of Runway 16R-34L. 


» Summary of taxiway issues - In summary, the existing airfield taxiway configuration is the result 
of pavement remnants that previously existed before the north-south parallel runway 
configuration was constructed. Consequently, the airport has many more taxiways than are 
required for safe and efficient airport operations and the taxiways are not located in optimum 
locations. A primary focus of this master plan is to develop a plan that will simplify the taxiway 
system, eliminate direct access from the apron to the runway, and remove unneeded taxiways 
that only add complexity without true operational benefits. 
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Taxiway Connector Locations 


» Runway 16R-34L ROT values and taxiway exit locations – REDIM analysis revealed the current 
locations of runway taxiway exits do not allow aircraft to meet the 50 second industry standard 
for runway occupancy time. Alternatives will reconfigure taxiway exits to meet REDIM modeled 
optimal locations. 


» Taxiway A7 - Taxiway A7 captures no aircraft landing on Runway 16R or Runway 34L. This 
Taxiway should be removed. 


» Taxiway A8 – Taxiway A8 is operationally useful as a bypass taxiway but does not meet FAA 
design standards as such. Taxiway A8 should be realigned to meet FAA bypass taxiway design 
standards. 


 
Navigational Aids and Lighting 


» Runway 34L VASI – Replace with LED lit PAPI system during future upgrades. 


» Airport rotating beacon – Replace and relocate to a more secured and remote area within 
planning period. 


» Segmented circle – Construct landing strip and traffic pattern indicators. 
 
Passenger Terminal 


» Airline space – Expand ticketing, outbound baggage, airline administration space, and departure 
lounges within planning period. 


» TSA space – Expand TSA checked baggage screening facilities within planning period to 
accommodate forecast airline ticketing area growth. 


» Public circulation space – Expand landside and airside public circulation space within planning 
period to accommodate forecast airline growth. 


 
Terminal Gates and Apron 


» Aircraft parking positions – Provide 5 additional parking positions and appropriate pavement 
areas for growth in commercial aircraft. 


» Heavy Aircraft Parking – Increase the capacity for parking heavy aircraft in the terminal area. 
 
Landside 


» Inner Terminal Curb Roadway – Under current operating conditions, the inner curb roadway 
does not have adequate capacity or level of service through the planning period. However, 
implementing the enforcement of “active loading/unloading only” time limitations along with 
other minor operational adjustments to reduce the existing high dwell times would result in 
sufficient capacity and a high level of service throughout the planning period. Additionally, the 
location of the rental car ready lot requires rental customers to leave the terminal environment by 
driving on the inner curb roadway. This unnecessarily lowers capacity of the inner curb road. 


» Short-Term Parking – An additional 45 parking spaces will be needed through the planning 
period. 
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» Long-Term Parking – An additional 480 parking spaces will be needed through the planning 
period. 


» Employee Parking – The tenant employee parking lot is already effectively full and the 
administrative building parking lot has adequate parking throughout the planning period. The 
tenant parking lot will need additional spaces throughout the planning period. 


» Rental Car Parking – The rental car storage space deficit grows to a combined total of almost 
200 spaces. Most of these are service area storage spaces. The ready-return lot needs to be 
expanded by 36 spaces and the service area needs to grow by 76 percent, or 161 spaces. The land 
area required to provide the additional spaces in the service area reaches approximately one acre, 
dependent upon the layout. 


 
General Aviation Facilities 


» General aviation apron – Define plan for consolidating general aviation facilities. Specific areas 
include: 


 Lane Aviation – Relocate away from hot spot area congested with training, cargo, and 
commercial activity. 


 North Ramp – Relocate or improve configuration. Remove light poles and relocate to 
edge of apron. Consider proper location and configuration of existing heavy pads which 
are constrained nearby obstructions. 


 South Ramp – Correct trench drain issue which jeopardizes safety and creates inflexibility 
of apron use. Heavy pad does not have adequate weight capacity. Reconfigure VSR. 


» General aviation hangars – Provide adequate space for growth in T-hangars, small box hangars, 
and large corporate hangars. Consolidate general aviation hangars in location which avoids 
conflict with commercial airline operations. 


» General aviation tie-down spaces – Consolidate along with general aviation apron and 
associated facilities. 


 
Air Cargo 


» Air cargo SIDA markings – Evaluate the potential of reducing SIDA markings to area necessary 
to accommodate cargo aircraft. 


» Charter operations - Expand Taxiway L and J to allow easy access for TDG 4 and 5 aircraft. 
 
Support Facilities 


» Aircraft Rescue and Firefighting 
 Program ARFF vehicle purchases be spread out allowing gradual fleet replacement over 


time. ARFF-1 will require replacement by 2024. ARFF-2 will require replacement in the 
near-term (currently in budget.) 


» Fuel storage – Relocate to inside security fence with allowances for airside access. 


» Deicing – Relocate solid and liquid deicing agent storage along with fuel facilities as necessary. 
Preserve space for future deicing facilities during alternatives development. 
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» Maintenance, SRE, and storage – Consolidate maintenance and SRE storage facilities. Include 
SRE equipment in future CIP. 


» Aviation-related manufacturing and MROs – Preserve land specifically for use by businesses 
requiring large hangars and direct access to taxiways able to accommodate large aircraft during 
alternative development process. 


» Fixed Base Operators - Allocate land for a future full service FBO and/or a large executive hangar 
that can be used by transient aircraft. Additionally, consideration should be given to providing 
space for an FBO at the EGAR. 


 
Utilities 


» Future Expansion - Identify locations to expand utility infrastructure to catalyze future 
development. 


» Stormwater Plans - Conduct comprehensive Stormwater Master Plan to identify existing 
conditions and regulatory requirements related to future airport development. 


 
Land Acquisition 


» RPZ land – As stated previously, acquire unowned land beyond Runways 16R and 16L within 
designated RPZ area. Acquiring land beyond current RPZ for Runways 16R-34L and 16L-34R is 
also recommended. 


» Additional Land Area #1 – Airport land west of Runway 16L-34R is bisected by Greenhill Road.  
Purchasing land parcels at Greenhill Road and Old Airport Road would allow a realignment of 
Greenhill Road, allowing development of Airport land west of Runway 16L-34R and benefiting 
land owners of industrial zoned parcels between Greenhill Road and Highway 99.  Parcels 
recommended for purchase will be identified on the ALP Exhibit A sheet. 


» Additional Land Area #2 – Land south of Airport Road and north of Kokkeler Road is bounded 
on three sides by airport-owned land.  This area is prime for any large future air cargo facility 
expansions and/or non-aeronautical development.  Purchase of this land is a lower priority at this 
time as cargo forecasts do not show significant growth and there are alternatives for non-
aeronautical development. 







 


 


  


 


 


 


 


 


 


 


 
 


C H A P T E R  4  


AIRPORT DEVELOPMENT ALTERNATIVES 







A I R P O R T  D E V E L O P M E N T  A L T E R N A T I V E S  


 


EUGENE AIRPORT MASTER PLAN 4-2 


 INTRODUCTION 


This chapter identifies and evaluates facility development alternatives for Eugene Airport based on the 


facility requirements determined in Chapter 3, Facility Requirements. The primary purpose behind 


identifying and evaluating various alternative development options is to ensure airport facilities are 


capable of meeting projected activity demand levels, are making efficient and effective use of available 


airport land, and are meeting FAA airfield design standards. Every potential alternative in this chapter has 


been thoroughly analyzed, refined, and vetted through the stakeholder involvement process in order to 


develop a plan which reflects community values, preferences, and the unique operational nature of 


Eugene Airport. 


 


With airport goals and vision statements in mind, developing airport facilities requires an understanding 


of the complex relationships between programmed land use1 patterns allowed within the existing airport 


zone. To ensure all development undertaken throughout the planning period is consistent with Airport 


management’s vision of the future, it is necessary to first define the vision for airport land use patterns. 


This vision and the process from which it was derived will be discussed further in this chapter. Once the 


vision of how to use available airport land is established, alternative development options that fit the 


established land use patterns and which meet the previously defined PAL 1, 2, and 3 facility needs can be 


explored. Having a well-defined airport land use pattern sets the stage for an airport development plan 


that extends beyond planning activity levels identified in this study, and allows truly long-term thinking 


and strategic development. For the purposes of this study, PAL 3 facility needs will inform the 


development of an Airport Layout Plan able to guide development throughout the planning period. 


 


This chapter will also explore the process in which the alternatives development concepts were shaped. 


One critical schema for crafting alternative development options is defining leading planning elements 


and trailing planning elements. Leading elements are primary facilities that require significant amounts of 


land and/or capital investment to implement, and whose placement and configuration must take 


precedence when formulating alternatives. At Eugene Airport, these facilities include airfield elements 


related to the runways and primary taxiways as well as terminal facilities. Trailing elements are those 


whose placement and configuration are influenced by, and dependent on, the decisions made for primary 


facilities. Trailing elements at the airport include the landside/roadway system and aviation support 


facilities. The division between leading and trailing elements allows the initial focus of analysis to be on 


determining solutions for those high cost, more demanding leading elements. The placement and 


decisions surrounding the leading elements typically influence the location and layout of the trailing 


elements. Figure 4-1 shows the relationship between leading and trailing elements at Eugene Airport. 


 


                                                      
1 Land use within the airport boundary is regulated under Lane County zoning and designated under that authority as Airport 


Operations District (AO). Within the airport boundary, the airport has established patterns of use to meet the needs of airport 


operations and the public which it serves. “Land use patterns”, within the context of this airport master plan, are defined by how 


areas of land within the Airport Operations District zoning boundary (and correlating airport boundary) are used or proposed to be 


used. 
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FIGURE 4-1 


LEADING AND TRAILING ELEMENTS DIAGRAM 


 
Source: RS&H, 2017 


 


The following sections intend to lead the reader through the process of alternative concept development. 


This process will be narrated in detail, including evaluation criteria, initial design charrette concepts, and 


review of those concepts against established goals and criteria. The process then moves into the 


refinement and identification of the favored alternative options through stakeholder input, and the 


resulting preferred development alternative. The identification and evaluation of alternatives is an iterative 


process and the information presented in this chapter is a summary intended to present the key criteria 


and factors leading to the selection of the preferred airport development plan. 


 ALTERNATIVES DEVELOPMENT PROCESS 


The following section identifies and describes the steps involved in the alternatives development process. 


In spring of 2017, using this process, two multi-day design charrettes were held to brainstorm ultimate 


land use pattern visions and various options for future airport development through PAL 3. 


 Steps in the Alternative Development Process 


The airport alternatives development approach was best organized into the following steps: 


1. Describe and evaluate existing airport land use patterns (Inventory and Facility Requirements) 


2. Define evaluation criteria 


3. Delineate FAA airspace limitations and examine environmental considerations 


4. Craft an ultimate on-airport land use pattern vision 


5. Create alternative development options in-line with on-airport land use pattern vision2 as well as 


off-airport land use regulations 


6. Analyze preferred options against planning, engineering, operational, and financial criteria 


7. Select preferred development future 


 


                                                      
2 Creation of alternatives and selection of a preferred development future requires stakeholder participation and support. 
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Prior to beginning the master planning, stakeholder advisory groups were created as described within the 


Eugene Airport Public Communication Program. These stakeholders were partners and valuable resources 


throughout the process of developing facility alternatives. 


 


The first step in the alternatives development process was to describe and evaluate existing airport land 


use patterns. The Inventory and Facility Requirements chapters built this framework of understanding. 


Section 4.4, Ultimate Airport Land Use Pattern Vision of this chapter summarizes those findings to 


inform the ultimate land use pattern visioning process. The facility requirements process was critical in 


quantifying facility needs for the PAL 3 planning horizon. 


 


It is important to understand how each alternative would be evaluated prior to proposing them. For this 


reason, a series of high-level evaluation criteria were established before developing alternatives. This 


ensured that each option would be evaluated consistently against one another using relevant measures, 


and that all concepts were looked at critically throughout the process. This also allowed a better 


understanding of the associated benefits and challenges of each option. These evaluation criteria are 


described in Section 4.3 Alternative Concepts Evaluation Criteria. 


 


Before considering possible development options, it was necessary to establish the basic ground rules and 


guiding principles of how future land use patterns should be organized. No development should take 


place without a well formulated vision for how airport land use patterns should be organized at ultimate 


build-out. This visioning process seeks to organize land use patterns efficiently and make use of finite 


areas of land in a way that sustains a functional and self-sufficient airport to stimulate regional economic 


growth. This analysis must be limited to areas which do not create airspace obstructions or cause 


environmental impacts that cannot be mitigated. Section 4.4.2, Airport Vision and Goals of this chapter 


will discuss the process and rational for how stakeholder agreement was reached on the ultimate airport 


land use pattern vision. 


 


After agreement was reached regarding the vision for an ultimate airport land use pattern, the alternatives 


development process evaluated facility needs over the PAL 3 planning horizon. It was crucial that any 


preferred alternative be consistent with, and move incrementally toward, achieving the ultimate land use 


pattern vision. Evaluation of each option against the established set of criteria helped identify associated 


benefits and challenges. Once the alternative development options which were consistent with the land 


use pattern vision were evaluated and refined, a preferred alternative was selected. 


 Alternatives Design Charrette 


After presenting, refining, and vetting the facility requirements analysis per stakeholder feedback, the 


alternatives development process began by holding a multi-day design charrette consisting of the airport 


master planning team and Eugene Airport management. The goal of this charrette was to explore ultimate 


land use pattern concepts and alternative development options through PAL 3 (Steps 4 and 5 from 


Section 4.2.1, Steps in the Alternative Development Process). The charrette took place over 3 days and 


was managed by a facilitator to encourage full participation. This contributed to the inclusion of a broad 


range of perspectives. The topics included all facilities associated with airfield, commercial terminal, 


landside/roadway, and aviation support. The result of that charrette was a myriad of alternative options to 
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be brought forward for discussions with the Technical and Community Advisory Committees. Using the 


feedback from Advisory Committee meetings, the best alternative elements concept were then 


incorporated into a preferred future development option. 


 ALTERNATIVE CONCEPTS EVALUATION CRITERIA 


Throughout the alternative development process, evaluation was performed based on guidance provided 


from a combination of Eugene Airport visioning goals and general airport planning criteria. At a high level, 


each concept was evaluated against the following criteria: 


» Operational safety and public safety 


» Operational efficiency 


» FAA airfield design standards for critical aircraft 


» Target user groups needs met (Airfield - commercial vs GA) 


» Resolution of current issues 


» Appropriate level of service is provided (pedestrian and vehicular) 


» Long-term facility requirements are met 


» Ease of implementation 


» Costs (capital and operating) 


» Flexibility and future expansion potential 


» Public and tenant operational impacts 


» Environmental impacts and sustainability 


 ULTIMATE AIRPORT LAND USE PATTERN VISION 


Prior to solving immediate facility needs and directing development throughout the PAL 3 planning 


period, an airport must have an ultimate land use pattern vision in place to strive toward. The intention of 


this vision is to guide decision making over the life of the Airport, regardless of current leadership, and 


maintain continuity in airport growth which better serves the community and minimizes costly counter-


productive development. The process of formulating this vision began by evaluating existing land use 


patterns at the Airport and reviewing Eugene Airport visioning goals established early in the pre-planning 


process. Then a review of FAA Regulatory and Advisory Circular dimensional criteria (e.g. FAR Part 77, AC 


150/5300-13A, etc.) limitations and environmental considerations was performed. Case studies of 


comparable airports were also researched to gain insight on how other airports had approached similar 


land use pattern challenges. The following sections describe the process of developing this ultimate land 


use pattern vision. 
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 Existing Airport Land Use Patterns 


Defining and evaluating existing airport land use patterns began early in the master planning process 


during the inventory of existing conditions. A categorical summary of existing land use patterns is shown 


in Figure 4-2. A number of important conclusions were drawn during the facility requirements analysis 


including: 


1. General aviation facilities are dispersed across multiple location at the airport. 


2. The general aviation facilities/community is separated by the commercial terminal operations and 


should be consolidated away from this conflicting use. 


3. The taxiway system is made up of remnants of a previous runway configuration and simplification 


of this system would open up prime real estate for higher and better uses. 


4. The commercial terminal and associated landside/roadway system is oriented to a previous 


airfield configuration and therefore utilizing available land inefficiently. 


5. Charter operations are lacking essential ancillary amenities such as adequate parking and 


roadways capable of serving large buses. 


6. Airport maintenance facilities are taking place in buildings not designed to meet that intended 


purpose and not located in the most operationally efficient location. 


7. Lane Aviation Academy flight school would be best served located near Runway 16L-34R, which is 


optimally designed and suited for general aviation training operations. 


8. The fuel storage is located in an unsecure area away from the primary users on the General 


Aviation South Ramp. 


 


FIGURE 4-2 


EXISTING AIRPORT LAND USE PATTERNS 


 
Source: RS&H Analysis, 2017 
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 Airport Vision and Goals 


The pre-planning phase of airport master plan included the formation of an airport vision, goals and 


objectives, identification of special emphasis areas, and the establishment of a public communication 


program. Visioning and goal setting involved collaboration with Airport staff, the Technical Advisory 


Committee and the Citizen Advisory Committee. The results of that process provided documentation of 


the unique challenges faced by Eugene Airport and, subsequently, important focus areas that should be 


examined closely during the overall master planning process. 


 


The vision for the airfield included developing runways capable of serving the entire fleet mix; a simplified 


taxiway system that improves pilot orientation and reduces the amount of maintenance-intensive 


pavement; centralized deicing facilities that allow for aircraft departures within allowed holdover times; 


aircraft engine run-up capabilities at the south end of Runway 16R-34L; elimination of FAA hotspots; 


reducing interfaces between general aviation and commercial operations; consolidating and grouping 


airport land use patterns by similar function; a properly located fuel farm that ensures security and 


accessibility; appropriately allocated apron space to meet airline peak hour and remain-overnight (RON) 


aircraft parking needs; ATCT line-of-sight issue correction; consideration for emergency facilities during 


natural disasters; and exploration of potential spaceport licensing. 


 


Visioning for airspace considered integration of drone operations, resolution of RPZ control and 


ownership issues, tools to inform public of newly implemented RNAV approaches, and protection of Part 


77 surfaces. 


 


Landside/roadway visioning identified priorities related to safety, demand, flexibility, and customer level of 


service for rental car facilities, airport access roads, public parking, curb-front roadways, and the terminal 


loop road. Several specific landside issues included eliminating the left-hand turn into the terminal; 


parking and rental car facilities; reducing congestion at terminal curb roads; allowing expansion of rental 


car quick-turn-around (QTA) facilities; accommodating expansion of parking facilities to meet rapidly 


growing demand; considering options for a future parking structure; identifying opportunities for a cell 


phone waiting lot; connecting the north and south portions of the airfield via a vehicular access road 


under Taxiways M and C; and preserving landscaping. Additionally Greenhill Road was recognized as 


needing realignment to accommodate future development opportunities.  


 


Visioning for the commercial passenger terminal noted expansion capability for airline ticket office, and 


hold-rooms, future ticket counter expansion; well phased implementation; and “thoughtful planning to 


account for very long-term airport build-out” as a priority. Passenger level of service and energy efficient 


building systems were also noted as priorities. Additionally, consideration was given to service vehicle 


access, a potential Federal Inspection Services facility for international travelers, a dedicated charter 


facility, and integration of a dynamic public art program. 


 


Visions for airport support facilities included the permanent provision of necessary administration space, 


FBO facilities to meet future demand, a consolidated air cargo facility (capable of accommodating drones), 


the cohesive and consolidated development of general aviation facilities, examination of ARFF ability to 
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meet response times, a properly located landside airport maintenance facility, and integration of SRE and 


airside maintenance into a campus environment. 


 


FIGURE 4-3 


EUGENE AIRPORT PUBLIC VISIONING MEETING HELD MAY 2016 


 
Source: RS&H, 2016 


 


The Airport’s vision for land uses surrounding the airport was organized around promoting the protection 


of airport-compatible land uses within the Lane County defined Commercial Airport Safety Combining 


Zone to ensure off-airport land use compatibility for communities surrounding the Airport. This vision 


could be fulfilled in part through the strategic acquisition of appropriate parcels. Additionally, the 


establishment of a Foreign Trade Zone (FTZ) could benefit the local economy. FTZ’s are secure areas 


under Customs and Border Protection (CBP) supervision where merchandise can be imported prior to 


formal entry and duty payment. FTZ’s provide more competition with foreign alternatives by reducing or 


delaying duty payments of foreign merchandise and streamlining customs procedures. 


 


Environmental and sustainability visioning introduced many concepts including continued reasonable 


habitat protection; minimizing impacts to streaked horned lark; minimizing impacts to wetlands; 


minimizing noise impacts; containment and collection facilities to manage used deicing fluids; 


implementing oil/water separators in targeted locations; conversion of drainage ditches to curb and 


gutter along access roads; implementation of a recycling program to meet the city’s vision; introduction of 


solar and wind energy technology; powering stations for electric vehicles; and implementation of a 


Voluntary Airport Low Emissions (VALE) program to replace equipment using traditional fossil fuels with 


clean energy alternatives. 


 


The financial vision for the Airport seeks development of a standard leasing structure that would enhance 


the goal of opening new development areas. This vision statement includes promoting new types of 


aviation related developments that presently do not exist at the Airport (such as maintenance/repair and 


overhaul (MRO) facilities or unmanned aircraft systems (UAS)), and creative non-aeronautical revenue 


streams that maximize opportunities outside of the air operations area (AOA). Other financial visions 


involved the identification of new funding streams, maintaining a cost-per-enplanement (CPE) below 
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$8.00, and maintaining financial sustainability by remaining debt-free in spite of any rising maintenance 


and operations costs. 


 


Finally, airport visioning identified the strategic location of IT and telecommunication trunk lines and the 


existing Hollis area as a “build-ready” asset, being already equipped with infrastructure to attract high-end 


aeronautical development. 


 FAA Airspace and Environmental Limitations 


Development at any airport faces prohibitions, limitations, or additional procedural requirements when it 


lies within an FAR Part 77 protected airspace surface or a wetland area. FAR Part 77 surfaces are defined 


to promote air safety and the efficient use of airspace. These surfaces limit and identify potential 


obstructions to air navigation. These limitations include, among others, those identified in Figure 4-4 as 


Building Restriction Lines (BRLs) and approach surfaces. The BRLs show the maximum height of any 


vertical obstruction, progressing from the 20 foot height restriction line closest to the runway edge, to the 


50 foot height restriction furthest from the runway edge. It is important to consider any object height 


which will be present within the BRL area, even if temporary, and particularly the tails of aircraft parked 


near or within any protected surface areas. Approach surfaces are dependent upon the type approach 


(visual or instrument) serving the runway, ultimately limiting locations and heights of obstacles within the 


approach surface area. Any obstruction within these protected surfaces, whether permanent or temporary, 


is subject to the FAA Form 7460 obstruction evaluation process. Proposed alternative concepts will take 


caution not to impact these protected surfaces. 


 


Wetlands are protected by the Environmental Protection Agency (EPA) of the federal government under 


the Clean Water Act of 1972 (CWA) and the National Environmental Policy Act of 1969 (NEPA). The CWA 


serves to protect wetlands from pollutants and adverse impacts to surface water quality. NEPA serves as a 


tool to inform and involve the public in any development decisions which carries significant impact to the 


natural environment, such as waters and wetlands. The wetland inventory undertaken by Eugene Airport 


in the spring of 2016 (see Chapter 1, Inventory) identified wetland “delineation areas” to help the Airport 


understand areas which may carry additional regulatory requirements during future development 


activities. The EPA serves to enforce CWA and NEPA compliance within wetland “determination areas”. 


The distinction between “delineation” and “determination” is an important one, as the undertaken study 


served to inform the Airport of areas where additional procedural requirements, such as an environmental 


assessment (EA) and wetland mitigation efforts may be required, therefore adding time and cost to any 


project. However, no jurisdictional determinations where made during this study. All projects funded by 


federal grants which take place in determined wetlands, as determined under jurisdiction of the U.S. Army 


Corp of Engineers District Office, would require the EA process and permits authorizing proposed 


development alterations under Section 404 of the CWA. All FAA approach surface areas and land which 


may have potential wetland impacts are identified in Figure 4-4. 


 







A I R P O R T  D E V E L O P M E N T  A L T E R N A T I V E S  


 


EUGENE AIRPORT MASTER PLAN 4-10 


FIGURE 4-4 


FAA AIRSPACE AND ENVIRONMENTAL LIMITATIONS 


 
Source: RS&H Analysis, 2017 


 


 Airport Property Land Use Pattern Vision 


Envisioning the airport land use patterns at ultimate airport build-out is a critical step to building airport 


development alternatives through PAL 3 and beyond. The useful life of any airport extends long beyond a 


20-year master planning period, making the vision for the ultimate land use pattern an essential factor 


driving the development of the 20-year plan and its associated Capital Improvement Program (CIP). Like 


the airport master plan, the ultimate land use pattern should be continually reviewed for fitness, and 


adjusted as appropriate to meet the evolving airport vision. 


 


The vision for the ultimate airport land use pattern, shown in Figure 4-5, seeks to take advantage of 


optimal locations within the envelope of current and future airfield layouts to provide highest and best 


land use patterns, maximum operational safety, and operational time and cost efficiencies. Significant 


features of the vision are described below. 


 


The vision affirms that vehicular access to terminal and landside facilities should remain at the south end 


of the Airport; however, ultimate road access beyond the airport boundary was not considered since it is 


more appropriate to coordinate with state and local transportation planning departments under separate 


community planning efforts. General aviation facilities, including corporate hangars, are located at the 
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north end of the airfield, allowing separate landside access and preventing the mixing of general aviation 


on the roads. This also prevents the mixing of general aviation and commercial aircraft on the airfield. Air 


cargo facilities are planned to remain at their existing location at the south end of Runway 34L, allowing 


efficient runway access and potential to have separate roadway access from commercial travelers. The 


commercial terminal holds a prominent midfield position, emphasizing the primary role of the airport to 


serve commercial passenger activity and the importance of expediting commercial aircraft travel while 


providing passengers with the highest level of service throughout all elements of the Airport: landside, 


terminal, and airfield. East General Aviation Ramp (EGAR) facilities are programmed to remain in place 


during the planning period, with limited or no expansion, until such a time that commercial terminal 


facilities begin to require expansion into that area. By that time, EGAR facilities will most likely have 


exhausted their useful life and be primed for replacement in the northern general aviation area. Airport 


support facilities hold a strategic location central to the airfield, north of Taxiways C and M. The support 


facilities are separated from commercial airline activities, with space to build upon the existing campus 


facilities and provide prompt response to airside maintenance and during snow event. Land is reserved for 


aeronautical or non-aeronautical commercial/industrial uses east of Runway 16L-34R along the Greenhill 


Road corridor and space for an airport hotel is preserved along the State Highway 99 corridor. Land for 


future aviation use should be preserved west of Runway 16R-34L but programmed and developed only 


after the runway infield land is fully built-out to allow future master plan studies the opportunity to assess 


the need for further long-term future development. 


 


FIGURE 4-5 


ULTIMATE AIRPORT LAND USE PATTERN VISION 


 
Source: RS&H Analysis, 2017 
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 DEVELOPMENT ALTERNATIVES 


With an ultimate land use pattern vision in place, alternatives brought forward throughout this process 


should work toward incrementally and strategically achieving that ultimate vision. Analysis began with 


airfield alternatives, the primary leading element, and moved into the passenger terminal building as the 


secondary leading element, followed by the terminal apron system, the landside/roadway system, and 


aviation support facilities, all of which are trailing elements. 


 Airfield Design 


The airfield is the leading element in airport planning as it is highly dictated by terrain, predominant wind 


patterns, and the aircraft fleet mix which it serves. Additionally, airfield design is guided by defined FAA 


standards, guidance, and best practices which support its role as the primary leading planning element. 


The Eugene Airport runways are well designed to service the unique mix of aircraft which use them and 


are the driving factor for designing the supporting taxiway configuration. The following sections briefly 


review key issues for the airfield system, propose a conceptual solution to meet current/future needs 


based on FAA design standards and industry best practices, and analyze each option against established 


evaluation criteria. 


4.5.1.1 Key Issues and Items for Consideration 


The facility requirements analysis identified airfield facilities which were deficient in meeting PAL 3 


demand. The following airfield facilities require the development of alternative concepts: 


» Runways 


 Runway system, as it exists, meets the needs over the planning period 


 RPZ intrusions to Runway 16L and 16R require resolution to meet FAA guidance 


» Taxiways 


 Major improvements are needed to simplify the airport taxiway system to improve pilot 


orientation, bring it up to modern FAA design standards, eliminate unnecessary 


maintenance-intensive pavements, and address inefficient locations for taxiway 


connections to Runway 16R-34L 


» Hotspot at Taxiway A-A8-A9 


 A8 bypass taxiway connector slated for removal (Summer 2017) 


 


The most critical leading element for the airfield is the runway system. The runway system at Eugene 


Airport is a parallel configuration separated by 4,300 feet allowing enough capacity for aircraft operations 


beyond the planning period forecast activity levels. Facility requirements analysis supported preserving 


and maintaining both runways to their current design standards without a need for extensions over the 


planning period, however, land at each runway end should continue to be held for extensions which may 


be required beyond this planning period. The two runways at EUG have predominantly distinctive user 


groups; wherein, the east runway is largely used by general aviation pilots and the west runway is the 


primary runway for commercial carriers. Hangar development over the last decade has been generally 


located near the runway that best serves the users of the new hangar. The adjacencies of users to these 


runways must be considered when developing and analyzing alternatives. Alternative options are also 


presented to address the RPZ impacts at the Runways 16R and 16L ends. 
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The taxiway system is second in importance only to the runway system and is designed to meet the needs 


of the aircraft fleet mix using Eugene Airport. Alternative options for the taxiway system relate directly to 


simplifying the taxiway system around the terminal, reducing the amount of pavement requiring 


maintenance, and placing taxiway connectors for Runway 16R-34L in the optimal locations. 


4.5.1.2 Runway System Design 


Facility requirements analysis determined that runway capacity is adequate through the planning period 


and that both runways are necessary and justified to remain through the planning period. Having two 


runways offers multiple benefits by providing redundancy during runway closures due to maintenance 


and snow removal activities; as well as, segregating novice general aviation pilots and slow aircraft from 


the experienced commercial pilots and faster jet aircraft. As shown in Chapter 3, Facility Requirements, 


the RPZ for Runway 16R includes 4.1 acres of land not owned by the City of Eugene and the RPZ for 


Runway 16L contains 9.6 acres of land not owned by the City of Eugene. 


 


It is recommended that the Airport purchase the 4.1 acres of land intruding into the Runway 16R RPZ in 


order to keep it clear of obstructions. Power lines exist on this land and are slated to be relocated 


underground by the Emerald People’s Utility District (EPUD). 


 


The approximately 9.6 acres of land impacting the Runway 16L RPZ, which is not presently owned by the 


City of Eugene, is comprised of several parcels owned by separate property titleholders including Fiddler’s 


Green Golf Course, BSNF Railroad, and State of Oregon (Highway 99). The largest and most critical 


intrusion into the Runway 16L RPZ is the Fiddler’s Green Golf Center located at 91292 State Hwy 99 North. 


This building and the associated structures and parking facilities lie within the 9.6 acres beyond the airport 


property boundary. Many options exist to resolve this issue, which will require eventual resolution 


between the Airport and the property owner in order to meet FAA requirements. The following list 


contains some of the options available to the Airport and property owner to resolve the RPZ intrusion for 


Runway 16L: 


» Acquire an avigation easement over the property 


» Purchase the improved land within the Runway 16L RPZ and perform one of the following 


options: 


 Demolish the improvements (buildings and other obstructions) within the RPZ, or 


 Lease the land and buildings back to the current owners throughout their life or preferred 


occupancy if less, or 


 Relocate the buildings and obstructions outside the RPZ and continue operations. 


» Reduce the runway length to the extent needed to eliminate the RPZ intrusion by permanently 


relocating the end-of-runway. 


» Displace the threshold of Runway 16L to the extent necessary to eliminate the RPZ intrusion and 


shorten the available landing distance on Runway 16L. This would include implementing declared 


distances for runway use. 


» Displace the threshold of the 16L end to the extent necessary to eliminate the RPZ intrusion and 


extend the runway at the 34L end to retain the current available landing distance on Runway 16L. 


» Raise ILS approach procedure minimums from ½ mile to ¾ mile. 
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Table 4-1 shows a list of the options and the associated benefits, challenges, and high-level relative cost. 


Each option assumes full RPZ ownership and control by the Airport. Many alternatives exist but the 


underlying key to resolving the RPZ issue is the continuation of the ongoing conversation between the 


Airport and the property owner. It is recommended that the Airport pursue an option which acquires the 


land through an arrangement that balances the needs of both parties. The impact of displacing the 


Runway 16L threshold has not been thoroughly studied, however, it is certain to have less than 


satisfactory impact to safe and efficient operations for both commercial and general aviation users. 


 


It should be noted that type of Runway Protection Zone impacts created by the rights-of-way including 


Highway 99, Greenhill Road, and the BSNF railroad line are common occurrences for airports in the United 


States. FAA guidance on RPZ control was updated in 2012 and considered these impacts as 


“grandfathered” and acceptable under the condition that they existed prior to the guidance update and 


are not modified or expanded in the future. Expansions to these rights-of-way are not in the 2017-2021 


Lane County Capital Improvements Program and any need for Lane County to expand capacity of relocate 


these rights-of-way should would require coordination with Eugene Airport and the FAA. 
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TABLE 4-1 


RPZ ALTERNATIVES ANALYSIS 


 


  


Option Benefits Challenges Relative Cost


Avigation easement • Lowest cost to implement • Airport does not own all land in RPZ


• Prevents future additional impacts but does not 


eliminate existing impacts


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$


Purchase land and demolish 


RPZ impacts


• Immediately resolves critical RPZ 


issues


• Purchase costs of improved land (occupying business)


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$$$


Purchase land and lease back 


for preferred life of occupancy


• Revenue generation until closure • Purchase costs of improved land (occupying business)


• Remains impact until closure


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$$


Purchase land and relocate 


buildings


• Revenue generation until closure • Purchase costs of improved land (occupying business)


• Induces demolition and relocation costs


• Eliminating usable land may reduce viability of golf 


course to draw customers


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$$$$


Displace threshold and shorten 


landing distance


• New runway length of 5,799’ meets 


100% of 12,500-60,000 lbs and 


aircraft >60,000 on 500 mile stage


• Airspace survey may eliminate 


some existing obstructions


• Requires 201' threshold shift


• Landing Distance Available (LDA) reduced to 5,799'


• Requires movement of navigational aids


• Induces construction and pavement painting costs


• Requires airspace survey (Part 77 and TERPS)


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$$$$


Displace threshold and extend 


runway south


• Extended runway adds TORA


• Airspace survey may eliminate 


some existing obstructions


• Requires 201' threshold shift


• Impacts adjacent taxiway system


• Requires movement of navigational aids


• Requires airspace survey (Part 77 and TERPS)


• Induces construction and pavement painting costs


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$$$$


Raise instrument approach 


minimums to 3/4 miles


• Eliminates need to purchase land • Limits categories of aircraft able to use runway and 


potential revenue


• Provides less redundancy for commercial aircraft 


requiring landing


• Requires airspace reconfigurations


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$


Permanently shorten runway • Eliminates need to purchase land


• New runway length of 5,799’ meets 


100% of 12,500-60,000 lbs and 


aircraft >60,000 on 500 mile stage


• Airspace survey may eliminate 


some existing obstructions


• Limits categories of aircraft able to use runway and 


potential revenue


• Provides less redundancy for commercial aircraft 


requiring landing


• Impacts adjacent taxiway system


• Requires movement of navigational aids


• Requires airspace survey (Part 77 and TERPS)


• Requires airspace reconfigurations


• Doesn’t completely solve compatibility issues


(BNSF RR/HWY 99/Green Hill Rd)


$$$


Source: RS&H Analysis, 2017


Note: Lowest Relative Cost ($), Moderate Relative Cost ($$), High Relative Cost ($$$), Highest Relative Cost ($$$$)
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4.5.1.3 Taxiway System Design 


Chapter 3, Facility Requirements determined the taxiway configuration is deficient in meeting various 


FAA design standards and requires reconfiguration. Analysis of taxiway connector locations for Runway 


16R-34L was performed using Runway Exit Design Interactive Model (REDIM) software, determining that 


accommodations for the current and future aircraft fleet mix requires that six taxiway connectors along 


Runway 16R-34L be removed and replaced with three strategically located connectors meeting current 


FAA design standards. 


 


The REDIM process uses data inputs to calculate the utilization of each of the exit taxiways and overall 


Runway Occupancy Time (ROT). These were described in Chapter 3, Facility Requirements. Fleet mix and 


aircraft performance assumptions were required to calculate exit taxiway utilization and runway 


occupancy times, and these same assumptions were carried forward to model optimal locations for the 


future taxiway exit locations. Assumptions used during REDIM modeling are as follows:  


» Runway 16R and Runway 34L have an even number of annual arriving aircraft (50/50 split for 


landing direction of aircraft). 


» The runway surface conditions are evenly split (50/50) between wet and dry. 


» The load factor assumptions used for commercial service aircraft are identical to those made in 


Chapter 2, Aviation Demand Forecast and these load factors influence the aircraft weight upon 


landing by determining number of passengers and weight of payload (bags, cargo, fuel, etc.)  An 


important element of this assumption is the amount of fuel left in the aircraft upon landing, which 


is estimated at 20 percent above the minimum threshold of maximum to meet FAA minimum 


reserve fuel requirements. 


» Weight for small general aviation aircraft is assumed to be 80 percent of maximum landing 


weight. Assumptions are made that the aircraft would depart the Airport with close to the 


maximum allowable fuel for takeoff with the intension of performing training maneuverers for 


two hours, and with two people on board the aircraft. 


» The same pilot behavioral tendencies observed during the field study have been carried forward 


in REDIM analysis. These tendencies include performing short-field landings on Runway 34L and 


landing long on Runway 16R in order to expedite ground movement to the South Ramp area. 


Pilot behavioral tendencies are discussed further in Chapter 3, Facility Requirements. 


 


The REDIM analysis process began by modeling ten exit taxiway locations evenly spaced along the 


Runway 16R-34L. Various assumptions specific to Eugene Airport aircraft operations were modeled under 


these conditions to determine acceptable ranges for potential taxiway connecters. From this, REDIM 


results identified points of high utilization. Modeling best practices show that a range of 75 percent to 80 


percent utilization per aircraft category will identify optimal exit locations. Using these results, the original 


ten taxiway connectors are narrowed down to zones of optimal utilization, repositioned, and reanalyzed 


to refine runway exit locations in a way that best accommodates the diverse aircraft fleet and brings the 


ROT closer to the industry standard of 50 seconds. Modeling revealed that three taxiway connectors (not 


including the end of runway taxiways) are sufficient to meet the needs of the primary use aircraft category 


while maintaining a high utilization and keeping the ROT within industry standards. Those locations are 


shown in Figure 4-6. It is important to understand that the distance from the runway end to the preferred 
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taxiway exit locations is different when approaching from the north than it is when approaching from the 


south. This is primarily due to the tendencies of the pilots desiring to exit the runway as close to the 


terminal, general aviation and FBO facilities as possible. Since the terminal and general aviation facilities 


are closest to the southern portion of the airfield, the taxiway exits would be ideally located at shorter 


distances from the south end of the runway. The areas shaded in green identify ranges of 250 feet from 


the optimal centerline location for acceptable taxiway connectors should practical design not allow for the 


optimal identified locations. As a supplement to REDIM modeling, professional aviation analysis validated 


the locations as being realistic under real-world circumstances. It should be noted that the further the 


taxiway connector gets from the identified location, the less effective it may be in capturing the 


existing/forecast fleet mix. 


 


FIGURE 4-6 


AIRFIELD ALTERNATIVE 


 


Source: RS&H Analysis, 2017 


 


The three defined runway connector taxiways shown in Figure 4-6 are located to optimize the diverse mix 


of aircraft operations occurring at Eugene Airport. Taxiway Connector 1 is located 2,782 feet from the 


threshold of Runway 16R and is anticipated to be utilized by 31 percent of total aircraft exiting the 


runway. Based on the anticipated amount of utilization Taxiway Connector 1 will be the most utilized 


taxiway connector. This taxiway primarily serves the general aviation fleet landing on Runway 16R because 


the distance is tailored to the landing performance characteristics of smaller aircraft categories. These 


aircraft land at lower speeds than larger commercial aircraft and can therefore slow momentum in a much 


shorter distance. The placement of Taxiway Connector 1 allows for efficient access to future facilities 


located to the north as shown in the ultimate land use pattern vision. 
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Taxiway Connector 2 is located 4,564 feet from the threshold of Runway 16R and is anticipated to be 


utilized by 26 percent of total aircraft exiting the runway. The placement of Taxiway Connector 2 is 


optimized to meet the needs of the majority of commercial aircraft currently and forecasted to operate at 


Eugene Airport through PAL 3. Additionally, the location of Taxiway Connector 2 provides commercial 


pilots with an efficient taxi route to the existing terminal building from both landing directions. The same 


would remain true under proposed terminal alternative development options to be discussed later in this 


chapter. 


 


Taxiway Connector 3 is located 5,997 feet from the threshold of Runway 16R and is anticipated to be 


utilized by 21 percent of total aircraft exiting the runway. This taxiway location is optimized to meet the 


needs of the majority of small general aviation aircraft landing on Runway 34L with landing rolls under 


2,000 feet. The location allows general aviation pilots to exit the runway in a location directly adjacent to 


facilities presently located on the South Ramp, reducing overall runway occupancy time. During inclement 


weather, Taxiway Connector 3 benefits commercial aircraft landing on Runway 16R who are unable to 


slow in time for Taxiway Connector 2, and like Taxiway Connector 2, the placement allows quick access to 


the existing terminal apron. Additionally, all proposed runway exits are designed to meet FAA airfield 


design standards by eliminating direct runway-apron access and eliminating non-standard “high-speed” 


exit angles. 


 


Though the placement of the proposed taxiways are modeled for optimization under current and 


forecasted conditions, unanticipated variables may require a connector to shift from its proposed location 


during the design process. The acceptable ranges are each 500 feet wide, 250 feet from centerline to edge 


of acceptable range. Table 4-2 summaries the proposed location of the taxiway centerline relative to the 


end of Runway 16R. It also shows acceptable location ranges, projected percent utilization, and the 


primary user group for the taxiway connector. 


 


TABLE 4-2 


REDIM ANALYSIS CONCLUSIONS 


 


 


With the construction of the proposed Runway 16R-34L taxiway exits, the existing non-standard exits can 


be removed. For Runway 16R-34L these exits include A3, A4, A5, A6, A7, and A8. Additionally, Taxiway B3 


and Taxiway R should be removed to eliminate direct apron/parallel taxiway access to Runway 16L-34R. 


Taxiway 
Location from 


Runway 16R (ft.)


Acceptable 


Range (ft.)


Percent 


Utilization


Primary User 


Group2


Taxiway A1 and A21 37 N/A 15% N/A


Taxiway Connector 1 2,782 2,532 - 3,032 31% GA


Taxiway Connector 2 4,564 4,314 - 4,814 26% Commercial


Taxiway Connector 3 5,997 5,747 - 6,247 21% GA


Taxiway A9 7,972 N/A 7% N/A


Source: RS&H Analysis, 2017


1Taxiway exit data combined due to proximity for exiting aircraft.
2Proposed taxiway locations serve all aircraft within the fleet. 
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All taxiways proposed for removal are shown in red on Figure 4-6. At the time of this writing, Taxiway A7 


and A8 are already in the process of being removed. 


 


In addition to the main runway connectors, overall taxiway system deficiencies to and from the runways 


must be addressed to simplify, standardize, and optimize to entire airfield system. Figure 4-6 shows 


REDIM modeling results of where taxiway pavement surfaces can be eliminated and locations where 


replacement connectors are recommended to be added. Parallel Taxiways A and B should be preserved 


along with midfield Taxiway C. Taxiway M is proposed to be extended in the long-term to allow two-way 


traffic flows between the parallel runways. All taxiways are recommended to be designed to meet ADG 


III/TDG 5 design standards with the exception of Taxiway M, which can remain in its current design 


category (ADG III/TDG 3) through PAL 3. Under PAL 3 demand levels, Taxiway C is adequate to meet the 


most demanding commercial operations between the two runways, while Taxiway M serves ADG III/TDG 3 


aircraft when necessary. It is critical, however, to preserve adjacent land south of Taxiway M to allow 


potential future expansions up to ADG III/TDG 5 design standards beyond the planning period. 


Additionally, Taxiway R provides direct runway-to-apron access via B3 and therefore is recommended for 


removal and replacement as necessary to the north. Taxiway B2 leads directly onto Runway 16L-34R from 


Taxiway C and is recommended for relocation directly to the north to avoid potential runway incursions. 


Although Taxiway B2 does not violate FAA design standards, eliminating direct access to Runway 16L-34R 


would meet the core principles of the FAA design standards and improve safety. 


 


The infield taxiway system, shown in yellow in Figure 4-6, is primarily the result of adaptive reuse of 


pavement from historic runway configurations. Some of the infield taxiways (Taxiway D and portions of 


Taxiway P) could be removed immediately to minimize unneeded pavement and improve pilot 


orientation, while other portions of the infield taxiways should be modified and incorporated into the 


ultimate taxiway configuration as funding becomes available or as required by the growth of midfield 


commercial facilities. New connections from the existing terminal apron to Taxiway A and Taxiway M are 


not discussed at this time since they are integral to how the terminal will be configured.  


 


Recommendations for reconfiguration of the infield taxiways will be specified in the preferred future 


development and implementation sections. These elements of the taxiway system are trailing elements 


driven by the preferred terminal development concept which will be defined in Section 4.6.4, Preferred 


Airfield Infield Development, of this chapter. For these reasons, infield taxiways are shown as “infield to 


reconfigure” in Figure 4-6. No matter where infield connections are made to Taxiway A or Taxiway M, 


best practices dictate the predominant north-south and east-west configuration be used and current FAA 


design guidance will define limitations on placement. It is important to note that the preceding REDIM 


analysis defines acceptable ranges for the placement of Runway 16R-34L and no apron-Taxiway A 


connection can be placed in a way which allows direct access to that newly defined runway connector. 


4.5.1.4 Airfield Design Evaluation 


In the instance of the Eugene Airport airfield, multiple variations for airfield development have not been 


created as the driving design factors (predominant weather patterns, terrain, aircraft fleet mix, airfield 


capacity, FAA design standards, and REDIM modeling) leave little room for interpretation in design 


options. Instead, the optimal design as described throughout Section 4.5.1, Airfield Design, will be 


carried forward to the preferred development option and used to help constrain potential locations for 
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other airport facilities. The following bullets describe how the proposed airfield design accomplishes all 


evaluation criteria goals: 


» Improves operational and public safety through modern FAA design guidance 


» Maximizes operational efficiency within FAA design standards 


» Responsibly meets FAA airfield design standards for critical aircraft without overdesign 


» Each movement area effectively serves appropriate target user, whether commercial or GA 


» Taxiway simplification resolves current airfield over-complexity issues 


» Retains or improves level of service for passengers (commercial passengers and GA users) 


» Meets long-term facility requirements and ultimate land use pattern vision 


» Implementation can be phased to eliminate or reduce operational impacts 


» Capital costs are eligible for federal AIP funding and operating/maintenance costs are reduced 


through airfield simplification 


» Offers high degree of flexibility and potential to accommodate future expansion 


» Public and tenant operational impacts are minimal due to relative ease of implementation 


» Environmental conditions are improved through reduction of impervious surfaces which in itself is 


more sustainable in over the long-term 


 Passenger Terminal Alternatives 


The passenger terminal building at a commercial service airport is essential and second in importance 


only to the runway and primary taxiways of the airfield. In fact, the location and orientation of the 


commercial terminal drives the location of multiple components of overall airport design, including minor 


taxiways and taxilanes, much of the landside/roadway system, and to a lesser extent, many of the aviation 


support facilities. The following sections will briefly discuss the analysis of key issues for the passenger 


terminal building, propose a variety of alternative concepts to meet current/future needs, and appraise 


each option against established evaluation criteria. 


4.5.2.1 Key Issues and Items for Consideration 


The facility requirements analysis identified several functional areas which were space-deficient through 


PAL 3, resulting in a reduced customer level of service. These areas include the following: 


» Airline space: 


 Departure lounges 


 Ticketing 


 Outbound baggage 


 Airline administration space 


» TSA space: 


 Check baggage screening 


» Public circulation space 


 


To meet these identified needs, PAL 3 needs justify the expansion of the departures/ticketing area of the 


terminal and a new or expanded secure-side concourse/departures lounge area. 
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4.5.2.2 Passenger Terminal Alternatives 


The process of forming passenger terminal expansion alternative concepts resulted in the creation of 


various “families” of solutions. These alternatives focus on accommodating terminal needs beyond the 


planning period with consideration to how the terminal would develop incrementally to meet PAL 1, 2, 


and 3 needs. The concourse expansion alternative families of solutions include the following: 


» Terminal Family 1 – Expand secure-side space to the south. 


» Terminal Family 2 – Expand secure-side space to north but reorient terminal in-line with the 


airfield configuration 


» Terminal Family 3 – Expand secure-side space to the north in the same orientation as the 


existing terminal building 


» Terminal Family 4 – Building new terminal and landside facilities on a greenfield site north of 


Taxiway C. 


 


As these concepts developed throughout the design charrette process, they were evaluated against the 


relevant criteria and the ultimate land use pattern vision established earlier in this chapter. Benefits and 


challenges to each were analyzed and used to carry forward the three most promising alternatives for 


stakeholder review. The following exhibits summarize the conclusions of that analysis. 
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Terminal Family 1 – Option 1 


 
Source: RS&H Analysis, 2017 


 


Terminal Family 1 – Option 2 


 
Source: RS&H Analysis, 2017 


  


South linear concourse existing alignment 


Benefits: 


» Makes use of existing Concourse B. 


Challenges: 


» Cuts off existing GA development 


from airfield. 


» Encroaches on Atlantic FBO in near-


term. 


» Cannot operate as a dual-sided pier 


without immediately and severely 


impacting existing GA facilities. 


» Limited clearance to Part 77 surfaces. 


South pier existing alignment 


Benefits: 


» Makes use of existing Concourse B. 


Challenges: 


» Concourse length is greatly limited by 


existing and future airfield facilities. 


» Growth impacts existing GA facilities. 


» Encroaches on Atlantic FBO in near-


term. 


» Limited clearance to Part 77 surfaces. 
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Terminal Family 2 – Option 1 


 
Source: RS&H Analysis, 2017 


 


Terminal Family 2 – Option 2 


 
Source: RS&H Analysis, 2017 


 


Terminal Family 2 – Option 3 


 
Source: RS&H Analysis, 2017 


Reorient north via Concourse A expansion 


Benefits: 


» Reorients terminal to airfield 


maximizing land use efficiency. 


» Allows dual-sided concourse with 


minimal or no impact to existing GA 


facilities. 


Challenges: 


» Potential impacts to gate availability 


and operations during construction. 


Reorient north via new concourse 


Benefits: 


» Reorients terminal to airfield 


maximizing land use efficiency. 


» Enables reuse of land currently 


holding dilapidated buildings. 


Challenges: 


» Requires demolition of buildings with 


known environmental hazards and 


intrudes upon GA hangars 


Reorient north via new concourse modified 


Benefits: 


» Reorients terminal to airfield 


maximizing land use efficiency. 


» Enables reuse of land currently holding 


dilapidated buildings. 


Challenges: 


» Requires demolition of buildings with 


known environmental mitigation 


requirements and intrudes upon 


existing GA hangar development. 
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Terminal Family 3 – Option 1 


 
Source: RS&H Analysis, 2017 


 


Terminal Family 3 – Option 2 


 
Source: RS&H Analysis, 2017 


 


Terminal Family 3 – Option 3 


 
Source: RS&H Analysis, 2017 


North pier existing alignment 


Benefits: 


» Enables reuse of land currently 


holding dilapidated buildings. 


» Mostly avoids near-term impact to 


existing GA facilities. 


Challenges: 


» Continues inefficient land use pattern 


over life of airport. 


North linear concourse existing alignment 


Benefits: 


» Enables reuse of land currently 


holding dilapidated buildings. 


» Avoids impact to existing GA facilities 


in near-term. 


Challenges: 


» Requires relocation of various facilities. 


» Dual-loaded concourse impacts 


landside facilities. 


North pier “turning the corner” alignment 


Benefits: 


» Enables reuse of land currently 


holding dilapidated buildings. 


Challenges: 


» Requires more land area than other 


options and doesn’t make the most 


efficient use of land available. 


» Long walking distances from terminal 


to ultimate northeast concourse 
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Terminal Family 4 – Option 1 


 


Source: RS&H Analysis, 2017 


 


High level review of benefits and challenges for each terminal concept allowed them to be narrowed 


down to the three best alternatives on which further analysis could be performed. Family 1 options proved 


unfeasible as both options run contrary to the vision for the ultimate land use pattern, develop in a way 


that would quickly impede existing general aviation and FBO activities, intrude upon FAA Part 77 surfaces, 


and have limited future expansion potential. Analysis of Family 2 options demonstrates conformance to 


the ultimate land use pattern vision, shows potential in developing feasible implementation strategies, 


offers the least impact to the highest functioning general aviation facilities, and begins the process of 


aligning the terminal environment with leading airfield facilities. Options shown in Family 2 are all capable 


of achieving a building reorientation and demonstrate flexibility and a variety of paths toward 


achievement. Family 3 options also conform to the vision for the ultimate land use pattern, have high 


potential for the least disruptive implementation, and have the least impact to the highest functioning 


general aviation facilities. Finally, Family 4 offers new facilities built on a midfield greenfield site north of 


Taxiway C, however, this option is being eliminated based upon estimated capital expenditures which are 


projected to exceed the Airport’s financial abilities over the next 20 years. 


 


Three concepts were carried forward and refined for stakeholder feedback as shown in Figures 4-7, 4-8, 


and 4-9. The first alternative concept, shown in Figure 4-7, provides a new concourse to the north 


stemming from a point beyond the existing security screening facilities, growing toward an ultimate 


concourse configuration and a new terminal in-line with the existing terminal orientation. The second 


alternative concept, shown in Figure 4-8, also expands concourse facilities north from a point beyond 


security screening but turns new concourses at an angle which begins to “turn the corner”3 of building 


orientation and leaves additional apron space between concourses for future uses yet to be determined. 


The last alternative concept, shown in Figure 4-9, begins reorienting terminal facilities by expanding the 


existing Concourse A to the north, ultimately allowing space for the development of a new replacement 


terminal connected to a multiple-pier layout oriented around airfield facilities. 


                                                      
3 “Turning the corner”, in this context, refers to the gradual reorientation of the terminal concourses as new connecting concourses 


are built to allow the final northeast concourse to align with the airfield. 


New construction greenfield terminal 


Benefits: 


» Completely new building design could 


resolve facility issues and program 


future areas of growth. 


Challenges: 


» Requires complete replacement of 


existing terminal and landside facilities 


» Large capital expenditure required 


» Requires significant utility 


improvement investments 







A I R P O R T  D E V E L O P M E N T  A L T E R N A T I V E S  


 


EUGENE AIRPORT MASTER PLAN 4-26 


Certain assumptions were made during the alternative concept development process to ensure every 


option was evaluated consistently. These assumptions include the following: 


» Provide 800 feet of separation between parallel concourses. 


» Provide dual-loaded concourses with dimensions assumed at ultimate size (900 feet x 100 feet). 


» Allow 250 feet of space from building face to VSR lanes. This allows adequate room for jet 


bridges, ground service equipment, ADG III aircraft parking, and exterior VSR lanes, with a suitable 


degree of buffer space. 


» Dual ADG III/TDG 5 taxi lanes with 300 foot separation between VSR lanes. 


» Building Restriction Lines (BRLs) at the 50 foot contour and taxiway object free areas (TOFA) were 


identified and analyzed as limiting factors for each concept. 


» General degree of enabling project costs and potential for environmental assessments are 


acknowledged at this stage of conceptual alternatives development but not analyzed to a rough 


order-of-magnitude. 


» Critical aircraft shown on each option is the B737-900W. 
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Terminal Alternative #1 begins directing terminal development toward an 


ultimate build-out vision of dual-loaded concourse space in-line with the 


existing Concourse A. Planning period development is directed toward an 


ultimate vision where parallel piers are spaced to allow dual taxilanes suitable 


of accommodating the forecast critical aircraft, the Boeing 737-900W. The area 


shaded in solid blue would be built by PAL 3 while beginning to transition the 


building toward its ultimate location. North general aviation facilities would 


eventually be relocated to accommodate the future terminal and concourse 


locations. This option also accommodates potential future construction of a 


parking garage where the rental car ready-return lot currently exists. This 


garage could be designed to be capable of growing in phases to serve both 


terminal locations. The building design would need to consider 


landside/roadway space constraints and accommodate a safe and efficient 


curb roadway. Final build-out of the ultimate terminal and new concourses 


allows the “old terminal” (existing) to be demolished as it enters the end of its 


useful life and replacement facilities are in place to accommodate passenger 


demand. 


 


Benefits: 


» Terminal location aligns with ultimate vision of commercial terminal. 


» Construction can be phased to accommodate passenger traffic with 


minimal impact on current operations. 


» Potential space for centralized deicing facilities exists in the space 


between Taxiway A, Taxiway M, and the end of the future concourses. 


» A parking garage built today could be expanded toward future 


facilities and accommodate current and future needs. 


» Existing structures in the PAL 3 expansion area are dilapidated and in 


need of removal regardless of terminal development. 


Challenges: 


» Spacing for dual taxilanes between Concourse A and the future north 


pier concourse pushes the final build-out close to the future Taxiway 


M taxiway object free area (TOFA). 


» Retaining and continuing the existing terminal orientation is an 


inefficient use of space and retains existing inefficiencies. 


» Structures exist in the PAL 3 expansion area that need to be removed. 


» Tenant and employee parking are impacted and in need or relocation. 


» Landside/roadway systems are impacted requiring substantial long-


term investment to reach the ultimate vision. 


FIGURE 4-7 


COMMERCIAL PASSENGER TERMINAL ALTERNATIVE #1 
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Terminal Alternative #2 begins directing terminal development toward an 


ultimate build-out vision with dual-loaded concourses which “turn the corner” 


to align the final pier with the airfield. Parallel piers are spaced to allow dual 


taxilanes suitable of accommodating the forecast critical aircraft, the Boeing 


737-900W. The solid blue shaded area shows PAL 3 terminal concourse 


expansion. This configuration would continue to expand the existing non-


secure side of the terminal north to accommodate ticketing and bag claim 


facilities. Concourse spacing allows dual taxilanes between piers with plenty of 


additional space for remote hard-stand parking, deicing, GSE parking, and/or 


stormwater management.  


 


Retaining the existing terminal building allows parking garage construction as 


soon as PAL 1 with additional space for appropriately located expansion. The 


landside/roadway system is left in its present configuration, only requiring loop 


road expansion, curb extensions, and construction of parking garages to 


accommodate future parking demand within the loop road. 


 


Benefits: 


» Ultimate build-out allows the retention of existing terminal and 


concourses. 


» Parking garage infrastructure could be built today without fear of 


becoming obsolete under future terminal building arrangements. 


» Landside system could be maintained in its current area requiring 


relatively minimal realignments. 


» Additional space between taxilanes could be used to the Airport’s 


benefit. 


Challenges: 


» This concept takes more land area for commercial terminal activities 


than conceived in the ultimate land use vision. 


» Land area is not used as efficiently and effectively as possible. 


» Without the inclusion of people-movers, walking distances from the 


security checkpoint area to the farthest concourse would be long 


enough to cause customer level of service to suffer. 


 


FIGURE 4-8 


COMMERCIAL PASSENGER TERMINAL ALTERNATIVE #2 
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Terminal Alternative #3 expands Concourse A departure lounges and begins 


the realignment of terminal facilities from the western end of Concourse A. The 


expansion adds departure lounge and gate capacity to meet PAL 3 needs, as 


shown by the area shaded in solid blue. As Concourse A is expanded to the 


north to meet future demand levels, space is made available to construct a 


new terminal building which connects to the concourse. The ultimate 


configuration of the terminal and dual-loaded parallel pier concourses would 


be in alignment with the airfield system and make optimal use of the allotted 


space. Space between the piers is sized to accommodate the critical aircraft, 


Boeing 737-900W, with dual taxilane operations. The East General Aviation 


Ramp (EGAR) area east of the new terminal facility would provide the space 


needed for a third concourse pier at ultimate build-out. 


 


The landside/roadway system would ultimately require realignment for a new 


curb road system to serve the new terminal building. Upon completion of the 


new terminal, the old terminal would require demolition at which time a 


parking garage could be constructed across the curb road from the new 


terminal building. 


 


Benefits: 


» Midfield land is efficiently used to meet the ultimate land use vision for 


the commercial terminal. 


» This concept provides a high customer level of service in both the 


terminal and landside areas. 


» At the dimensions and location specified, space exists between the 


end-of-concourse aircraft parking areas and the Taxiway M TOFA for 


additional concourse expansion or other aviation related service space 


such as centralized deicing. 


Challenges: 


» Expanding the end of Concourse A to realign the terminal orientation 


creates architectural challenges associated with demolishing and 


reconstructing exterior walls that may necessitate an increase capital 


expenditures. 


» Expanding the end of Concourse A eliminates gate availability during 


construction, requiring interim solutions to accommodate air carrier 


parking and passenger departure lounge space. 


» Landside/roadway systems are impacted requiring substantial 


investment to reach the ultimate vision. 


 


FIGURE 4-9 


COMMERCIAL PASSENGER TERMINAL ALTERNATIVE #3 
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4.5.2.3 Terminal Alternatives Evaluation 


Brief descriptions and high-level evaluations of the benefits and challenges for each family of terminal 


alternative concept are shown to the right of the early concept figures. The three most promising 


concepts were evaluated further and outcomes of this evaluation can be seen in Figure 4-10. Terminal 


Alternatives 1, 2, and 3 all identify benefits and challenges resulting from analysis against the established 


evaluation criteria. The description and benefit/challenges summary is shown to the right of each 


alternative concept. 


 


FIGURE 4-10 


TERMINAL ALTERNATIVES EVALUATION MATRIX 


 
Source: RS&H Analysis, 2017 


 


All terminal alternative concepts perform well in resolving current issues and meeting the needs of PAL 3, 


providing operational/public safety, meeting FAA design standards for critical aircraft, providing 


sustainable solutions for facility needs, and allowing for ultimate build-out of the commercial terminal. 


Terminal Concept 3 has an advantage in operational efficiency primarily due to the new orientation of the 


buildings to airfield facilities. Terminal Concept 3 aligns best with the vision for the ultimate land use 


pattern and both Terminal Concept 1 and Terminal Concept 3 hold an advantage in providing a high level 


of customer service inside the terminal building. All concepts are financially feasible, each facing trade-


offs associated with maintaining and rehabilitating an existing terminal building or ultimately demolishing 


and reconstructing a new terminal building. All concepts come with implementation and construction 


phasing challenges but none are superior over others in this area of evaluation. 
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The most significant challenge associated with Terminal Concept #1 is a restriction in its ability to allow 


future expansion potential in a flexible way. This is due to the alignment of the ultimate build out concept 


which extends a concourse northwest to near the TOFA line of the proposed Taxiway M. This proximity 


limits expansion potential from the concourse end and limits aircraft parking pushback abilities. 


Additionally, maintaining the alignment of the existing terminal building directly impacts future 


landside/roadway design requirements. 


 


Terminal Concept #2 faces challenges in efficiently serving target user groups and aligning with the 


ultimate airport land use pattern vision. This concept would require higher investments in people moving 


equipment in the terminal to provide a minimum of LOS C for the proposed ultimate build-out scenario. 


Concept #2 also makes relatively inefficient use of the available land area for commercial terminal 


operations by impeding on land conceptualized for use other than commercial airline service and creating 


large areas between taxilanes which could be better utilized under different configurations. 


 


The primary challenge associated with Terminal Concept #3 is its potential to impact public and tenant 


operations during construction. This is primarily due to the requirement to demolish portions of existing 


Concourse A in order to expand in a manner oriented with the airfield. These impacts can be mitigated 


but would likely be more costly to implement than other alternatives. The proposed location of the 


terminal would complicate its construction and the construction of related landside facilities while 


needing to operate out of the existing terminal facilities. The location of the future terminal could be 


moved further east to minimize these impacts. 


 Landside/Roadway Alternatives 


The landside/roadway system consists of trailing planning elements which are highly driven by the 


orientation and design of the terminal building they serve. As documented in Chapter 3, Facility 


Requirements, growth at Eugene Airport has exceeded the ability of the existing landside facilities to 


meet passenger demand. Likewise, the Airport itself is growing beyond the ability of existing facilities to 


retain the most convenient characteristics of a small airport, the most important of which is a consistently 


high level of service for passengers. Those passenger conveniences, as they relate to landside facilities, 


include plentiful parking close to the terminal and low parking rates for all users. In addition to those, 


Eugene Airport offers its passengers a uniquely high ratio of landscaped greenspace-to-parking surfaces. 


Options for maintaining or reproportioning the greenspace-to-parking ratio will also be addressed in the 


alternatives process. 


 


The following sections will briefly review the analysis of key issues for the passenger terminal building, 


propose a variety of alternative concepts to meet current/future needs, and assess each option against 


established evaluation criteria. The goal of these landside alternatives is to retain and/or improve the 


passenger level of service in a safe and efficient manner all while accommodating the increase in demand 


through PAL 3. 
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4.5.3.1 Key Issues and Items for Consideration 


The facility requirements analysis identified various areas of deficiency through PAL 3, including the 


following: 


» Roads 


 Realign the airport entrance to eliminate left turn from Northrup Drive onto the terminal 


loop road 


» Curb roads 


 Eliminate rental cars exiting the ready-return lot via the inner curb road 


 Reduce overall curb demand through design and/or operational measures 


 Widen the arrivals curb to provide future capacity and level of service 


 Provide additional/appropriate commercial vehicle staging space 


» Parking 


 Accommodate needed short-term parking 


 Accommodate needed long-term parking without use of overflow lot 


 Accommodate needed tenant and employee parking 


» Rental car 


 Expand rental ready-return and service area lots 


 


Northrup Drive, north from Airport Road provides access/egress for the terminal loop road (Douglas 


Drive), employee parking, and North Ramp and EGAR general aviation areas. This mix of uses drives the 


need for a solution to the current passenger entry point for the terminal loop road. Alternatives for this 


issue will address eliminating the need for northbound entering commercial passengers to make a left 


turn against opposing traffic on Northrup Drive. 


 


Analysis and observation of inner curb road operations showed capacity constraints aggravated by long 


curb dwell times during peak hours and by unnecessary bypassing traffic on the inner curb. This is driven 


by cars parked at the curb for extended periods of time, rental car customers passing the curb to leave the 


airport, and some passenger pickups circling the terminal loop road for multiple trips prior to picking up 


arriving passengers. Each of these unnecessary traffic factors will be addressed through physical design, 


operational improvements, and functional programming in landside alternatives. For example, cell phone 


parking lots have proven to reduce curb dwell times at airports across the country and will be considered 


as potential development elements. 


 


Facility requirements analysis revealed that the outer curb road was constrained by lane widths where a 


single lane enters and leaves, as well as by narrow width where prearranged taxis stop. Additionally, 


commercial vehicles would benefit from their own common space to stage vehicles, including taxis, 


shuttles (currently parking in short-term), future transportation network companies, and buses serving 


charter flights. Finally, rental car space deficiencies, locations for optimal operating efficiency and safety, 


and retention of high level of service for customers will be addressed. All of these elements will be 


considered across all alternatives design options. 
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Eugene Airport’s current parking program consists of long-term, short-term, and overflow parking, as well 


as tenant and administrative parking. Alternative development options for parking will consider size, 


location, and various programming schemes to offer development options that can optimize efficiency, 


cost, and customer level of service. 


 


All landside concepts were developed interactively with terminal, airfield, and support services concepts, 


in order to create a cohesive plan for the entire airport. They were developed to address these issues in a 


manner which resolves them in a financially feasible way, through PAL 3, without sacrificing future 


development and growth potential as the Airport moves incrementally toward the ultimate land use 


pattern vision. Additional considerations in the creation of development alternatives include overall plan 


sustainability and concurrence with existing city and county plans/design codes. This consideration was 


particularly impactful in determining the amount of parking spaces provided by a particular alternative 


concept. This will be explained in more detail in the following section. 


4.5.3.2 Landside/Roadway Alternatives 


The process of forming alternative landside/roadway concepts resulted in the creation of four alternative 


development options. Each option contains elements which address the previously listed key issues. These 


elements have the ability to be refined or reorganized (as best as possible) from how they are shown in 


the four development alternatives to create a hybrid solution better suited to meet community 


preferences. 


 


In order to determine the amount of parking spaces provided by each alternative concept, an analysis was 


required to determine how all space within the terminal loop road would be defined. Aside from the 


space required for parking a car, space must be programmed to allow for effective auto circulation, safe 


pedestrian circulation, accommodation of required buildings structures, and integration of 


green/landscaped space. City of Eugene Land Use Code outlines design standards for parking lots, as 


shown in Figure 4-11. Using this local guidance, along with an analysis of existing conditions, and 


consideration to known public sentiment regarding the preservation of green/natural spaces, it was 


determined that each parking stall within the terminal loop road would require a 400 square feet per 


space planning factor. This planning factor accounts for all required elements found within the airport 


parking areas, including the preservation of roughly 16 percent of the total land area within the loop road 


for a landscape buffer extending approximately 50 feet from the edge of surrounding terminal loop roads. 


This planning factor exceeds the typical national average of 300 to 320 square feet-per-parking stall. All of 


the following landside alternative concepts include a table breaking down the projected number of 


accommodated parking spaces based upon the 400 square foot-per-stall standard. 
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FIGURE 4-11 


CITY OF EUGENE PARKING DESIGN STANDARDS 


 
Source: City of Eugene Land Use Code. Information retrieved May 25, 2017.  
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Landside Alternative #1 


Landside Alternative #1, shown in Figure 4-12, expands the perimeter of the terminal loop road, makes 


the entire loop road a one-way roadway, and reduces curb traffic by implementing a new one-way road 


that serves as access and egress for rental cars and public parking, and which provides egress from the 


North Ramp and EGAR areas. 


 


FIGURE 4-12 


LANDSIDE ALTERNATIVE #1 


 
Source: Concept by Curtis Transportation Consulting; Graphic by RS&H, 2017 


 


This alternative converts Northrup Drive into a one-way road beginning at the point where Douglas Drive 


currently meets Northup Drive. Bi-directional travel is maintained south of that location. Airport entrance 


traffic conflicts are resolved through a new stop-controlled southbound intersection. This new intersection 


is located where Northrup Drive currently meets Lockheed Drive. The new intersection directs travel 


southwest through a new one-way road which divides the long-term parking from the Short-term parking 


and rental car areas. General aviation traffic traveling to the North Ramp and EGAR areas is able to 


continue straight along Northrup Drive to the section of road north of the new intersection. This section 


of Northrup Drive maintains bi-directional travel flows. The new bifurcating road which divides the 


parking areas aligns with the existing terminal loop road entry point for long-term parking and continues 


until reaching Douglas Drive, where it offers the option of exiting the terminal loop road or entering 


short-term parking. 
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In this scenario, short-term parking and rental car areas stay in their current locations northwest of the 


new bifurcating road and long-term parking remains southeast. All entrances to rental car, short-term 


parking, and long-term parking are offered along the new roadway, as well as exits from short-term 


parking and rental car. The new road offers the advantage of removing rental car exiting traffic from 


needing to use the terminal inner curb. Under this scenario an additional exit plaza (or credit card 


payment option) is required to be implemented for short-term parking at the location marked “Out” 


along the new road dividing parking areas, as shown on Figure 4-12. This alternative retains the existing 


overflow lot for use when long-term parking reaches capacity4. As with all proposed alternatives, an 


additional lane can be added to the arrivals inner curb roadway and the outer curb roadway is able to be 


widened to dimensions more suitable to accommodate larger commercial vehicles which it often serves. 


Table 4-3 shows the approximate total area and the provided parking spaces for each functional area as 


well as how the parking projections meet PAL 3 requirements. 


 


TABLE 4-3 


LANDSIDE ALTERNATIVE #1 PARKING SPACE PROJECTIONS 


 


 


  


                                                      
4 Given that this concept provides for 20 percent more long-term parking than required for PAL 3, it is not likely that the Overflow 


Low would be used. 


Land Use Land Area (SF)
Projected Spaces 


Provided


PAL 3 Required 


Spaces


Surplus/ 


(Deficiency) 


Short-term Parking 206,000 515 282 233


Long-term Parking 720,000 1,800 1,626 174


Rental Car Ready-Return 102,000 255 184 71


Rental Car QTA 207,000 518 372 146


Total 1,235,000 3,088 2,464 624


Source: RS&H Analysis, 2017
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Landside Alternative #2 


Landside Alternative #2, shown in Figure 4-13, reconfigures the existing Douglas Drive entrance and 


redistributes parking into an hourly parking program, allowing for the expansion of long-term parking 


within the existing loop road area.  


 


FIGURE 4-13 


LANDSIDE ALTERNATIVE #2 


 
Source: Concept by Curtis Transportation Consulting; Graphic by RS&H, 2017 


 


In this concept, entry to the airport terminal loop road is redesigned to create a stop-controlled 


southbound movement along Northrup Drive, allowing free flow for passengers entering the terminal 


loop road. North Ramp general aviation area traffic, tenant and employee traffic, and staging commercial 


vehicles are allowed to continue north along Northrup Drive, unimpeded, past a new raised island. 


Commercial vehicles can then stage upstream from the curb roads, allowing them access to the outer 


curb as needed. This new commercial staging area also accommodates bus parking during the arrival of 


large charter aircraft requiring multiple buses. 


 


Access to long-term parking remains in place as it exists today, however, the long-term parking is 


expanded under a new parking program which allocates space for hourly and long-term parking. This 


configuration requires a shift from the existing short-term/long-term parking program structure. A major 


advantage to the use of hourly parking in place of the existing short-term program is that it can substitute 


for curbside drop-off/pickup facilities. More than 60 percent of Eugene Airport’s parking customers park 
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for two hours or less, so this provides adequate, high-turnover spaces in the closest, most convenient 


location. Like Landside Alternative #1, this concept requires a second exit plaza (or credit card payment 


option) from the new hourly parking area and retains the existing exit plaza location for long-term 


parking. 


 


Rental car facilities remain contained within a single site area and access to/from rental car and parking 


facilities occurs from a new road dividing long-term parking from the hourly and rental car lots which is 


specifically designed to service rental car activity and public parking. Overflow parking would operate as 


needed on the busiest days. As with other landside alternatives, an additional lane can be added to the 


arrivals inner curb roadway and the outer curb roadway can be widened to dimensions more suitable to 


accommodate larger commercial vehicles which it often serves. 


 


Table 4-4 shows the approximate total area and the provided parking spaces for each functional area as 


well as how the parking projections meet PAL 3 requirements. The current parking program at Eugene 


Airport does not have true hourly parking so standards were established in Chapter 3, Facility 


Requirements. This concept shows a slight deficiency in long-term parking because the perimeter of the 


terminal loop road does not get expanded, necessitating the continued use of the overflow parking lot. 


 


TABLE 4-4 


LANDSIDE ALTERNATIVE #2 PARKING SPACE PROJECTIONS 


 


 


  


Land Use Land Area (SF)
Projected Spaces 


Provided


PAL 3 Required 


Spaces


Surplus/ 


(Deficiency) 


Hourly Parking 55,000 138 86 52


Long-term Parking 702,000 1,755 1,822 (67)


Rental Car Ready-Return 112,000 280 184 96


Rental Car QTA 226,000 565 372 193


Total 1,095,000 2,738 2,464 274


Source: RS&H Analysis, 2017
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Landside Alternative #3 


Landside Alternative #3, shown in Figure 4-14, relocates and reconfigures the airport entrance, relocates 


rental car facilities, and reprograms parking space to an hourly/long-term/economy parking program. 


 


FIGURE 4-14 


LANDSIDE ALTERNATIVE #3 


 
Source: Concept by Curtis Transportation Consulting; Graphic by RS&H, 2017 


 


In this concept, the airport terminal entry is relocated further north along Northrup Drive and 


reconfigured to stop-control southbound movement. Two-way traffic is preserved along Northrup Drive. 


Traffic to the terminal area never has to stop or yield as it becomes one-way as it enters Douglas Drive at 


the intersection. 


 


A new one-way entry roadway is provided parallel to the outer curb roadway, feeding the entrances to all 


public parking and rental car return. Rental car facilities are relocated in a consolidated area across the 


curb roads from arrivals/baggage claim and south of the central pedestrian walkway. Due to the closer 


proximity of baggage claim facilities, this arrangement provides optimal level of service for arriving 


passengers who are making use of rental car facilities. This is counter to the configuration found at 


Eugene Airport today which favors passengers dropping off rental cars and accessing airline ticketing on 


the Departures curb end of the terminal building. Passengers returning rental cars are traditionally more 


time-sensitive than arriving passengers which is one underlying factor driving the existing layout location. 


However, due to the relative proximity of rental car facilities on either side of the central pedestrian spine, 
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any deficiency in level of service would likely only be a passenger-perceived deficiency. Passenger 


perception of this location should be an important consideration if this rental car configuration were to be 


implemented. 


 


An hourly parking lot replaces the existing short-term parking lot, but in this concept it is placed at the 


Departures curb end of the terminal building. The arrivals/departures configuration at Eugene Airport is 


currently similar to the configuration found at many other airports in the United States. This parking 


concept’s configuration runs contrary to typical industry practice which favors the higher percentage of 


hourly parkers picking up arriving passengers and meeting them at baggage claim, rather than the smaller 


percentage of hourly parkers who would be dropping off passengers and seeing them to the TSA security 


screening checkpoint. However, no data was found in this master plan to provide definitive indication of 


which function (drop off or pick up) is the greater percentage of those parking for two hours or less. That 


being said, one advantage of this location for hourly parking is the ability to easily share the existing exit 


toll plaza for both hourly and long-term parking. 


 


Long-term parking in Landside Alternative #3 is expanded into land previously used for inlet roads and 


the rental car service area, allowing for long-term parking expansions occupying land within a reasonable 


walking distance to the terminal building. Additional long-term parking is provided in what is presently 


the overflow lot, but is reprogrammed as “economy parking”. Adding this new form of long-term parking 


would necessitate 24 hour shuttle service to/from the lot5. 


 


A commercial vehicle (CV) staging lane is provided to the north of the outer curb allowing convenient 


upstream staging for all commercial vehicles including local transit buses (should that service ever be 


implemented) and charter buses. As with all proposed alternatives, an additional lane can be added to the 


arrivals inner curb roadway and the outer curb roadway is able to be widened to dimensions better suited 


to accommodate larger commercial vehicles. 


 


Airport tenant employee parking and airport administration parking remains in place at the west end of 


Lockheed Drive. In this concept the tenant employee parking lot is marked for “future use”, recognizing 


that it is located in a high-value location near the terminal and will likely ultimately require relocation to 


accommodate higher and better uses. Until that time, it is recommended that the lot remain in place. 


Similarly, as land related to terminal expansion or another priority use is required, it may become 


necessary for administrative parking to be relocated. Until that time, it is recommended that 


administrative parking remain in place as well. 


 


Table 4-5 shows the approximate total area and the provided parking spaces for each functional area as 


well as how the parking projections meet PAL 3 requirements. 


 


                                                      
5 This service was added in October 2017 and is therefore no longer a differentiating factor in this concept. 
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TABLE 4-5 


LANDSIDE ALTERNATIVE #3 PARKING SPACE PROJECTIONS 


 


 


Landside Alternative #4 


Landside Alternative #4, shown in Figure 4-15, relocates and reconfigures the airport entrance through 


the use of a roundabout, retains and expands the rental car facility in its current location, and increases 


the coverage areas of short-term and long-term parking within the boundaries of an expanded terminal 


loop road. It also shows a potential location for a cell phone waiting lot along Northup Drive and 


programs space for future employee/tenant parking. 


 


FIGURE 4-15 


LANDSIDE ALTERNATIVE #4 


 
Source: Concept by Curtis Transportation Consulting; Graphic by RS&H, 2017 


Land Use Land Area (SF)
Projected Spaces 


Provided


PAL 3 Required 


Spaces


Surplus/ 


(Deficiency) 


Hourly Parking 55,000 138 86 52


Long-term Parking 785,000 1,963 1,822 141


Rental Car Ready-Return 89,000 223 184 39


Rental Car QTA 181,000 453 372 81


Total 1,110,000 2,777 2,464 313


Source: RS&H Analysis, 2017
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In this concept, the airport entry is relocated further north along Northrup Drive at the existing Northrup 


Drive-Lockheed Drive intersection and reconfigured to a roundabout. Analysis of demand levels suggests 


that, through the planning period, a single lane roundabout could adequately direct and slow traffic 


entering the one-way loop road environment while maintaining stable traffic flows for all users including 


general aviation users continuing north along Northrup Drive. Two-way traffic is preserved along 


Northrup Drive. Traffic heading towards the terminal becomes one-way flow as it exits the roundabout 


and enters Lockheed Drive which is now integrated into the terminal loop road. A new one-way road is 


created off a new left-turn exiting Lockheed Drive which provides entry for rental car return and public 


parking, and an exit for rented cars. One important consideration for the roundabout is ensuring the 


geometry is designed in such a way that it accommodates large vehicles such as buses, emergency/fire 


response vehicles, and semi-trucks with small trailers. 


 


Rental car facilities remain in their existing location within the terminal loop road but expand to fill 


unoccupied space south of Lockheed Drive. Both the ready/return lot and the service area remain 


consolidated and contiguous to optimize rental car operations. 


 


Short-term parking remains in its existing location but is accessed via the new road. Entry to the short-


term parking lot is also available for users dropping off passengers at the curb prior to parking as entry to 


the lot remains downstream of the curb roadways, however, wayfinding road signs should guide users to 


the new entry road to avoid unnecessary curb traffic. Short-term parking lot users will exit using the same 


toll plaza as long-term parkers, avoiding a duplication of payment facilities, saving both capital and 


operating costs. 


 


The long-term parking lot is accessed via a new entry drive immediately south of the pedestrian walkway. 


Long-term parking access is also available through a second point downstream of the curb roads at the 


same location as the secondary short-term parking lot access. This allows airport patrons to drop off 


passengers at the terminal curb and access either short- or long-term parking without requiring another 


trip around the entire terminal loop road. This method is preferred as it lessens the carbon footprint by 


minimizing vehicle miles traveled and retains a higher level of customer service with a minimal investment 


in entry lanes. 


 


This concept shows a commercial vehicle staging lot similar to Landside Alternative #3, but expands it to 


accommodate a higher number of vehicles, with enough space for pull through lanes to improve 


operational safety and efficiency. The expanded commercial vehicle staging lot would satisfactorily 


accommodate community bus transit service if it is implemented in the future. 


 


In this concept, employee and tenant parking are positioned in the same location where administrative 


parking currently exists northeast of the terminal but are expanded further east as the relocation of the 


fuel farm allows the space to be reused. This area would now accommodate both tenant and 


administrative parking. 


 


Similar to all landside options, this concept adds one lane to the arrivals side of the inner curb roadway 


and widens the outer curb roadway to meet required lane width standards for commercial vehicles. Unlike 
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other landside alternative concepts, this concept adds a stop controlled exit from the outer curb roadway 


due to the location of the new parallel parking and rental car road. Additionally, this concept shows the 


location of a new cell phone lot along Northrup Drive, capable of holding 40 cars and reducing dwell 


times on the terminal curb, thereby improving curb capacity and level of service. 


 


Table 4-6 shows the approximate total area and the provided parking spaces for each functional area as 


well as how the parking projections meet PAL 3 requirements. The space allocation in this concept shows 


a small deficiency in short-term parking spaces but a large surplus in long-term parking spaces. This 


concept is flexible and programmed parking areas for short-term, long-term, and rental car could easily 


be adjusted as necessary to meet the demand as it occurs. 


 


TABLE 4-6 


LANDSIDE ALTERNATIVE #4 PARKING SPACE PROJECTIONS 


 


 


4.5.3.3 Parking Garage Alternatives 


During the landside alternatives development process, the potential for adding a parking garage to meet 


PAL 3 demand was considered and analyzed. Ultimately, the inclusion of a parking garage in front of the 


existing terminal building was dismissed as an unviable development option due to the preferred terminal 


development conclusions, overall estimated constructions costs, and the uncertainty of the ability of a 


parking garage to meet the ultimate development vision. Furthermore, the emerging technology of 


autonomous vehicles has the potential to reduce the need for parking in the long-term. The following 


section shows the parking garage alternatives analysis but this was ultimately dismissed from 


consideration, included only to inform the reader of the analysis behind this conclusion and provide data 


for an instance where circumstances have changed. 


 


At an airport of Eugene’s size, it is optimal to provide all parking and rental car facilities within a terminal 


loop road which maintains reasonable walking distances from the farthest space to the terminal entrance. 


Reasonable is a subjective term and it is best left to the discretion of airport administrators, but generally 


speaking, it is recommended than any parking lots requiring a walking distance farther than ¼ mile (1,320 


feet) be provided a shuttle service to maintain acceptable levels of customer service. Parking any farther 


away, as demonstrated by the existing long-term overflow lot, justifies an airport in providing a passenger 


shuttle service, adding operational costs. One method used to maintain a premium level of customer 


service within a confined space is the construction of a parking garage. Parking garages should be placed 


in close proximity to the terminal building and typically command a higher price, which is necessary in 


Land Use Land Area (SF)
Projected Spaces 


Provided


PAL 3 Required 


Spaces


Surplus/ 


(Deficiency) 


Short-term Parking 100,000 250 282 (32)


Long-term Parking 805,000 2,013 1,626 387


Rental Car Ready-Return 109,000 273 184 89


Rental Car QTA 221,000 553 372 181


Total 1,235,000 3,089 2,464 625


Source: RS&H Analysis, 2017
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order to pay off their higher cost per space. Two alternative parking garage concepts were considered as 


shown in Figures 4-16 and 4-17. 


 


Landside Parking Garage Option #1, shown in Figure 4-16, is a four-story structure with ramped access 


to/from each level. Customers returning rental cars enter from the north at the ground level of the garage 


and customers leaving the Airport in rental cars exit on the ground level to the south. The second level 


serves hourly parking and the central location provides equal access to both greeters and those dropping 


off departing passengers. The third and fourth levels serve those parking for a longer term paying daily 


rates. A pedestrian bridge would provide access to/from the terminal building on the second level. The 


total spaces provided by this parking garage is 720 spaces, with 180 spaces on each level. The net gain in 


spaces is approximately 500 spaces.  One additional challenge to the garage concept is that rental car and 


public parking alternatives would be required during construction of the garage, as at least 200 spaces 


would be rendered unusable. 


 


FIGURE 4-16 


LANDSIDE PARKING GARAGE OPTION #1 


 
Source: Concept by Curtis Transportation Consulting; Graphic by RS&H, 2017 


 


Landside Parking Garage Option #2, shown in Figure 4-17, also provides 180 spaces per level but the 


structure extends further east and is reduced at the north and south ends. In this concept, the building is 


limited to three stories, although it could conceivably hold additional levels but this would require 


extensions at either end of the garage. At three levels, the structure would hold 540 vehicle spaces, 
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broken out with the levels programmed equivalent to the first three levels of Landside Parking Garage 


Option #1.  The net gain in spaces is approximately 320 spaces. Access/egress for the garage and the 


pedestrian bridge are also designed like the previous garage concept. Similarly, construction of Landside 


Parking Garage Option #2 would also have temporary impacts on parking and rental car facilities, 


requiring solutions to accommodate parkers and rental car users in the interim. 


 


FIGURE 4-17 


LANDSIDE PARKING GARAGE OPTION #2 


 
Source: Concept by Curtis Transportation Consulting; Graphic by RS&H, 2017 


 


Evaluation and consideration of the need for a parking garage at Eugene Airport was determined not to 


work well within the framework of the ultimate land use pattern vision and the preferred terminal solution. 


Parking garages have a relatively long useful life (approx. 30 - 50 years dependent upon construction 


materials) and require a large capital investment, therefore justifying intense scrutiny of any inclusion into 


the preferred concept. The conclusion reached is that a parking garage is not a viable option at this time. 


If aviation activity increases significantly above master plan projections, the need for a parking garage 


might need to be revisited in the future, but should be implemented in a location that is consistent with 


the ultimate master plan vision. 
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4.5.3.4 Landside Alternatives Evaluation 


All of the landside alternatives have been developed with the intention of meeting all of the evaluation 


criteria. Performance scores for each landside alternatives in relation to how they meet the evaluation 


criteria are shown in Figure 4-18. Each concept achieves goals set forth in Section 4.5.3.1 Key Issues and 


Items for Consideration, by reducing opportunities for unnecessary bypass traffic along the terminal 


curb-front, addressing the airport loop road intersection entrance, accommodating commercial vehicle 


staging, allotting space to meet projected PAL 3 parking demand, and correcting roadway dimensional 


issues. All landside concepts reduce curb road bypass traffic through alternative access roads which 


eliminate the need for rental cars and airport parkers to drive past the terminal curb-front. The addition of 


a cell phone lot helps curb operations by reducing curb dwell times and by giving traffic that would 


otherwise recirculate across the curbs the chance to wait for free. Each concept addresses the airport loop 


road entrance by implementing a new road design that eliminates the need for anyone driving to terminal 


facilities to make a left turn. A variety of locations are demonstrated for staging commercial vehicles 


“upstream” from the outer curb road and parking areas are accommodated by different available program 


areas within the airport loop road. 


 


FIGURE 4-18 


LANDSIDE ALTERNATIVES EVALUATION MATRIX 


 
Source: RS&H Analysis, 2017 


 


Landside Concept #1 performs “fair” at a minimum in all areas of evaluation. Some benefits of this 


concept are the retention/expansion of parking program areas as they exist at the time of this study. 


Douglas Drive (terminal loop road) is expanded using portions of Lockheed Drive to allow growth of 


parking areas adjacent to their existing footprints and within the loop road. The gated tenant parking area 


is preserved until such a time that terminal development requires the land but employee parking as a 
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whole can be accommodated within the existing administrative parking area when paired with an 


expansion to the east into the existing fuel storage area. An enabling project for this expansion is the 


relocation of the existing fuel storage area and construction of a new fuel storage area, allowing this land 


to be reused for employee parking. One challenge to this concept worth consideration is the requirement 


to construct a new roadway bisecting long-term parking and short-term parking/rental cars. This new 


bisecting road creates a need to construct new ticketing and payment infrastructure for the short-term 


parking lot. This concept also requires drivers entering the employee lot to turn into the lot from the loop 


road, which is not ideal and also not required in other concepts. 


 


Landside Concept #2 also performs “fair” at a minimum in all evaluation areas. This concept benefits 


through cost savings by leaving Douglas Drive (terminal loop road) intact and constructs a new entrance 


in the same location as the existing entrance. Alternatively, this entrance can be relocated slightly north of 


the present location which might improve challenges during construction and implementation. Parking lot 


and rental car users are directed to a new road which bypasses the terminal curb-front, therefore reducing 


unnecessary traffic and increasing curb-front level of service. This concept also explores the opportunity 


for eliminating short-term parking and replacing it with true hourly parking (no longer than 2 hours 


duration). Less hourly parking is needed than short-term parking allowing growth in the long-term 


parking lot and allowing meeter-greeters and well-wishers a high level of service by locating convenient 


parking near the baggage claim area. Another advantage to this concept is the placement of a new cell 


phone lot within the existing footprint of the overflow parking lot. This reduces cost and environmental 


impacts. Similar to Landside Concept #1, a challenge to this concept is the need for new ticketing and 


payment infrastructure. Commercial vehicle staging in this option is located in the same place as Landside 


Concept #1, however, without expanding Douglas Drive, commercial drivers will use Lockheed Drive to 


enter the staging queue. Employee parking for this concept has the same considerations as Landside 


Concept #1. 


 


Landside Concept #3 has the benefit of using many of the existing roads within the loop road and parking 


areas to create new entry/exit points which eliminate the need for parkers and rental car users to pass by 


the curb-front. This concept explores the opportunity to provide higher levels of service to different user 


groups by placing new and expanded rental car facilities opposite the baggage claim area and hourly 


parking opposite the terminal ticketing area. A new cell phone lot is built on the east side of Northrup 


Drive and the Overflow Parking Lot is changed to an Economy Lot. One challenge to the Economy Lot is 


the requirement to shuttle passengers to/from the terminal6. An advantage to this reprogramming is the 


ability to offer another parking option to airport users and utilize the available parking according to 


customer demand. Among all landside concepts, Concept #3 has the highest associated challenge with 


implementation and construction phasing. This is primarily associated with the relocation of rental car 


facilities and the associated impacts to parking operations. Managing parking operations during the 


construction of a new rental car service building and the transition of rental car activity to its new location 


would require an organized implementation plan and has the potential to cause minor disruptions and/or 


passenger confusion. This would be limited and temporary but none-the-less more impactful to customer 


level of service than other alternatives. 


                                                      
6 This service was added in October 2017 prior to finalizing the Master Plan and is therefore no longer an issue for this concept. 
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Landside Concept #4 was developed through discussions with airport leadership as a refinement of 


preferred elements found in other landside concepts. This concept has strong performance in meeting all 


evaluation criteria goals. One advantage to this concept is the inclusion of a roundabout entry. 


Roundabout design is a safe and efficient method of retaining free flowing traffic in all directions and 


slowing traffic as it enters the terminal loop road environment. A single lane roundabout is sufficient to 


meet PAL 3 demand. Another benefit to this concept is the ability to operate a single exit toll plaza for all 


parking areas. This concept shows short-term parking but could just as easily accommodate an hourly 


parking program. This concept would not be without operational challenges but could be completed with 


minimal operational disturbances through a sound implementation and construction phasing plan. 


 Aviation Support Facility Alternatives 


Aviation support facilities consist of a variety of trailing elements which are dependent upon airfield and 


passenger terminal configurations. As trailing elements in deciding the placement of facilities, proposed 


locations for each type of support facility are directly impacted by preferred locations for leading 


elements. 


4.5.4.1 Key Issues and Items for Consideration 


» Location of general aviation facilities including: 


 General hangar and tie-down locations 


 Lane Aviation Academy 


 Accommodation of general aviation hangar growth 


» Air cargo location 


» Charter operations location 


» Fuel storage location 


» Deicing facilities location 


» Airport maintenance facilities configuration and location 


» Specialized Aviation Service Providers (SASPs) location 


4.5.4.2 Cargo Facility Alternatives 


Three locations, shown in Figure 4-19, were identified as potential locations for siting air cargo facilities. 


Option #1 retains air cargo facilities in their existing location. Option #2 sites air cargo facilities adjacent 


to Runway 34R near the EGAR. Option #3 sites air cargo facilities on the east side of Runway 16R adjacent 


to the Hollis area. 
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FIGURE 4-19 


CARGO FACILITY LOCATION ALTERNATIVES 


 
Source: RS&H Analysis, 2017 


 


4.5.4.3 Cargo Facility Alternatives Evaluation 


Site #1 provides a benefit to cargo operations by maintaining the current facility location, negating the 


potential for any temporary disruption to operations. Operating within the existing infrastructure also 


provides a cost savings versus the construction of a new replacement facility. One challenge to the current 


location of cargo facilities is limitations of available land for expansion. Looking beyond the 20 year 


planning period, land would need to be acquired in order accommodate facility expansion. Another 


challenge to Site #1 is the mixing of passenger and freight traffic on Airport road prior to Northrup Drive, 


however, this could be mitigated through a new cargo access road off Kokkeler Road. 


 


Site #2 allows for an airside operational separation between commercial air carriers and cargo operators 


by locating cargo facilities near the secondary runway. The primary challenge of Site #2 occurs on the 


landside. Trucks entering the Airport would be required to mix with commercial passenger traffic coming 


into, and leaving the Airport via Northrup and Douglas Drive. This location has the potential to cause 


additional congestion and safety conflicts on airport entrance roadways as passengers destined to and 


from the airport terminal are often less familiar within the airport landside environment. 


 


The location of Site #3 has the advantage of providing cargo operators shorter airfield taxi times when 


departing from Runway 16R. Discussions with ATC over the course of this study showed that Runway 16R 


is the preferred runway during inclement weather conditions. Located on undeveloped land north of 


Taxiway C and immediately east of the primary runway, Site #3 has the added benefit of nearly completely 


separating freight traffic from passenger terminal traffic when entering and exiting airport roadways. 


However, development on the north side of the Airport will require a large investment in the utility 


infrastructure in order to support cargo facilities. 
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4.5.4.4 Charter Facility Alternatives 


Three locations, shown in Figure 4-20, are identified as possible locations for siting charter facilities. Site 


#1 retains facilities with the existing air cargo area. Site #2 places charter facilities where Lane Aviation 


Academy currently resides. Site #3 sites charter facilities in the area where airport administration offices 


currently exist. 


 


FIGURE 4-20 


CHARTER FACILITY LOCATION ALTERNATIVES 


 
Source: RS&H Analysis, 2017 


 


4.5.4.5 Charter Facility Alternatives Evaluation 


Beyond the general evaluation criteria listed in Section 4.3, some specific considerations relating to 


charter facilities were taken into consideration. These include the following considerations: 


» Proximity to rental car, parking, and terminal facilities 


» Availability of landside facilities (existing or future) able to accommodate multiple buses 


» Available and/or adequacy of hardstands for large aircraft parking 


» Ability to accommodate irregular operations 


 


Site #1 provides significant cost savings by remaining in existing facilities instead of building new 


infrastructure. Retaining this site also provides an operational benefit through the ability to avoid 


interruption of services necessitated during a relocation. The current configuration of the apron can also 


already accommodate the majority of the aircraft charter fleet. Site #1 already allows aircraft relatively 


short taxi times to/from the primary runway, especially then departing from Runway 34L or landing on 


Runway 16R. Unfortunately, apron space is impacted by Taxiway L and Taxiway J which serve the 


cargo/charter apron area. The geometry of these taxiway connectors, as identified in Chapter 3, Facility 
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Requirements, does not meet current FAA design standards making larger, higher category aircraft, such 


as the Boeing 747, unable to easily taxi to the apron. 


 


Site #1, from the perspective of landside vehicular access, does not provide all chartering passengers 


enjoyment of the high level of service expected during the aircraft chartering experience. The capacity of 


landside facilities serving the charter building are often overwhelmed. Landside parking facilities are 


insufficient to meet the needs of large charter groups, particularly those requiring busing. Additionally, 


locating charter facilities away from the terminal and landside facilities creates the need to shuttle charter 


users to rental car facilities. Retaining Site #1 for charter facilities would need to consider programming 


improvements to meet landside needs. 


 


Site #2 utilizes existing apron in the south general aviation area to establish ramp space for charter 


operators. The site provides short taxi times for aircraft departing or arriving on the primary runway. The 


old United Airlines terminal building, currently home to Lane Aviation Academy, could be renovated to 


serve as a hold room for passengers waiting to depart. One of the intentions of Site #2 would be to 


adaptively repurpose existing infrastructure for higher and better uses but required renovations to this 


building would be fairly significant to meet the needs of charter passengers. In order for Site #2 to be 


viable, the current occupant, Lane Aviation Academy, would require relocation. Investment would also be 


required to upgrade the apron to adequately support the weight of larger charter aircraft. Similar to Site 


#1, Site #2 also requires charter passengers to shuttle to rental car facilities. Walking to/from the terminal 


and rental car facilities is not safe, efficient, or particularly intuitive as sidewalks would need to be 


constructed and the route from this location is long and indirect. 


 


The location of Site #3 offers development options including renovating and repurposing the existing 


administration as a hold room or demolishing existing buildings and constructing a new charter facility. 


Location of the site also benefits charter users by providing safe, simple, and adequate access to services 


offered by the terminal building, parking, and rental car facilities. It would also accommodate multiple 


buses as it exists and could be incorporated into preferred terminal and landside development plans. 


Challenges to the site include the possibility of minor increases in average taxi times, although this would 


be minimal.  


 


The apron space would also need to be reconfigured in order to address the high mast lighting and the 


size of the hard stands as discussed in Chapter 3, Facility Requirements. Various enabling projects 


would need to be completed in order for this site to be viable. These projects include reconfiguring the 


ramp space with properly designed hardstands capable of accommodating the weights of large charter 


aircraft and the potential removal of buildings and the associated relocation of the uses found within 


those buildings. Alternatively, this location could be easily integrated into future concourse expansion 


options. 


4.5.4.6 Airport Maintenance and Fuel Storage Facility Alternatives 


Airport maintenance and fuel storage alternatives are shown in Figure 4-21. Airport maintenance options 


are displayed in yellow on Figure 4-21. Airport Maintenance Site #1 creates a campus environment 


housing all airside and landside maintenance functions at the current location of airside maintenance 


facilities. Airport Maintenance Sites #2 and #3 leave and expand the airside maintenance functions within 
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the existing location along Taxiway C. The difference between Site #2 and Site #3 lies in the siting of 


landside maintenance functions. Site #2 sites landside maintenance functions in the location of what is 


currently the existing fuel storage facilities. Site #3 locates landside maintenance functions in an 


undeveloped area along Boeing Dr. at the south side of the airport adjacent to what is now identified as 


the South Ramp General Aviation area. 


 


Fuel storage siting options are displayed in brown on Figure 4-21. Fuel Storage Site #1 is located south of 


the existing air cargo and charter facilities. Fuel Storage Site #2 is located adjacent to the South Ramp 


area along Boeing Drive. Fuel Storage Site #3 is located between the existing ARFF building and  


Taxiway M. Fuel Storage Site #4 is located in an undeveloped lot along Hollis Lane, adjacent to Taxiway C, 


and slightly east of existing airport maintenance facilities. 


 


FIGURE 4-21 


AIRPORT MAINTENANCE AND FUEL STORAGE FACILITY LOCATION ALTERNATIVES 


 
Source: RS&H Analysis, 2017 


 


4.5.4.7 Airport Maintenance and Fuel Storage Facility Alternatives Evaluation 


Airport Maintenance Site #1 allows airside and landside maintenance functions to be housed in one 


location. By consolidating equipment and maintenance functions within a single campus, airport 


personnel experience centralized, time-efficient facilities for operations management, administration, 


equipment storage, and other work-related activities. The existing site provides sufficient taxiway frontage 


capable of conducting safe and well-organized snow removal operations and runway deicing/anti-icing 


applications. However, one disadvantage of further expansion in the existing location is, as both landside 


and airside maintenance functions grow in size, the campus will expand to occupy more taxiway frontage 


which may be more suitable for hangar development or priority applications such as an Air Traffic Control 


Tower (beyond planning period). 
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Airport Maintenance Site #2 allows landside equipment with no need to operate on the airfield to be 


housed at a satellite location on the landside, therefore preserving prime taxiway land for higher and 


better uses. In addition, personnel, equipment and facilities would be located closest to the landside 


facilities they will serve. In order for this site to be viable, enabling projects would need to be completed. 


These projects include relocating the existing fuel storage facility as well as constructing a new building 


and utilities to accommodate the landside equipment. Site #2 also allows for the airside and landside 


functions to grow independently from one another, therefore providing more flexibility in planning the 


growth of future facilities. 


 


Similar to the previously described site, Airport Maintenance Site #3 allows purely landside equipment to 


be housed on the landside. Since this site is currently unoccupied very few enabling projects would need 


to occur. Site #3 also allows for airside and landside functions to grow independently from one another.  


 


Fuel Storage Site #1 brings the fuel facility away from primary circulation roadways to a more secluded 


and secure area. Fence lines can be installed and a driveway can be constructed to serve as an access into 


the fuel facility for delivery trucks on the non-secure side and aircraft refueling trucks on the secure-side. 


This configuration eliminates the existing requirement for aircraft fueling trucks to operate on public 


roadways. Aircraft fueling trucks can transition from Site #1 to the terminal building using the existing VSR 


and aprons. One consideration for the site is the potential increase in fuel truck drive times to and from 


the fuel facility for some customers. The placement of the fuel facility also limits the expansion 


opportunity to the existing cargo facility. 


 


Fuel Storage Site #2 allows the fuel facility to be constructed in space which is currently unoccupied 


adjacent to the south general aviation area along Boeing Drive. Enabling projects for this site would be 


minimal when compared to other site alternative locations. The location of the site allows FBO users with 


close proximity and direct access to the fuel storage site. Shortened travel distance to/from Atlantic 


Aviation FBO (the primary user of these facilities) provides time efficiencies and a higher level of service 


for all users. As with other proposed fuel site alternatives, aircraft fueling trucks would no longer be 


required to travel on public roads. Roadway and fencing would need to be constructed in order to make 


the site functional for fuel deliveries and secured from the general public access. 


 


Fuel Storage Site #3 uses existing apron space in the north general aviation area to construct a new fuel 


storage facility. The current location and height of the Air Traffic Control Tower poses potential line of 


sight restriction which may not make the site viable for fuel storage without requiring unconventional 


modifications to the design of the site, such as constructing the site below grade. Additionally, the 


location of the site mixes landside/roadway passenger vehicular traffic going to the terminal building with 


fuel truck deliveries. While added congestion to the road will be negligible, the mixing of the different 


users may cause conflicts which lead to minor delays. 


 


Fuel Storage Site #4 is located in an undeveloped area on the north side of the airfield. Enabling projects 


to construct fuel storage facilities on this site are minimal compared to other selected sites. One 


advantage to this concept is that landside fuel tankers would be isolated from the passenger traffic going 


to and from the terminal building, minimizing potential conflicts between different types of traffic. 
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Conversely, the site does pose challenges for aircraft fuel trucks traveling on the secure-side to and from 


the north and south sides of Taxiway C and Taxiway M which would be required to cross the parallel 


taxiways. Crossing these taxiways creates operational safety concerns because it exposes the pavement to 


contaminants and increases the workload on air traffic controllers required to provide clearance to fuel 


truck drivers needing to cross the taxiways. These challenges could be mitigated with a tunnel under the 


taxiways, but this type of construction is not likely to meet the financial feasibility goals of any cost-


benefit analysis. 


4.5.4.8 Deicing Facilities and Specialize Aviation Service Providers (SASP) 


During inclement weather deicing operations are conducted to maintain the safe operation of aircraft. At 


airports across the nation, deicing operations typically occur in one of three locations: 


1. On the apron near the gate, 


2. In a centralized deicing location, or 


3. At the runway end prior to an aircraft departure. 


 


Deicing functions are currently performed at the aircraft parking gates. One distinct disadvantage with 


performing deicing operations near or around terminal gates is that deicing fluids create slippery surfaces 


for ground handlers operating in the area. Additionally, the distance from the runway end may create 


situations where holdover times expire prior to the aircraft departing. This means the aircraft must return 


and begin the process again, causing delays which can ripple across the national airspace system. For 


those reasons, deicing at the gate is not optimal. 


 


Selecting the location of deicing facilities is highly dependent upon the amount of inclement weather 


experienced and therefore overall deicing service demand, the airfield capacity needs of the Airport, and 


airline preferences as it relates to fluids used and the associated holdover times. Two alternatives to gate 


area deicing are available: a centralized deicing pad facility and runway end deicing pads. With these 


alternatives, certain considerations should be taken into account including capital investment 


requirements, the types of deicing fluids to be used, and the type(s) of glycol reclamation 


systems/processes (i.e. vacuum trucks and/or distillation systems). A deicing facilities study performed by 


RS&H in 2011 recommended a centralized “linear storage and discharge to sanitary” concept. This design 


uses a gravity sewer system to convey effluent from the Aircraft Deicing Facility (ADF) to infield storage 


tanks. From that point, linear underground storage will slowly discharge the water through a pump station 


to a waste water line. The study’s selected location of the pad was optimally suited to 20-year planning 


assumptions from the 2010 Eugene Airport Master Plan and not the ultimate airport vision established in 


this master plan update. For that reason, the location of deicing facilities will be reviewed later in this 


chapter once the preferred locations for leading facilities such as the airfield layout and the commercial 


terminal location are determined. Analysis and location for the preferred deicing facility site can be found 


in Section 4.6.4, Preferred Terminal Area Airfield Development, of this chapter. Potential sites will be 


evaluated against the criteria stated earlier in this chapter along with consideration to specifics found in 


the 2001 study such as expandability, taxi times, and ATC line-of-sight. 


 


Locations for SASPs should be directed in a way that aligns with the Airport’s vision for the ultimate land 


use pattern. The locations of SASPs should aim to balance the desire to locate them in an optimal area 


which satisfies customer needs while making fiscal sense when the facility is constructed, whether new or 
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relocated from an existing site. It is recommended that the Airport work with the service providers in 


order to understand the SASPs niche in the market and work towards a strategy for the future service 


location which meets long-term needs of both the SASP and the Airport. Further analysis of economic 


development potential relevant to SASPs can be found in Appendix C, Eugene Airport Economic 


Development Study. 


 PREFERRED DEVELOPMENT PLAN 


The preferred development future is the combination of the preferred development ideas for each 


functional alternative area (airfield, terminal, landside, and support). The preferred development can be 


described in terms of the ultimate airport build-out vision and the defined planning activity levels. This 


section will place emphasis on describing the preferred development through PAL 3, while keeping the 


ultimate vision in mind. Thus far, the four alternative areas (airfield, commercial terminal, 


landside/roadway, and support facilities) have been evaluated to a degree of independence, however, 


they are required to work in a harmonious balance. Through collaborative workshops with Airport 


leadership supplemented by the public involvement process, a comprehensive preferred development 


future was selected. That comprehensive preferred development future is described in this section. At the 


conclusion of this chapter, Figure 4-27 presents a conceptual illustration of the preferred ultimate airport 


land use vision. This future is only achieved through incremental development which aligns with the 


vision. In accordance with that vision, the following chapter will describe the preferred development 


future through PAL 3, beginning with leading elements and concluding with trailing elements. 


 Preferred Airfield Development 


The airfield is the foremost leading element in airport planning. The preferred airfield development, 


shown in Figure 4-22, addresses FAA design standard deficiencies and creates a safe and operationally 


efficient airfield system. The taxiway connectors for Runway 16R-34L are optimally located according to 


current and forecast fleet requirements. A new run-up area is created near the Runway 34L threshold to 


replace the recently removed Taxiway A8 non-standard bypass and to prevent operational constraints 


when that runway is in use. Taxiway R is offset from Taxiway B3 to eliminate direct access to Runway 16L-


34R from the East General Aviation Ramp area and Taxiway B2 is offset from Taxiway C to avoid potential 


runway incursions from aircraft traveling east on Taxiway C and missing a turn onto Taxiway B. Terminal 


area development and airfield reconfigurations within the infield area are marked with a yellow boundary. 


Infield reconfigurations will be detailed later in Section 4.6.4, Preferred Terminal Area Airfield 


Development, because they are dictated by terminal area development. Finally, occurring beyond the 


planning period, Taxiway M is extended from Taxiway P to Taxiway A to allow dual traffic flows between 


the parallel runways. The extension of Taxiway M is a logical step to complete the reorientation of the 


primary airfield movement surfaces but analysis shows that it is not needed to meet facility demands 


within the 20-year planning period. As the terminal area develops and capacity restraints begin to develop 


in that area, the extension of Taxiway M should be reviewed to determine the project’s need. 
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FIGURE 4-22 


PREFERRED AIRFIELD DEVELOPMENT 


 
Source: RS&H Analysis, 2017 


 


 Preferred Terminal Development 


The selected preferred terminal development is a refinement of the combination of Alternative #1 and 


Alternative #3. This preferred concept includes the best elements of the alternatives identified during the 


advisory committee review process. This new concept is able to be phased over the planning period and 


works incrementally toward the ultimate vision of the commercial terminal area. As shown in Figure 4-23, 


20-year planning period growth is identified in solid bold blue colors while the ultimate vision is 


represented in faded transparent colors with dashed boundaries. The solid light blue indicates the short-


term terminal growth for the ticketing and baggage screening/handling area as well as a new concourse 


with departure lounges, boarding gates, and associated concession space. The new concourse needs to 


be a second story structure, much like Concourse A is today, with jet bridge access (and 


stairways/elevators or switch-back ramps for a ground boarding option) to parked aircraft and access 


points at the ground-level which allow ground service equipment to move freely between the baggage 


handling area and the parked aircraft. 
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FIGURE 4-23 


PREFERRED TERMINAL DEVELOPMENT 


Source: RS&H Analysis, 2017 


 


This preferred terminal development provides terminal expansion in alignment with the existing building 


orientation as needed over the planning period, but reorients the building in later expansions to coincide 


with long-term ultimate terminal configuration. This point of reorientation is located at roughly the 


southeast corner of the TSA Administration Building. This portion of the new concourse becomes the first 


portion of what will ultimately become a future re-oriented terminal facility. The southern wall of the re-


oriented departure lounge defines what will eventually become the northern landside edge of the future 


terminal building. As future activity levels increase and begin to necessitate expansion beyond the 


planning activity levels and the existing terminal building nears or reaches the end of its useful life, 


consideration can be given to begin the development of a replacement facility in the area shown on 


Figure 4-23. 
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 Preferred Landside/Roadway Development 


The preferred landside/roadway development is a refinement of Landside Alternative #4 as shown in 


Figure 4-24. 


 


FIGURE 4-24 


PREFERRED LANDSIDE/ROADWAY DEVELOPMENT 


 
Source: Concept by Curtis Transportation Consulting; Graphic by RS&H, 2017 


 


This preferred landside/roadway development pattern takes advantage of existing roadway infrastructure 


by repurposing Lockheed Drive as an expanded section of the terminal loop road. A roundabout 


intersection at Northrup Drive and Lockheed Drive will provide a safe and efficient traffic management 


solution to traffic entering the terminal environment and general aviation traffic entering and exiting the 


facilities on Northrup Drive. Northrup Drive will continue to maintain two-directional traffic flow to allow 


traffic to exit from Northrup Drive without requiring them to drive past the terminal curb. By expanding 


the terminal loop road, the area available for parking and rental car facilities increases by more than three 


acres. Parking expansions in the area should meet City of Eugene code standards to ensure customer 


levels of service are maintained from the moment passenger exit their vehicles. A new service road for the 


parking lots and rental car facilities spurs from Lockheed Drive to eliminate the need for rental car traffic 


to drive past the terminal curb. Likewise, a new cell phone lot located on the east side of Northrup Drive 


and immediately south of the new roundabout intersection, will provide a holding location for vehicles 


needing to wait for arriving passengers. This cell lot will eliminate the unnecessary vehicle congestion 


which currently occurs as the result of individuals who are waiting to pick up arriving passengers by 
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making laps around the loop road, parking at the curbside for extended periods of time, or even parking 


illegally along Northrup Drive. What was previously programmed as a long-term overflow parking lot is 


already programmed to become a long-term economy lot served by an on-demand shuttle service, 


effective October 1, 20177. Finally, the tenant employee parking and administration office employee 


parking are planned to be combined into a single employee parking lot at the northern perimeter of the 


terminal loop road. 


 Preferred Terminal Area Airfield Development 


Development of the terminal area airfield was determined to be dependent upon preferred development 


of the airfield and the commercial terminal building. With the preferred primary airfield and terminal 


development established, the terminal area apron and infield taxiway system can be designed around the 


needs of those leading elements. Figure 4-25 shows the preferred development plan for the infield 


portion of the airfield, near the commercial terminal. 


 


Concrete apron is required to accommodate parking of the critical aircraft at future concourse boarding 


gates. The concrete portion of the apron will need to extend a minimum of approximately 250 feet from 


the building face to allow various aircraft parking positions and ground service equipment access. Beyond 


the concrete aircraft parking area, asphalt at appropriately designed depths is adequate for taxiing 


aircraft. Taxiway G and Taxiway K should be realigned to better serve commercial aircraft in the terminal 


area. The North Ramp area could then be used for commercial aircraft pushback and taxi. In order to 


allow this new use, existing light poles and small aircraft tie-downs in the North Ramp area need to be 


removed and some portions of pavement need to be reconstructed at strengths suitable to serve larger 


commercial aircraft. Commercial remain-overnight (RON) aircraft parking positions are proposed to be 


created north of Concourse A, positioned and designed to allow power-in/power-out aircraft parking 


operations. One additional heavy pad is proposed on the apron south of Taxiway F. This placement 


creates flexibility by serving as both an RON parking position and a hold position for aircraft entering the 


terminal environment. The heavy aircraft RON parking positions are best suited in the near-term in the 


locations identified in Figure 4-25, but the connection between Taxiway G and Taxiway K should be 


preserved as a new terminal area taxilane. These heavy aircraft parking pads will meet facility 


requirements while design and construction is completed for the terminal concourse expansion. The three 


RON locations north of Concourse A create an opportunity to include ground power connections as an 


element of the new RON heavy pads. Power could be made available from the nearby electrical line 


serving the lighted segmented circle. Creating ground power connections in the parking pads would 


eliminate the need for mobile Ground Power Units (GPUs) and may be eligible for Federal funding under 


the Voluntary Aircraft Low Emissions (VALE) program. It should be noted that creating permanent power 


connections in the ground has the potential to lower the flexibility of the parking positions for serving 


many different types of aircraft. Terminal expansion will make Taxiway G and Taxiway K no longer 


available for general aviation aircraft taxiing past the commercial terminal between the south airfield and 


north airfield. Instead, these general aviation aircraft will need to route via the new apron taxilane/taxiway 


(parallel to Taxiway A), Taxiway P, Taxiway M, and/or Taxiway C. As the terminal concourse develops, 


                                                      
7 Parking rates updated per City of Eugene Administrative Order 58-17-22. 
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Taxiway K will become an apron taxilane serving commercial aircraft and only general aviation aircraft 


originating in the North Ramp area. 


 


Many buildings in the North Ramp area will be impacted by the development of the commercial terminal 


expansion and the associated aircraft parking positions. These buildings are identified in Figure 4-25 with 


red shading. The impacted buildings will require demolition in order for terminal and airfield development 


to occur over the 20-year planning period. 


 


The terminal area apron and airfield plan retains general aviation parking on the South Ramp over the 


planning period but begins the process of creating a full apron edge taxiway running parallel to Taxiway 


A. Ultimately, the vision for beyond the planning period is to continue the development of a full parallel 


taxiway which meets an extended Taxiway M. The extension of the apron edge taxiway should reach north 


to meet Taxiway P by PAL 3 to allow for a taxi route which bypasses the commercial terminal pushback 


area.  Later extensions connect this new taxiway to a redesigned Taxiway D. 


 


FIGURE 4-25 


PREFERRED TERMINAL AREA AIRFIELD DEVELOPMENT 


 
Source: RS&H Analysis, 2017 
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Pavement which should be eliminated over the planning period is outlined in red dashes. These pavement 


surfaces are repurposed remnants from a previous airfield configuration and many do not meet modern 


FAA design or geometry standards. Some pavement sections will be preserved and reconstructed as 


connections to Taxiway A when practical, such as Taxiway D, Taxiway E, and Taxiway F. The connection of 


Taxiway P to Taxiway A is proposed to be eliminated, but the remainder of Taxiway P is preserved as an 


efficient bypass for general aviation traffic taxiing around the commercial terminal area during the 


planning period. The Taxiway D connection between the terminal apron and Taxiway A is proposed to be 


eliminated. Some portions of Taxiway D will be repurposed to access new deicing pads and as a 


connection between the new taxiway (parallel to Taxiway A) and Taxiway A. The dashed areas of new 


taxiway extending Taxiway M and the new apron taxiway/taxilane parallel to meet Taxiway A represent 


pavement not required during the planning period but identified as important airfield connections 


beyond the planning period. As terminal concourse expansion occurs and the building becomes 


reoriented to the airfield configuration, the need for Taxiway M and the apron taxiway extension will be 


realized. After the completion of these critical future airfield connections, it is recommended that Taxiway 


P be removed. 


 


The preferred terminal area airfield development accommodates a variety of deicing options. Deicing 


operations can occur at the gate, after aircraft pushback, or in the new heavy pad positions away from the 


terminal gates. A 2011 study by RS&H evaluated alternative deicing pad designs and locations and 


determined a preferred location for a centralized deicing pad in the area of the airfield currently home to 


the segmented circle, surrounded by Taxiway A, Taxiway D, Taxiway E, and Taxiway P. At the time of this 


study, it was believed that new Environmental Protection Agency (EPA) deicing effluent guidelines would 


come into effect, updating 40 CFR Part 449 by requiring the collection of 60 percent of effluent produced 


during deicing operations. This rule was altered prior to its issuance in 2012, exempting existing airports 


like Eugene Airport from such collection requirements8. For this reason, the deicing pad designed in the 


2011 study was never constructed. No near-term EPA policy changes are anticipated, however, State of 


Oregon Department of Environmental Quality can implement more stringent collection policies. 


Therefore, centralized deicing pads were considered in the design of this terminal area airfield. 


 


Since the time of the 2011 deicing pad study, airline deicing agent usage at the Airport has shifted from 


Type II to Type IV. This allows longer holdover times for taxi and take-off. With that operational change in 


place, reducing taxi distance during icing conditions for departing aircraft is no longer as critical to ensure 


deicing fluids meet holdover time limitations. Ultimately, any facilities constructed for deicing activities 


must be placed in locations which do not impede future development or require the burden of relocation 


within the facility’s useful life. For these reasons, it is recommended that deicing take place on proposed 


pavement/taxilanes after aircraft pushback, until such a time that deicing standards are updated under 


Federal or State law to require enhanced fluid collection. As these rule changes come to fruition, a plan is 


in place to accommodate a minimum of three deicing positions capable of holding three B737-900 


aircraft at one time, as shown in Figure 4-25.  


                                                      
8  The update to 40 CFR Part 449 does, however, “require existing and new airports with 1,000 or more annual jet departures that 


discharge wastewater associated with airfield pavement deicing to use non-urea containing deicers, or alternatively, meet a numeric 


effluent limitation for ammonia.” (14.7 mg/L of ammonia at discharge points). Source: www.EPA.gov, Retrieved September 28, 2017.  
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 Preferred Support Facilities 


Support facilities are trailing elements in the planning process but proper placement is still critical to 


developing successfully. Preferred locations for supporting facilities can be seen in Figure 4-26. 


 


FIGURE 4-26 


PREFERRED SUPPORT FACILITY DEVELOPMENT 


 
Source: RS&H Analysis, 2017 


 


The cargo facility, as it exists, is well located to meet the ultimate airport development vision. Therefore, 


the preferred placement for cargo facilities is its existing location. Empty land south of the cargo apron 


should be preserved for future expansion of cargo operations as demand requires. 


 


The preferred location for charter facilities is immediately north of the existing commercial terminal. This 


location allows charter passengers and service providers to benefit from a synergistic relationship through 


the use of shared support services such as rental cars, parking, and commercial vehicles. Many options 


exist in this location for a new charter facility. The airport administration building could be reconfigured to 


accommodate charter services if/when airport administrative functions are relocated. Alternatively, as 


buildings are being demolished for commercial terminal concourse expansion, space could be 


programmed for the construction of a new charter facility building. Another option for serving charter 


passengers could be designed into the expansion of the commercial terminal concourse. Constructing 


multifunctional “swing gates” within the terminal, similar to those used at airports for both domestic and 


international flight operations, could allow a high level of customer service for charter passengers when 


the gates are not being used for commercial airline flights. 


 


Relocating fuel storage facilities within a secure area is a high priority for safety and security purposes. 


The preferred location for fuel storage facilities is along Boeing Drive in the South Ramp general aviation 
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area. This location suits the needs of development over the planning period and increases safety and 


operational efficiency by creating simple and secure landside/airside access for fuel delivery trucks and 


aircraft fueling trucks used by the existing Fixed Base Operator. 


 


Preferred development for airport airside maintenance, including snow removal equipment and 


maintenance employee spaces, is within the existing facility location area. Future development space is 


preserved for airside maintenance buildings east and west of the existing buildings to allow campus style 


development into the future. Landside maintenance employee space is accounted for within the airside 


maintenance campus area, but equipment and materials storage structures are preferred to be located on 


the south side of the airport. For this reason, the landside equipment and materials storage preferred 


building location is adjacent to the preferred fuel storage facility, on the east side of the intersection of 


Boeing Drive and Airport Road. 


 Ultimate Airport Land Use Vision 


The ultimate land use vision for the airport, depicted in Figure 4-27, shows a potential development path 


which organizes the variety of airport land uses according to the Airport’s ultimate land use vision. This 


graphic serves as a reference point while the Airport continues development over the planning period and 


beyond. 


 


The chapter following this section will assess and describe a financially feasible Implementation Plan to 


achieve the preferred development future. The Implementation Plan covers timing and phasing of 


individual projects required to implement the preferred development future and updates the Airport’s 


Capital Improvement Program (CIP) accordingly. Implementation will be based upon the need, cost, and 


funding feasibility of each element. This chapter of the master plan will then become the basis to update 


the Airport Layout Plan for FAA approval. This will describe each element of the Airport Layout Plan which 


serves as a guiding document for future airport development and FAA funding. 
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FIGURE 4-27 


ULTIMATE AIRPORT LAND USE VISION 
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 INTRODUCTION 


The preceding chapters of this Master Plan Update identified aviation demand factors, existing facilities, 


and future facility needs. The recommendations of this chapter are based on the analysis conducted in 


this study. With the previous analysis complete, the financial commitment needed to implement the 


recommendations over the next 20 years can be estimated. This chapter will: 


» Provide a phasing plan for the 5-year, 10-year, and 20-year planning horizons 


» Summarize the updated 20-year Capital Improvement Program (CIP) 


» Provide rough order-of-magnitude cost estimates for all CIP projects 


» Deliver detailed descriptions, justifications, and triggering demand levels for short-term projects 


 


The Facility Requirements chapter of this master plan addressed the ability of existing facilities to meet 


forecast demand levels. The Alternatives chapter brought forward a variety of development alternatives to 


address facility needs in order to analyze development options and vet ideas through the stakeholder and 


public involvement process. This resulted in a preferred development plan. This chapter takes the 


preferred development plan and creates a financially feasible implementation plan which updates the 


Airport CIP. This CIP serves to guide airport development through the 20-year planning period. The major 


areas of the Airport identified for improvements include airfield taxiway and apron pavement, the 


commercial terminal building, landside roads and parking facilities, and various airport support facilities. 


Planning level cost estimates have been developed with consideration to real world influences and project 


costs such as inflation and “soft costs”1. The intent is to provide more realistic cost estimates in order to 


budget enough funding for each CIP project and to evaluate the feasibility of each project within the 


planning period. In addition to programming development projects and financing needs for those airport 


functional areas, various studies and audits were performed to ensure sustainability was programmed into 


the projects within the CIP. Results from these studies can be found in appendices attached to this master 


plan. 


 


The future investments identified in the Eugene Airport Capital Improvement Program involve many 


interrelated components that must be identified and implemented in a coordinated manner. To that end, 


this chapter will document the required development sequencing at the individual project level. Projects 


will be broken into short-, mid-, and long-term phases (5-, 10-, and 20-year ending periods respectively). 


Since development cannot occur without adequate funding, this chapter begins by identifying potential 


capital project funding sources and, through the lenses of historic Airport funding trends and Federal 


Aviation Administration (FAA) funding guidance, establishes realistic future funding expectations. Having 


established realistic funding expectations, projects within the CIP can be properly sequenced and assigned 


rough order-of-magnitude (ROM) costs based on design and construction timing estimations. The goal of 


this methodology is to provide Eugene Airport with a realistic, fundable, and implementable plan which 


guides project timing and budgeting in order to meet future development needs.  


                                                      
1 “Soft costs” include a variety of typical fees associated with the construction of a capital project. These may include, but are not 


limited to: planning, design, environmental review, testing, project/construction management, administration, permits, taxes, 


insurance, and various other costs. 
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 IMPLEMENTATION PROCESS 


To complete each Airport capital improvement project, a number of specific steps are normally necessary. 


In some cases, preparing for a facility improvement may start as early as five years prior to the actual need 


for the facility. This lead-in time is necessary for the coordination of funding, environmental 


documentation and other regulatory compliance requirements, site and facility design, as well as time to 


complete the actual facility construction. The major implementation steps for a complex Airport 


Improvement Program (AIP) funded airport project are shown in Figure 5-1. 


 


FIGURE 5-1 


TYPICAL STEPS TO COMPLETE COMPLEX AIP FUNDED AIRPORT PROJECT 


 
(Figure continued on following page) 


  


Typical Steps Four Years Prior to Construction


q Identify the project in the approved Airport Layout Plan and consult with ADO


q Submit 5-year CIP (by February 1st)


q Validate project justification and funding eligibility and identify funding sources


q Determine probable level of environmental review (planning may need to begin much earlier if EIS required)


q Determine if ALP and/or Exhibit A need updating


q Identify required flight procedure modifications and need for aeronautical survey


q Coordinate with local officials and airport users on project plans


Typical Steps Three Years Prior to Construction


q Refine project scope, cost estimates, and funding sources


q Determine if a Benefit/Cost Analysis or if FAA Letter of Intent (LOI) are necessary


q Determine if a reimbursable agreement is necessary for affected NAVAIDs


q Initiate aeronautical survey as required


q Begin purchase or assembly of all necessary land for the project


Typical Steps Two Years Prior to Construction


q Refine project scope


q Solicit professional design services


q Prepare preliminary design, site planning, and cost estimates


q Initiate reimbursable agreements and coordinate any NAVAID requirements with the FAA


q Complete aeronautical survey and submit requests for new/modified flight procedures with the FAA


q Submit a request for airspace review of projects under non-rulemaking authority (NRA)


q Begin Benefit/Cost Analysis if determined to be necessary (projects seeking over $5M discretionary)


q Initiate environmental assessment or categorical exclusion documentation


q Coordinate with local officials and airport users on refined project scope and schedule


Typical Steps One Year Prior to Construction


q Complete airspace study


q Complete project scope of work


q Complete environmental documentation


q Complete 90 percent design, plans, and specifications after FAA environmental findings are made


q Refine and update cost estimates


q Execute reimbursable agreements to support NAVAIDs, if relevant


q Prepare and coordinate Construction Safety Phasing Plan


q Initiate Safety Management Systems (SMS) process


q Secure all necessary local funding


q Secure environmental and other necessary permits


q Submit Benefit/Cost Analysis (by March 1st)


q Coordinate Safety Risk Management Panel with FAA-ATO or FAA-ARP, as necessary


q Finalize construction bidding, grant application, and grant acceptance schedules


Year of Construction


q Complete 100 percent design, plans, and specifications


q Complete FAA environmental documentation for current fiscal year (by January 15th)


q Advertise and secure bids according to ADO schedule


q Submit grant applications (by May 1st, if discretionary funds expected bid by April 1st)


q Accept federal grants (within 30 days of offer)


q Coordinate with local officials and airport users on the progress and schedule


q Issue notice-to-proceed


q Monitor environmental mitigation requirements during construction


q Provide weekly inspection reports


After Construction


q Submit final report and provide final test results (within 60 days of construction end)


q Close any accepted federal grants (within 90 days of projecy acceptance)


q Monitor environmental mitigation measures


q Submit final As-Built ALP and Exhibit A


Source: Federal Aviation Administration - "Steps to AIP Funding for Your Airport Project: Quick Reference Guide", March 2016
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 ENVIRONMENTAL CONSIDERATIONS 


The environmental processing for projects within each development phase will need to be completed in 


advance of the design and construction to allow for project completion in accordance with applicable 


federal rules and regulations. To begin the CIP, and over the short-term, projects have individually 


programmed Environmental Assessments (EAs) due to existing 5-year FAA accepted CIP plans. However, 


for mid-term and long-term projects in the CIP are logically grouped into EAs which take advantage of 


report longevity, as opposed to reviewing projects individually. This process has the distinct advantage of 


saving time and making effective use of financial resources. 


 


FAA Order 1050.1F, Policies and Procedures for Considering Environmental Impacts, and 5050.4B, National 


Environmental Policy Act (NEPA) Implementing Instructions for Airports, require the evaluation of airport 


Typical Steps Four Years Prior to Construction


q Identify the project in the approved Airport Layout Plan and consult with ADO


q Submit 5-year CIP (by February 1st)


q Validate project justification and funding eligibility and identify funding sources


q Determine probable level of environmental review (planning may need to begin much earlier if EIS required)


q Determine if ALP and/or Exhibit A need updating


q Identify required flight procedure modifications and need for aeronautical survey


q Coordinate with local officials and airport users on project plans


Typical Steps Three Years Prior to Construction


q Refine project scope, cost estimates, and funding sources


q Determine if a Benefit/Cost Analysis or if FAA Letter of Intent (LOI) are necessary


q Determine if a reimbursable agreement is necessary for affected NAVAIDs


q Initiate aeronautical survey as required


q Begin purchase or assembly of all necessary land for the project


Typical Steps Two Years Prior to Construction


q Refine project scope


q Solicit professional design services


q Prepare preliminary design, site planning, and cost estimates


q Initiate reimbursable agreements and coordinate any NAVAID requirements with the FAA


q Complete aeronautical survey and submit requests for new/modified flight procedures with the FAA


q Submit a request for airspace review of projects under non-rulemaking authority (NRA)


q Begin Benefit/Cost Analysis if determined to be necessary (projects seeking over $5M discretionary)


q Initiate environmental assessment or categorical exclusion documentation


q Coordinate with local officials and airport users on refined project scope and schedule


Typical Steps One Year Prior to Construction


q Complete airspace study


q Complete project scope of work


q Complete environmental documentation


q Complete 90 percent design, plans, and specifications after FAA environmental findings are made


q Refine and update cost estimates


q Execute reimbursable agreements to support NAVAIDs, if relevant


q Prepare and coordinate Construction Safety Phasing Plan


q Initiate Safety Management Systems (SMS) process


q Secure all necessary local funding


q Secure environmental and other necessary permits


q Submit Benefit/Cost Analysis (by March 1st)


q Coordinate Safety Risk Management Panel with FAA-ATO or FAA-ARP, as necessary


q Finalize construction bidding, grant application, and grant acceptance schedules


Year of Construction


q Complete 100 percent design, plans, and specifications


q Complete FAA environmental documentation for current fiscal year (by January 15th)


q Advertise and secure bids according to ADO schedule


q Submit grant applications (by May 1st, if discretionary funds expected bid by April 1st)


q Accept federal grants (within 30 days of offer)


q Coordinate with local officials and airport users on the progress and schedule


q Issue notice-to-proceed


q Monitor environmental mitigation requirements during construction


q Provide weekly inspection reports


After Construction


q Submit final report and provide final test results (within 60 days of construction end)


q Close any accepted federal grants (within 90 days of projecy acceptance)


q Monitor environmental mitigation measures


q Submit final As-Built ALP and Exhibit A


Source: Federal Aviation Administration - "Steps to AIP Funding for Your Airport Project: Quick Reference Guide", March 2016
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development projects as they relate to specific environmental impact categories. A complete evaluation of 


the impact categories identified in FAA Orders 1050.1F and 5050.4B is required during an EA or 


Environmental Impact Statement (EIS). Categorical Exclusions (CATEX) require evaluations of extraordinary 


circumstances to ensure that projects, typically causing minimal environmental effects, would not cause 


effects requiring more analyses in an EA, or possibly, an EIS. 


 


In preparing for implementation of CIP projects, discussion with FAA environmental staff should take 


place to determine the best course of action for environmental processing. Due to the type and number 


of future capital projects that will likely require environmental documentation, it is recommended that 


Eugene Airport consider developing an overall strategic environmental plan. This effort should determine 


the scale of environmental compliance needed for each future project, and examine opportunities to 


group environmental projects together to minimize project costs and maximize efficiency. 


 AIRPORT FUNDING SOURCES 


The typical airport cannot satisfy capital development funding needs strictly from their own internal 


funding sources. Federal, state, local, and private funding combine with airport funds and bond proceeds 


(supported by airport revenues and/or municipal support) to generate the funds required to undertake 


capital improvement projects. Federal funding sources include Airport Improvement Program grants 


which are subject to Congressional modification or other entities with jurisdictional control over a 


particular funding source. 


 


Specific project eligibility criteria vary depending upon the funding source. When identifying potential 


funding sources, it is critical to examine each project element to determine its eligibility for each program 


or funding source. Another important consideration is the availability of funds for each funding source. 


The following sections describe primary external funding sources which may be available to provide 


capital for the preferred development. 


 Federal Funding Sources 


Federal funding is available to airports through the FAA Airport Improvement Program (AIP) dependent 


upon the airport category, the role filled within the National Plan of Integrated Airport Systems (NPIAS), 


and the priority of the improvement as determined within the National Priority Ranking System (NPS). The 


Airport Improvement Program has experienced a rather tumultuous journey over the last 20 years having 


gone through many congressional acts, temporary extensions, and even lapses in funding to maintain the 


program. The most recent iteration of AIP funding legislation is the FAA Extension, Safety, and Security 


Act of 2016 (H.R. 636), which authorized the extension of the AIP through the end of the Federal Fiscal 


Year (FFY)2, September, 30, 2017. Funds obligated for the AIP are drawn from the Airport and Airway Trust 


Fund (Trust Fund), which is supported by user fees, fuel taxes, and other similar revenue sources. Trust 


Fund revenue resources are shown in Table 5-1. 


                                                      
2  The Federal Fiscal Year (FFY) lasts from October 1st to September 30th. For example, FFY 2018 begins October, 1, 2017 and ends on 


September 30, 2018. 
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TABLE 5-1 


AIRPORT AND AIRWAY TRUST FUND TAX REVENUE SOURCES 


 
Notes: 1Rate as indexed annually by the Consumer Price Index beginning January 1, 2002. Passenger Facility Charges currently 


capped at $4.50. 2Does not include 0.1 cent/gallon tax for Leaking Underground Storage Tank Trust Fund. 


Source: Congressional Research Service, The Airport and Airway Trust Fund: An Overview, January 31, 2017 


 


The majority of Trust Fund revenues are supported by a tax on commercial passenger ticket sales which 


are paid by users of commercial airlines. As a result the amount of aviation taxes generated in a given year 


to support the Trust Fund is dependent upon the national level of commercial aviation activity and total 


revenues generated from these activates. Historic annual AIP grant award totals can be seen in Figure 


5-2. 


 


FIGURE 5-2 


HISTORIC FEDERAL AIP GRANT AWARDS 


 
Source: Federal Aviation Administration Grant History Database, Retrieved August 2017 


 


AIP entitlement grants are offered annually based on the airport’s number of passenger enplanements 


and the amount of enplaned cargo (by weight). AIP discretionary grants are offered competitively 


depending on the availability of funds and through the FAA’s assessment of need and priority via the NPS. 


Tax or Fee Rate


Passenger ticket tax 7.50%


Flight segment tax (CY 2017) 1 $4.10


Cargo waybill tax 6.25%


General aviation gasoline tax 2 19.4 cents/gallon


General aviation jet fuel tax (kerosene) 21.9 cents/gallon


Commercial jet fuel tax (kerosene) 4.4 cents/gallon


International arrival/departure tax $18.00


Tax on transportation between continental U.S. and Alaska/Hawaii $9.00


Fractional ownership surtax on general aviation jet fuel 14.1 cents/gallon


Notes: 1 Rate as indexed annually by the Consumer Price Index beginning January 1, 2002.  PFC rates currently 


capped at $4.50.  2 Does not include 0.1 cent/gallon tax for Leaking Underground Storage Tank trust fund.


Source: Congressional Research Service, The Airport and Airway Trust Fund: An Overview , January 31, 2017
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When the AIP has more than $3.2 billion available in a FFY, additional discretionary funding may be 


available. Large and medium primary hub airports can receive 75-80 percent of eligible project costs and 


small primary, reliever, and general aviation airports can receive 90-95 percent of eligible costs. Eugene 


Airport is a small hub commercial service airport with Federal AIP project funding eligibility of 93.75 


percent. This is an increase from 90 percent because the United States (U.S.) Government owns a 


significant portion of lands in Oregon. Sections 47109 (b) and (c) of Title 49 United States Code provides 


for an increase in federal share in those states in which the U.S. Government owns more than 5 percent of 


the total lands within a state in order to compensate for the loss of revenue accruing to the state. FAA 


Order 5100.38D, Airport Improvement Program Handbook details the grant process, project eligibility, 


allowable costs, and other information relevant to grant acceptance. Under the AIP, Eugene Airport has 


three potential avenues for receiving federal AIP grant funding: 


» Passenger Entitlement 


» Discretionary3 


» Cargo Entitlement 
 


Figure 5-3 shows the historic AIP grant awards for Eugene Airport from 2004 to 2017. Years with large 


grant awards correlate with discretionary funding allocations for large projects such as Grants 33 and 35 


which in large part funded the construction of Runway 16L-34R in 2004 and 2005. Over the past 13 years, 


Eugene Airport has received an average of about $5 million annually in combined entitlement and 


discretionary funds. Based on this history, it is likely to expect similar federal funding contributions in 


future years. 
 


FIGURE 5-3 


EUGENE AIRPORT HISTORIC AIP GRANT AWARDS (2004-2017) 


 
Source: FAA Grant Award Records, EUG Airport Records, RS&H Analysis, 2017 


Notes: 2017 awards estimated based on potential entitlement collection data. 


                                                      
3 The Small Airport Fund is also available to Eugene Airport, however, this is not an actual set-aside fund. It is merely a calculation to 


ensure a required level of discretionary funding is used for small airports. For airports collecting PFC’s, 87.5% of passenger 


entitlement funds are required to be reduced from large and medium hub airports. This is used to calculate the fund and, of this, 1/7 


is committed to small hub airports as discretionary funding. 
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5.4.1.1 Passenger Entitlement Funding 


One of the most common types of federal funding for airports is passenger entitlement grants funded 


through the AIP which is administered by the FAA. Entitlement funds are available to Eugene Airport as it 


serves commercial enplaning passengers. The annual AIP funding that is available is determined by the 


number of passengers enplaned at the airport in a given year. Under the AIP program, Eugene Airport is 


defined as a “Primary Airport”, having 10,000 or more enplanements. Therefore its minimum annual 


entitlement can vary between $650,000 and $1,000,000 depending upon the amount of money in the 


Aviation Trust Fund for each FFY. If Congress appropriates AIP funds above $3.2 billion, the latter applies 


and, if less, the former. There are reduction formulas for large- and medium-hub airports collecting 


Passenger Facility Charges (PFCs), but these do not apply to Eugene Airport as it is a small-hub airport.4  


AIP Entitlement funds for Eugene Airport cover 93.75 percent of total eligible project costs and require a 


6.25 percent local match. Table 5-2 shows the amount of money an airport receives at incremental 


activity levels for each enplaned passenger for two AIP funding scenarios. 


 


TABLE 5-2 


PASSENGER ENPLANEMENT ENTITLEMENT FUNDS CALCULATIONS 


 
Source: FAA Order 5100.38D, Airport Improvement Program Handbook, Table 4-1 (September 30, 2014) 


 


5.4.1.2 Cargo Service Entitlement Grants 


While originally designed to provide a source of reliable funding for commercial service airports providing 


passenger service, changes to the AIP have also resulted in entitlement funding set aside for cargo service 


airports. Certain airports are designated by the FAA as cargo service airports. According to FAA Order 


5100.38D, Airport Improvement Program Handbook, a cargo service airport is any airport that, in addition 


to any other air transportation services that may be available, are served by aircraft providing air 


transportation of only cargo with a total annual landed weight of more than 100 million pounds. Landed 


weight includes the weight of aircraft transporting only cargo intrastate, interstate, and in foreign air 


transportation. 


 


An airport may be both a commercial passenger service and cargo service airport. At the federal level, 


cargo entitlement funding is available at a rate of 3.5 percent of total AIP available for grants, divided on a 


pro-rata basis according to the airport’s share of total U.S. landed cargo weight. No more than 8 percent 


of the total cargo entitlement may be apportioned to any one airport. Eugene Airport currently handles 


                                                      
4 Refer to FAA Order 5100.38D, Airport Improvement Program Handbook, Table 4-1 (September 30, 2014), for additional details on 


AIP funds available to specific airports by category. 


Passenger 


Enplanements


AIP Fund Calculation if less 


than $3.2B Available


($ per passenger)


AIP Fund Calculation if more 


than $3.2B Available


($ per passenger)


First 50,000 $7.80 $15.60


Next 50,000 $5.20 $10.40


Next 400,000 $2.60 $5.20


Next 500,000 $0.65 $1.30


Over 1,000,000 $0.50 $1.00


Source: FAA Order 5100.38D, Airport Improvement Program Handbook, Table 4-1 (September 30, 2014)
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nearly 2,000,000 pounds of cargo per year, far below the 100 million pound funding requirement level and 


is therefore not eligible, nor is it forecast to be eligible for cargo entitlement funding during the 20-year 


planning period. 


5.4.1.3 Discretionary Grants 


Discretionary grants are based upon commitments to certain eligible development projects at the option 


of the FAA. Discretionary grants are available for use by most types of public use airports, including 


Eugene Airport. Discretionary grant funding is made up of two classes of funding: set-aside funds and the 


remaining funds. The set-aside funds are allocated for noise compatibility and military airport programs, 


as well as certain set-aside funding for airport types. Many factors will affect the amount of discretionary 


funding available in a given year. The remaining discretionary grant funds are distributed to airports 


based on a priority system for projects that enhance safety, improve security, meet standards, and add 


capacity, in that order. The FAA has established the NPS to assist in deciding how to allocate AIP 


discretionary grants according to these priorities. 


 Passenger Facility Charges 


The Passenger Facility Charges (PFC) Program is available to fund certain qualified capital development 


projects at publicly controlled commercial passenger service airports. This program allows FAA approved 


airports the ability to collect PFC’s of up to $4.50 per enplaned passenger. PFC’s are capped at a maximum 


of $4.50 per flight segment with a maximum of two PFC’s charged on a one-way trip, or four PFC’s 


charged on a round trip, for a maximum total of $18.00. Projects must be FAA-approved to qualify for 


using these funds. Eligible projects include those which enhance safety, security, or capacity; reduce noise; 


or increase air carrier competition. 


 


PFCs are collected by air carriers when tickets are sold and are then later remitted to the airport, less a 


handling fee of $0.11 per collected PFC. Eugene Airport was first approved for application to impose and 


collect PFC’s beginning June 1, 2001. Since then, the airport has received approval from the FAA for 


eleven PFC applications, the last of which (PFC#12) is presently collecting at a $4.50 rate with an approved 


expiration date of July 1, 2019. The Airport has received approval to collect and use a total of $35,658,797 


in PFC funds since its first application. As of September 30, 2017, Eugene Airport has used $32,718,390 of 


the approved PFC collection amount. As of December 2017, amendments to Applications 11 and 12 are in 


process to cover Access Control and Terminal Expansion costs for recently completed projects. The 


amendments would add $2 million to the approved total collection amount. New PFC application 


recommendations will be accounted for within the CIP later in this chapter. It should be noted that 


Congressional action currently under review5 could raise the PFC rate cap, therefore creating the potential 


for additional available funding for qualifying projects. 


 Customer Facility Charges 


Collections from Customer Facility Charges (CFC) are another form of airport revenue that are generally 


limited to funding of rental car facilities, associated infrastructure and their operating costs. A CFC is a 


charge paid by rental car customers per the number of contract days that a vehicle has been rented. 


Unlike PFC’s, CFC’s do not require approval from the FAA or any other Federal agency. CFCs are generally 


                                                      
5 As of December 13, 2017, Congress is still reviewing whether to approve an increase in PFC collection limits. 
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negotiated and implemented contractually between the airport and the rental car companies and are 


collected under specific terms including use of the funds. CFC revenue is typically limited to funding rental 


car facilities and operating costs at the airport, rental car related capital expense (debt service), and rental 


car related operating and maintenance expenses. Between FY 2007 and FY 2010, Eugene Airport collected 


CFCs at a rate of $2.00 per customer transaction per rental day. In FY 2011, the CFC rate increased to 


$3.00 per customer transaction per rental day. As of January 2018, only $173,600 of the collected CFCs 


have been spent6.  


 State and Local Funding Sources 


State funding to the Airport is available through the Oregon Department of Aviation (ODA) Aviation 


System Action Program (ASAP) and the Oregon Department of Transportation (ODOT) ConnectOregon 


program. EUG is a city owned airport and all local funding for airport infrastructure is provided from the 


Eugene Airport Enterprise Fund through money generated by Airport operations, lands and its assets. 


5.4.4.1 State and Local Funding Sources 


ConnectOregon is an Oregon state multi-modal transportation (excluding highways) funding program 


which began in 2005 when it was authorized by the Oregon state legislature. The program is a lottery-


backed bond initiative to invest in air, rail, marine, transit and bicycle/pedestrian infrastructure which aims 


to ensure Oregon’s transportation system is strong, diverse, and efficient. The ConnectOregon program is 


currently slated for review by the Oregon State Legislature under House Bill 2288 (ConnectOregon VII). 


Assuming the bill is passed by the Oregon House of Representatives and the State Senate as written, the 


recommended budget in this bill would provide $71.1 million in funding to state transportation projects 


during the 2017-2019 biennium from lottery bond revenue. ConnectOregon projects are eligible for grants 


that cover up to 70 percent of project costs. A minimum 30 percent cash match is required from the funds 


recipient for the grant to be funded. Projects eligible for funding from state fuel taxes are not eligible (see 


Section 3a, Article IX of the Oregon Constitution, the Highway Trust Fund) for ConnectOregon funding. 


 


Another state funding opportunity provided by the Oregon Department of Aviation is the Critical Oregon 


Airport Relief (COAR) Program. This program uses state aviation fuel taxes to fund approved airport 


projects within the state. Grant applications for the COAR program are reviewed, scored according to a 


prescribed formula, and ranked by the Aviation Review Committee. This committee considers the 


following criteria when selecting transportation projects: 


» Reduction in transportation costs for Oregon businesses or ability to improve access to jobs and 


sources of labor. 


» Project results in an economic benefit to the State of Oregon. 


» Fulfills a critical link connecting elements of Oregon’s transportation system that will measurable 


improve utilization and efficiency of the system. 


» Cost of proposed project can be borne by the grant applicant from any source other than 


ConnectOregon. 


» Construction readiness. 


» Useful life expectant that offers maximum benefit to the state. 


                                                      
6 CFC money was spent on early design for rental car service facility. 
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The Aviation Review Committee provides the State Aviation Board with a final recommendation report for 


final decision making authority. The State Aviation Board selects applications based upon the following 


priorities7: 


» Priority 1 – Ability to assist with match requirements for FAA AIP grants. 


» Priority 2 – Safety and infrastructure development. 


» Priority 3 – Aviation-related economic benefits related to airports. 


 


In 2015, the Oregon State Legislature passed House Bill 2075 to increase the fuel tax on aviation gas and 


jet fuel by $0.02 per gallon. This enabled funding for the ASAP to invest in aviation for specific purposes. 


The fuel tax increase became effective on January 1, 2016 and is effective until January 1, 2022. The ASAP 


Fund allocates and distributes this tax revenue among three new programs8: Critical Oregon Aviation 


Relief (COAR), Rural Oregon Aviation Relief (ROAR), and State Owned Airports Reserve (SOAR). Fifty 


percent of the funds go to the COAR program for federal AIP matches, emergency preparedness and 


infrastructure projects, and other needs related to supporting services, businesses, and local economic 


development at Oregon airports. Twenty-five percent of the ASAP funds are allocated for distribution 


through the ROAR program which assists commercial air service in rural Oregon. The final 25 percent of 


the ASAP funding is distributed through the SOAR program to state-owned airports for the purposes of 


safety improvements and infrastructure projects at public-use airports. 


 


Eugene Airport should continue to target State funding for appropriate projects through the 


ConnectOregon and COAR programs, but should not rely on them as funding sources. Project funding 


from these programs is competitive and the Airport is competing with all sectors of transportation within 


the state for limited funds. Eugene Airport did receive $4,103,461 from the State in 2006 (used for air 


cargo development) but contributions from the program have been declining since, with funding of 


$735,214 received in 2010 and $451,111 received in 2011. No funding has been received from the 


program since 2011. Therefore, the state programs are not anticipated to be a reliable funding source for 


airport capital projects. If state funding is secured, it should be used to offset any airport funds 


programmed to cover project costs. 


 


Local funds used at Eugene Airport for infrastructure development are typically generated from net 


airport operating revenues. These funds are transferred to the Airport capital fund at the end of each City 


of Eugene fiscal year9. A review of the Airport’s financial statements for the past 6 years show net 


revenues averaging approximately $1 million annually. 


  


                                                      
7 Grant applications are prioritized using House Bill 2075 priority rating OL 2015 c.700 Section 7(3)(C). 
8 Five percent of these funds are set aside to the Oregon Department of Aviation for costs of the department and the State Aviation 


Board in administering the programs. 
9 The City of Eugene Fiscal Year (FY) runs from July 1 through June 30, for example, the 2018 FY begins July 1, 2017 and ends June 


30, 2018. This does not align with the Federal Fiscal Year. 
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5.4.4.2 Public Private Partnerships 


A Public Private Partnership (P3) is an arrangement between the public and private sectors whereby 


services traditionally provided by the public sector are provided by the private sector. These agreements 


target setting a clear understanding of shared objectives for delivery of public infrastructure and/or public 


services. A P3 can take many forms, but in relation to airport development, it is simply another funding 


strategy to be considered in the development, implementation and operation of facilities and 


infrastructure projects. 


 Issuance of Public (Municipal) Debt 


Proceeds from the issuance of General Airport Revenue Bonds (GARB) and other types of municipal bonds 


are a common source of funding for airport sponsors in the United States. To obtain the funds, airports 


seek access to the capital markets on reasonable terms for short-, mid-, and long-term financing needs. 


The most commonly used financing instruments to fund major airport capital development programs are 


tax-exempt General Obligation Bonds and General Airport Revenue Bonds. Other long-term funding 


sources include the issuance of bonds that are generally not secured by general airport revenues but by 


specific revenue sources including Industrial Development Bonds and Special Facility Bonds. At the time of 


this writing, Eugene Airport has not carried any form of bond debt since FY 2008. The following is a brief 


summary of these primary types of municipal funding instruments. Not all of these instruments may be 


suitable for Eugene Airport in the short-term, but may be viable funding alternatives in the future. 


5.4.5.1 General Obligation Bonds 


General Obligation (GO) Bonds are among the first municipal financing instruments used for airport 


development. GO Bonds are a debt of the issuing agency and are supported by its taxing power. Since 


these bonds are backed by the full faith and credit of the issuing agency, they often require voter 


approval. As a rule, GO Bonds generally have the lowest interest rates when compared with other 


municipal financing instruments and typically do not require the establishment of backup reserve funds or 


coverage to enhance their creditworthiness. GO Bonds used for airport financing increases the issuing 


agency’s outstanding debt, and thus reduces the amount of credit available to finance other community 


needs. GO Bonds could be available for the funding of large scale projects at EUG (exceeding a minimum 


of $10 million) with high levels of community support. 


5.4.5.2 General Airport Revenue Bonds 


General Airport Revenue Bonds (GARBs) are one of the most common long-term funding sources used by 


airports. GARBs are tax-exempt bond debt issued by the municipality and secured through a pledge of 


general revenues from the airport. GARBs are somewhat riskier than GO Bonds as they are backed by 


airport revenues (as opposed to municipal tax revenues). This makes them more susceptible to 


unanticipated drops in airport revenue. General Airport Revenue Bonds would be a financially responsible 


funding option at EUG, carrying minimal risk for the city and the Airport. Issuance of long-term debt is 


generally recommended for large-scale projects where AIP and PFC funding is limited by eligibility 


requirements or has already been committed to other higher priority projects. 


5.4.5.3 Industrial Development Bonds and Special Facility Bonds 


Industrial Development Bonds (IDBs) are used by governmental entities for projects eligible under the 


Internal Revenue Code in conjunction with other incentives such as local and state tax abatement and/or 


tax credits to create a package that will attract businesses to these zones and provide employment 
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opportunities for its residents. IDBs are issued by a governmental entity which then loans the proceeds to 


a private company to provide financing methods for economic development projects. The IDBs are 


secured by the payment on a promissory note by the private company. As the issuer, the governmental 


entity acts as a conduit for the private company and has no liability. IDBs could be considered by Eugene 


Airport as a way to begin developing areas identified for non-aeronautical revenue land uses. 


 


Special Facility Bonds (SFBs) are issued by airport sponsors to encourage specific developments. Their use 


originated in the 1960's as a means to finance needed facilities for airlines upon reasonable terms and 


conditions. The facilities constructed with the proceeds are leased by the issuer to the airline for a period 


that coincides with the term of the SFBs. The SFBs are not a debt of the issuer, but are supported solely by 


the revenues from the project they were issued to construct, and the sole responsibility of the issuer is to 


use its best efforts to generate rental revenue from the project. This is a less common source of funding 


since bankrupt airlines have contested lease payments10. 


 EUGENE AIRPORT FUNDING OUTLOOK 


Potential funding sources available to Eugene Airport include FAA AIP entitlement and discretionary 


grants, PFCs, CFCs, State and local funds, airport revenues, and private investment. A majority of funding 


will be provided from AIP entitlement, AIP discretionary, PFCs, CFCs, and local funds. Table 5-3 shows 


historic funding levels used by the Airport between Fiscal Year (FY) 2004 and FY 2017.  


 


TABLE 5-3 


HISTORIC AVAILABLE FUNDING 


 
Notes: 1Local match calculated at required match for entitlement funding. All values shown in 2017 dollars. 


Sources: EUG records and FAA Certification Activity Tracking System (CATS) Financial Reporting System. RS&H Analysis, 2017. 


                                                      
10 Source: Airports Council International – North America, http://www.aci-na.org/content/airport-financing, Retrieved August 31, 


2017 


2004 $4,185,042 $7,606,500 $11,791,542 95.00% $1,244,766 $0 $589,577 $13,625,885


2005 $540,478 $8,700,000 $9,240,478 95.00% $1,461,201 $0 $462,024 $11,163,703


2006 $4,268,489 $0 $4,268,489 95.00% $1,565,556 $0 $213,424 $6,047,469


2007 $974,920 $0 $974,920 95.00% $1,569,793 $268,696 $48,746 $2,862,155


2008 $2,656,560 $0 $2,656,560 95.00% $1,597,557 $338,852 $132,828 $4,725,797


2009 $2,751,263 $3,084,659 $5,835,922 95.00% $1,261,595 $292,138 $291,796 $7,681,451


2010 $2,645,859 $6,380,394 $9,026,253 95.00% $1,418,300 $252,192 $451,313 $11,148,058


2011 $2,397,048 $0 $2,397,048 95.00% $1,567,072 $371,657 $119,852 $4,455,629


2012 $947,153 $0 $947,153 95.00% $1,591,213 $436,770 $47,358 $3,022,494


2013 $459,375 $0 $459,375 93.75% $1,676,525 $481,131 $28,711 $2,645,742


2014 $7,926,480 $0 $7,926,480 93.75% $1,760,109 $533,253 $495,405 $10,715,247


2015 $3,047,216 $0 $3,047,216 93.75% $1,812,556 $567,048 $190,451 $5,617,271


2016 $375,554 $0 $375,554 93.75% $1,883,266 $582,428 $23,472 $2,864,720


2017 $5,611,160 $0 $5,611,160 93.75% $1,859,112 $646,770 $350,698 $8,467,740


Totals $38,786,597 $25,771,553 $64,558,150 $22,268,621 $4,770,935 $3,445,655 $95,043,361


Passenger 


Entitlement
Discretionary


Total AIP 


Contribution


AIP  


Federal 


Share


PFC CFC


Federal


Fiscal 


Year


Total Funds 


Available


Local 


Match1
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Table 5-3 shows that between 2004 and 2017 Eugene Airport received $38.8 million in AIP entitlement 


funding and $25.8 million in discretionary funding. That equates to a combined total of $64.6 million in 


eligible AIP funding over the 14 year period, or an average of $4.6 million annually 


 AIP Passenger Entitlement Funding Outlook 


For the purpose of determining passenger entitlement grants apportioned in 2018, the FAA uses the 


number of enplaned passengers at each airport in calendar year 2016. Eugene Airport enplaned 488,742 


passengers in Calendar Year 2016 and therefore can budget for $3,321,458 in AIP passenger entitlement 


grants for Federal Fiscal Year 2018. Total projected AIP passenger entitlements during the short-term 


development period (2018-2022) reaches approximately $17 million11 based on the passenger forecast 


provided in Chapter 2, Aviation Demand Forecast. Projects within the CIP which are eligible (in some 


cases only partially eligible) for AIP Passenger Entitlement funding include those focused on airfield 


maintenance and improvements, terminal area apron development, environmental reviews, and airport 


planning studies. Equipment used for Airport Rescue and Fire Fighting (ARFF), deicing, and aircraft 


navigation is also eligible for AIP passenger entitlement funding. Details on specific CIP projects will be 


provided later in this chapter. 


 AIP Discretionary Funding Outlook 


The potential of receiving discretionary funding is determined by the FAA through a system which ranks 


airport CIP projects according to need based on criteria which focus on enhancing safety, improving 


security, meeting FAA design standards, and adding needed capacity. Between the years of 2004 and 


2017, Eugene Airport was successful in securing $25,771,553 of discretionary funding. Based on FAA’s 


criteria associated with discretionary funding allocation and the type of projects considered in the current 


CIP update, $43,623,415 in total discretionary funding has been programmed into the Eugene Airport CIP 


over the entire 20-year planning period. Of this total, $21,800,000 is already programmed by FAA through 


FFY 2021. An additional $8,337,970 is programmed under this implementation plan to come during the 


short-term development phase to be used for necessary airfield safety projects and the construction of 


apron associated with a new terminal concourse. The remaining $13,485,445 is programmed to cover 


eligible costs for long-term projects. 


 Passenger Facility Charge Funding Outlook 


Considering passenger demand forecasts for the 20-year planning period, at a $4.50 PFC the Airport has 


the potential to collect an average of approximately $2.5 million annually which is projected to reach 


$50.6 million over the 20-year planning period. PFC funding is expected to be primarily used to fund 


eligible portions of terminal area and airfield improvements included in the CIP over the planning period. 


Short-term period programmed PFC expenditures total roughly $4.3 million. This money is slated to fix 


older portions of the terminal roof, fund a planning study focused on development of a new concourse, 


and rehabilitate aging airfield pavement. In FFY 2022, PFC dollars are programmed to be used as the 


security for a 20-year municipal bond which will fund the construction of a new terminal concourse and 


the expansion of ticketing and outbound baggage facilities. Programmed PFC funding for the mid-term is 


anticipated at $2.4 million and funds an airfield safety project. Long-term programmed PFC funding is the 


                                                      
11 Projected AIP Passenger Entitlement grant assumes the AIP program continues to be funded at the $3.2 billion level or above and 


no legislative actions occur which alter federal funding levels. 
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highest at nearly $28.8 million, with a portion allotted to funding the construction of a ground service 


vehicle access tunnel under the cross-field taxiways and the other portion funding routine rehabilitation 


work on Taxiway B. 


 Customer Facility Charge Funding Outlook 


Customer Facility Charges have been collected since 2006 and are currently collected at a rate of $3 per 


transaction. Total CFC collections since the program started in 2016 to October 1, 2017, totals 


approximately $5 million at an average of over $454,500 annually. The current contractual agreement 


between Eugene Airport and the rental car agencies collecting the CFCs limit their use to only the 


construction of a rental car quick turn-around service facility. It is recommended that the contract be 


amended to include additional infrastructure serving rental cars. This would include additional parking for 


the ready-return lot and the service area, as well as a portion of the future access road leading to the 


rental car facilities. CFC contractual amendments would benefit both the rental car agencies, the Airport, 


and ultimately the customers who receive an improved level of service. The CIP funding source allocations 


assume that a portion of the CFC revenues can be programmed for use of these capital improvements. If 


this is later determined to be impossible, then the assumed funding would need to be fulfilled through 


either Airport or private funding, potentially postponing the implementation of certain landside roadway 


and parking projects. Within the proposed CIP, CFCs are programmed to be used in the short-term period 


for the landside roadway, parking, and rental car facility improvements and, in the long-term period, for 


the construction of a rental car maintenance garage. 


 Private Funding Outlook 


The private sector can be another valuable source of funding for airport related infrastructure projects. 


Caution should be taken when using this funding source to avoid agreements which infringe upon the 


airports grants assurance requirements. It has been assumed that the New Fuel Storage and 


Decommission of Existing Fuel Storage project, scheduled in the short-term period of this CIP, is an 


excellent candidate for funding from the private sector. This is especially true when considering that it 


specifically benefits the Atlantic fixed base operator (FBO) facility. Atlantic has already expressed their 


interest to the Airport in funding the project. It is recommended that the Airport pursue this funding as 


the development of the fuel facility benefits all parties involved. Even though it is not being considered in 


the proposed funding plan for the new CIP, the Airport could explore the possible use of private funds for 


some of the larger projects in the CIP, like terminal and concourse development, exploring a variety of 


ownership/lease models within the limitations imposed by the FAA grant assurances. 
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 Summary of Future Potential Funding Sources 


Table 5-4 summarizes the potential amounts of funding from the various sources previously described. 


Yearly amounts projected are correlated to the projects outlined in the CIP, shown later in this chapter in 


Table 5-9.  


 


TABLE 5-4 


PROJECTED FUNDING (EXCLUDING AIRPORT OPERATING REVENUES) 


 


 
Notes: 1Passenger Entitlement funding calculation assumes AIP funding levels exceeding $3.2 billion in available funding. 2Projected 


PFC funds assume FAA re-approval of future PFC application at rate of $4.50 per enplaned passenger. 3CFC projections estimated 


using Airport data and regression analysis. All values shown in 2017 dollars. 


Source: RS&H Analysis, 2017 


 


 Operating Revenues and Operational Cash Flows Outlook 


Aside from the potential funding sources for capital projects described previously, EUG is required to 


operate in a self-sufficient manner, meaning no City of Eugene general funds are used to cover airport 


operating expenses. In order to safeguard this, the Airport maintains a reserve of operating revenue to 


cover annual fluctuations in operating revenues and expenses. It is important that the CIP not require 


excessive draw from those cash reserves to allow the Airport to maintain a secure financial position. 


 


Airport operational costs are covered through aeronautical and non-aeronautical related revenues. 


Aeronautical revenues are derived from user fees (such as aircraft landings, commercial passengers, and 


terminal concessionary, etc.), revenue from on-airport land leases, aviation fuel flowage fees, facility 


2018 $3,321,458 $0 $3,321,458 93.75% $2,145,577 $670,782 $207,591 $6,137,818


2019 $3,371,609 $2,600,000 $5,971,609 93.75% $2,187,916 $695,230 $373,226 $8,854,755


2020 $3,390,687 $12,400,000 $15,790,687 93.75% $2,231,089 $720,161 $986,918 $18,741,938


2021 $3,403,724 $6,800,000 $10,203,724 93.75% $2,275,115 $741,048 $637,733 $13,219,887


2022 $3,417,019 $8,337,970 $11,754,989 93.75% $2,320,010 $762,272 $734,687 $14,837,271


2023 $3,428,157 $0 $3,428,157 93.75% $2,357,621 $783,841 $214,260 $6,569,619


2024 $3,439,475 $0 $3,439,475 93.75% $2,395,842 $805,760 $214,967 $6,641,077


2025 $3,450,977 $0 $3,450,977 93.75% $2,434,682 $828,034 $215,686 $6,713,693


2026 $3,462,665 $0 $3,462,665 93.75% $2,474,153 $849,324 $216,417 $6,786,141


2027 $3,474,543 $0 $3,474,543 93.75% $2,514,263 $870,939 $217,159 $6,859,744


2028 $3,485,895 $0 $3,485,895 93.75% $2,552,601 $892,883 $217,868 $6,931,379


2029 $3,497,422 $0 $3,497,422 93.75% $2,591,523 $915,161 $218,589 $7,004,106


2030 $3,509,123 $0 $3,509,123 93.75% $2,631,040 $937,780 $219,320 $7,077,943


2031 $3,521,004 $0 $3,521,004 93.75% $2,671,158 $960,743 $220,063 $7,152,905


2032 $3,533,065 $0 $3,533,065 93.75% $2,711,889 $984,057 $220,817 $7,229,010


2033 $3,545,310 $0 $3,545,310 93.75% $2,753,240 $1,007,726 $221,582 $7,306,276


2034 $3,557,742 $6,485,445 $10,043,187 93.75% $2,795,222 $1,031,756 $627,699 $13,870,165


2035 $3,570,364 $0 $3,570,364 93.75% $2,837,844 $1,056,152 $223,148 $7,464,360


2036 $3,583,178 $0 $3,583,178 93.75% $2,881,116 $1,080,920 $223,949 $7,545,215


2037 $3,596,187 $7,000,000 $10,596,187 93.75% $2,925,048 $1,106,066 $662,262 $14,627,302


Totals $69,559,603 $43,623,415 $113,183,018 $50,686,949 $17,700,636 $7,073,939 $181,570,603


Total AIP 
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rentals, and other miscellaneous activities specifically related to aviation. In addition to using operating 


revenue to cover operating expenses, Eugene Airport has the ability to transfer excess operating revenues 


into the capital fund at the end of each City of Eugene fiscal year. This money can then be used to fund 


necessary capital improvement projects. 


 


In 2016, aeronautical related revenue made up approximately 40 percent of total airport revenues. 


Aeronautical revenues include activities such as landing fees, terminal space rent, and general aviation 


related fees. Non-aeronautical airport revenue streams made up 60 percent of revenues, drawn from 


activities such as parking and ground transportation, rental car activity (excluding CFCs), terminal retail, 


land leases, and other miscellaneous activities. Figure 5-4 shows the breakdown of revenue sources by 


type for FY 2016, with a further breakdown of non-aeronautical revenues operating revenues by category. 


 


FIGURE 5-4 


EUGENE AIRPORT OPERATING REVENUES (2016) BREAKOUT 


 
Source: RS&H Graphic, Data provided by FAA CATS Financial Reporting System, November 2017 


 


A review of the Airport’s financial statements for Fiscal Years 2012 to 2017 shows a stable growth of 


operating revenues that outpace operating expenses. Table 5-4 presents a breakdown of airport historic 


operating revenues and expenses for FY 2012 to FY 2017 and annual projections through FY 2022. It must 


be noted that major operating revenues and expenses have had moderately stable growth patterns for 


the past six years and, as such, have been forecasted until FY 2022. Total operating revenues have been 


forecasted to grow at a compounded annual growth rate (CAGR) of 3.56 percent while expenses are 


projected at 2.07 percent growth. Both growth rates are similar to those experienced by the Airport for 


the past six years. Net operating income without depreciation is also expected to grow at moderate rates. 
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TABLE 5-5 


HISTORIC AND PROJECTED 5-YEAR OPERATING REVENUE AND EXPENSES 


 
Sources: City of Eugene Comprehensive Annual Financial Reports (CAFR) FY 2013-2017. RS&H Analysis, 2018 


Notes: 12018 projected Operating Revenues and Total Operating Expenses data is adopted from Eugene Airport preliminary financial data reported 


February 15, 2018 and includes "Other" category for "Fund 511 share of project cost of ($1,000,000) to transfer to Fund 512". All values shown in 2017 


dollars. 


 


A review of airport cash flows for the period between FY 2012 and FY 2017 was conducted showing a 


stable balance of cash reserves that have been on a decline during this period, primarily generated by the 


funding of airport infrastructure projects using part of the reserve. Table 5-6 below presents both historic 


cash flow balances for FY 2012 to FY 2017 as well as projected cash flows for FY 2018 to FY 2022. Cash 


flow projections for both operating and non-operating activities were established considering historic 


trend lines for the past six years and cash flow requirements for capital assets came from the pay-go 


requirements of the five-year Capital Improvement Program presented in the Section 5.7, Airport 


Development Phasing and Funding Plan, of this report. Cash reserves continue declining during the 


future five fiscal-year periods due to significant investment in necessary capital improvement projects but 


remain above $3 million through FFY 2022. Cash reserves begin to rebound in FFY 2023 as cash flow from 


operating activities increases due to the additional leasable terminal space and PFC funds are introduced 


to repay the 20-year municipal bond. 


 


FY 2012 FY 2013 FY 2014 FY 2015 FY 2016 FY 2017 FY 20181 FY 2019 FY 2020 FY 2021 FY 2022


Operating Revenues


Licenses and permits $0 $0 $0 $0 $0 $0 $32,650 $33,708 $34,800 $35,927 $37,091


Rental income $3,279,829 $3,383,680 $3,605,584 $3,711,608 $1,061,267 $1,133,368 $1,206,039 $1,245,107 $1,285,441 $1,327,082 $1,370,071


Charges for services $4,759,092 $5,016,758 $5,421,497 $5,714,863 $8,981,761 $9,924,014 $11,472,019 $11,843,643 $12,227,306 $12,623,396 $13,032,318


Fines and forfeits $7,999 $6,387 $4,352 $3,043 $1,549 $899 $4,600 $3,472 $2,986 $2,758 $2,711


Miscellaneous $22,033 $57,007 $14,221 $11,162 $80,222 $38,566 $561,500 $127,113 $138,797 $159,560 $184,293


Other $0 $0 $0 $0 $0 $0 ($1,000,000) $0 $0 $0 $0


Total Operating Revenues $8,068,953 $8,463,832 $9,045,654 $9,440,676 $10,124,799 $11,096,847 $12,276,808 $13,253,043 $13,689,330 $14,148,723 $14,626,484


Operating Expenses


Personnel services $4,177,069 $4,419,537 $4,646,741 $4,229,446 $4,574,474 $4,825,358 $5,252,534 $5,406,304 $5,564,576 $5,727,480 $5,895,155


Contractual services $796,822 $841,958 $953,499 $1,062,807 $968,816 $2,072,164 $1,180,256 $1,179,917 $1,236,243 $1,283,367 $1,320,127


Materials and supplies $946,752 $833,888 $904,856 $750,021 $1,049,764 $798,115 $931,257 $877,984 $885,333 $882,079 $904,089


Maintenance $412,529 $449,103 $422,298 $403,645 $395,913 $518,969 $458,712 $441,440 $440,163 $443,140 $449,723


Utilities $443,309 $496,392 $579,950 $514,822 $526,600 $605,088 $681,002 $724,721 $771,247 $820,759 $873,450


Rent $0 $174 $0 $5,825 $3,624 $0 $1,696 $1,887 $2,172 $2,534 $1,985


Taxes $0 $0 $0 $0 $0 $0 $0 $0 $0 $0 $0


Insurance $134,008 $105,636 $122,954 $130,973 $133,795 $158,927 $173,908 $179,942 $186,185 $192,646 $199,330


Claims $0 $0 $0 $0 $0 $0 $0 $0 $0 $0 $0


Central business functions $440,000 $468,000 $512,000 $508,000 $520,000 $603,000 $679,201 $723,387 $770,449 $820,572 $873,956


Pension expense ($788,013) $2,049,170 $1,321,418 $1,397,488 $1,397,488 $1,397,488 $1,397,488 $1,397,488


Total Operating Expenses $7,350,489 $7,614,688 $8,142,298 $6,817,526 $10,222,156 $10,903,039 $10,756,054 $10,933,069 $11,253,855 $11,570,066 $11,915,303


Operating Income (loss) $718,464 $849,144 $903,356 $2,623,150 ($97,357) $193,808 $1,520,754 $2,319,974 $2,435,474 $2,578,658 $2,711,181


without Depreciation


ProjectedHistoric
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TABLE 5-6 


HISTORIC AND PROJECTED 5-YEAR OPERATIONAL CASH FLOW 


 
Sources: City of Eugene Comprehensive Annual Financial Reports (CAFR) FY 2013-2017. All values shown in 2017 dollars. RS&H Analysis, 2018 


 


 FAA ACCEPTED FIVE-YEAR CAPITAL IMPROVEMENT PROGRAM 


An important outcome of any Airport Master Plan Update is the development of the Airport Capital 


Improvement Program. This Master Plan provides input to update the Airport’s existing CIP according to 


needs as determined in the study. The updated CIP must adopt and continue near-term programmed 


projects and funding plans because the mechanisms to implement and fund those projects are already in 


place. Effective February 28, 2018, Eugene Airport has an FAA-accepted five-year CIP. The current CIP lists 


near-term projects and capital purchases anticipated for implementation between 2019 and 2023, along 


with how much federal funding is programmed for the project. The first three years (2019-2021) of 


projects are considered “locked in” by the FAA because funds have already been programmed, however, 


updates to an airport’s CIP can be submitted at any time for consideration and acceptance. It is 


recommended that the Eugene Airport staff work closely with the FAA to update the CIP on an annual 


basis. Table 5-7 shows the FAA Accepted Five-Year Airport Capital Improvement Program12 along with 


funding distributions by source. 


 


                                                      
12 Accepted in official FAA letter dated February 28, 2018 to Eugene Airport from the Seattle Airports District Office. 


2012 2013 2014 2015 2016 2017 2018 2019 2020 2021 2022


Cash flows from operating activities


Cash received from customers $7,803,213 $8,598,760 $9,095,894 $9,517,628 $9,796,436 $11,186,309 $11,594,092 $12,016,740 $12,454,796 $12,908,820 $13,379,395


Cash paid to suppliers for goods and services ($2,635,369) ($2,117,705) ($2,409,440) ($1,512,466) ($2,924,698) ($3,805,861) ($3,929,551) ($4,057,262) ($4,189,123) ($4,325,269) ($4,465,841)


Cash paid to employees for services ($3,600,094) ($3,701,798) ($3,941,105) ($3,746,075) ($4,057,008) ($4,380,982) ($4,556,412) ($4,738,867) ($4,928,628) ($5,125,988) ($5,331,251)


Cash paid for interfund services used ($1,136,071) ($1,227,616) ($1,343,226) ($1,474,455) ($1,465,245) ($1,452,896) ($1,526,161) ($1,603,120) ($1,683,961) ($1,768,878) ($1,858,076)


Cash paid for central business functions ($440,000) ($468,000) ($512,000) ($508,000) ($520,000) ($603,000) ($642,229) ($684,011) ($728,511) ($775,906) ($826,384)


Net cash provided by (used for) ($8,321) $1,083,641 $890,123 $2,276,632 $829,485 $943,570 $939,738 $933,480 $924,573 $912,779 $897,843


operating activities


Cash flows from noncapital financing activities


Principal payments on pension bonds $0 $0 $0 ($67,218) ($83,202) ($93,171) ($103,658) ($115,326) ($128,308) ($142,750) ($158,819)


Interest payments on pension bonds $0 $0 $0 ($90,195) ($97,902) ($97,726) ($101,816) ($106,077) ($110,516) ($115,141) ($119,959)


Subsidy from grant $0 $0 $0 $0 $0 $242,126 $0 $0 $0 $0 $0


Net cash provided by (used for) noncapital $0 $0 $0 ($157,413) ($181,104) $51,229 ($205,474) ($221,403) ($238,823) ($257,891) ($278,778)


financing activities


Cash flows from capital and related


financing activities


Principal payments on notes, bonds, and certificates $0 $0 $0 $0 $0 $0 $0 $0 $0 $0 $0


Interest payments on notes, bonds, and certificates $0 $0 $0 $0 $0 $0 $0 $0 $0 $0 $0


Contributions from other funds and governments $3,487,622 $2,743,458 $3,570,459 $5,475,804 $6,757,646 $3,788,170 $1,896,000 $11,093,030 $16,734,655 $14,486,750 $13,584,127


Proceeds from Airport Instrastructure Bonds $0 $0 $0 $0 $0 $0 $0 $0 $0 $0 $23,705,000


Acquisition and construction of capital assets ($2,880,833) ($2,242,118) ($5,885,992) ($9,310,619) ($11,693,781) ($6,881,900) ($2,976,000) ($11,490,016) ($16,930,798) ($20,072,000) ($39,224,625)


Net cash provided by (used for) capital $606,789 $501,340 ($2,315,533) ($3,834,815) ($4,936,135) ($3,093,730) ($1,080,000) ($396,986) ($196,143) ($5,585,250) ($1,935,498)


 and related financing activities


Cash flows of repayment of debt


Repayment of 2022 Bonds $0 $0 $0 $0 $0 $0 $0 $0 $0 $0 $0


Net cash provided by (used for) repayment of debt $0 $0 $0 $0 $0 $0 $0 $0 $0 $0 $0


Cash flows from investing activities


Interest Revenue $83,164 $43,543 $75,924 $66,605 $78,749 $59,736 $69,274 $80,334 $93,160 $108,035 $125,284


Repayment of loans and notes receivable $67,978 $71,915 $62,271 $12,800 $0 $0 $0 $0 $0 $0 $0


Net cash provided by (used for) investing activities $151,142 $115,458 $138,195 $79,405 $78,749 $59,736 $69,274 $80,334 $93,160 $108,035 $125,284


Net Increase (decrease) in Cash $749,610 $1,700,439 ($1,287,215) ($1,636,191) ($4,209,005) ($2,039,195) ($276,462) $395,425 $582,768 ($4,822,327) ($1,191,149)


Cash Reserves $16,127,630 $17,828,069 $16,540,854 $14,904,663 $10,695,658 $8,656,463 $8,380,001 $8,775,425 $9,358,193 $4,535,866 $3,344,717


Historic Projected
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TABLE 5-7 


FAA ACCEPTED 5-YEAR AIRPORT CIP AND PROGRAMMED AIP GRANT AWARDS 


 


Notes: 1Projects carried over from previous FAA 5 Year CIP approval letter dated June 14, 2017. 


Sources: Eugene Airport Records, FAA 5 Year CIP approval letter dated February 28, 2018. 


 


All the projects listed in the accepted CIP seen in Table 5-7 are included in the recommended CIP shown 


in the following section; however, study determinations require that some projects of the accepted CIP be 


modified, or removed, and new projects be added. 


 AIRPORT DEVELOPMENT PHASING AND FUNDING PLAN 


This section presents the three development phases of the Master Plan’s Capital Improvement Program. 


These phases are represented by the five year short-term (2018-2022) (PAL 1), ten year mid-term (2023-


2027) (PAL 2), and twenty year long-term (2028-2037) (PAL 3). This section will present specific projects, 


trigger points, and key implementation steps necessary to accomplish the objectives identified in previous 


chapters. Project descriptions are included for all terms to provide context for how future development 


should take place. Figure 5-5 provides an illustration of all the major capital projects within the Airport’s 


Capital Improvement Plan. 


 


Planning-level cost estimates are provided for each project as shown in Table 5-8 and Table 5-9. 


“Planning-level estimates”, as defined for this purpose, is a rough order-of-magnitude (ROM) cost 


estimate that considers gross areas multiplied by a realistic unit cost factor. In addition, a contingency 


factor is applied to the construction costs for each project. This contingency factor is added to account for 


the variables in the design of facilities that cannot be predicted at the planning level. Beyond construction 


costs, the “soft costs” of projects including architectural/engineering design fees and project management 


fees (typically totaling 20 percent of construction cost), and variety of other potential costs are accounted 


for, depending on the project magnitude and mobilization requirements. Finally, each project cost is 


escalated by an annual increase of 2.5 percent to account for projected inflation. This method of financial 


planning ensures a realistic and effective CIP budget that identifies sufficient funding for each CIP project 


over the planning period. 


 


2018 ARFF Vehicle1 $850,000 $0 $850,000


2018 SRE Vehicle1 $670,000 $0 $670,000


2018 Taxiway A1-A5 Phase I - Design and Environmental1 $376,000 $0 $376,000


2019 Taxiway A1-A5 Phase II - Construction $2,317,780 $2,600,000 $4,917,780


2019 Environmental Assessment - Runway 34R Wetland Fill for Wildlife Hazard $281,250 $0 $281,250


2019 Terminal Apron Rehab: Phase I - Design and Environmental $470,000 $0 $470,000


2020 Terminal Apron Rehab: Phase II - Construction $2,600,280 $12,400,000 $15,000,280


2020 Runway 34R/16L Rehab: Phase I - Design and Environmental $468,750 $0 $468,750


2021 Runway 34R/16L Rehab: Phase II - Construction $1,822,155 $6,800,000 $8,622,155


2021 Runway 34R Wetland Fill for Wildlife Hazard $825,000 $0 $825,000


2021 Taxiway C/M Rehab: Phase I - Design and Environmental $421,875 $0 $421,875


2022 Taxiway C/M Rehab: Phase II - Construction $3,050,000 $0 $3,050,000


2023 Planning Update Pavement Maintenance Management Plan $93,750 $0 $93,750


2023 Aqcuire Land 16R RPZ 5 Acres $468,750 $0 $468,750


2023 Concourse C Terminal Expansion: Phase I $2,500,000 $0 $2,500,000


TotalYear Project Name
Passenger 


Entitlement


FAA 


Discretionary
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Analyzing the potential environmental effects for projects within each development phase will need to be 


completed in advance of design and construction to allow for project completion in accordance with 


applicable federal, state, and local rules and regulations. Environmental projects which are not already 


programmed into the FAA Accepted 5-Year CIP have been strategically grouped into EAs and scheduled 


into the CIP based upon the timing and magnitude of the projects being assessed. This allows each EA 


within the CIP to analyze the potential environmental consequences associated with the proposed actions 


along with any enabling projects prior to the start of construction. The groupings of associated projects 


for each EA programmed in the CIP will be addressed further within the project narratives later in this 


chapter. The applicable time for development should be reviewed by Airport management periodically 


and adjusted as necessary to account for changing circumstances. 


 


Table 5-8 shows the capital improvement project timeline as well as a breakdown of likely funding 


sources for each CIP project. Table 5-9 further breaks down CIP funding needs for each project by Federal 


Fiscal Year. 


 


The CIP shows two large capital projects where it has been suggested that the Airport will have to issue 


some form of long term financing. According to Airport guidance, this analysis includes a municipal bond 


to be secured and repaid using PFC funds. The two projects programmed to be supported through the 


bond include: the expansion of terminal ticketing and baggage facilities and the construction of a new 


terminal concourse including five new gates and passenger boarding bridges which are anticipated to 


begin construction in FFY 2022. As shown in Table 5-8, it is anticipated that the Airport will need to 


borrow $23.7 million in 2022 to implement these projects. Table 5-8 also shows that the proposed 


funding for the 20 year CIP rely heavily on AIP grants and PFC funding, thus limiting the long-term 


funding options of these projects to other funding sources. In this same table it is shown that AIP funds 


and PFCs will account for a total of $142 million of the $227 million needed for the implementation of the 


20 year CIP. This amount accounts for 62.5 percent of all funding. In addition, $36.5 million in PFC funds 


collected from FFY 2023 to FFY 2042 will need to be allocated to repayment of a municipal bond. Between 


2018 and 2037 the Airport is expected to collect approximately $50.7 million in PFCs, $21.8 million of 


which are proposed to be used for funding of several CIP projects. During the planning period, $27.4 


million in PFCs is programmed to be used for repayment of a municipal bond which funds construction of 


necessary passenger terminal building improvements. A total of $49.1 million in PFC funding is 


programmed over the 2018 – 2037 planning period. 


 


The CIP, as programmed, is a strategy to provide the Airport with the infrastructure required to meet 


rapidly growing demand. Short-term (PAL 1) projects exceed the Airport’s current and projected capacity 


to completely fund all investment through the anticipated funding sources. For this reason, four projects, 


as shown in Table 5-8, have been programmed as “unmet needs”. This means that either new funding 


sources will need to be identified or project scopes will need to be adjusted in order to complete the 


minimum project elements required to accomplish their goals. Defining funding for these projects as 


“unmet” was necessary to ensure the CIP did not program a complete depletion of airport reserve funds. 


Over half of the defined unmet need is driven by project costs associated with the rehabilitation of 


Taxiways C and M, programmed to occur in FFY 2021. The 2019 Pavement Maintenance Plan update 


should evaluate the absolute need for this project to occur in FFY 2021. 
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FIGURE 5-5 


AIRPORT DEVELOPMENT PHASING PLAN 


 


Source: RS&H, 2017  
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TABLE 5-8 


SUMMARY OF CIP AND FUNDING SOURCES 


 


 Entitlement Discretionary


Short-Term (2018-2022) (PAL 1)


2018 ARFF Vehicle $850,000 $872,000 $850,000 $0 $0 $0 $22,000 $0 $0 $0


2018 SRE Vehicle $670,000 $687,000 $670,000 $0 $0 $0 $17,000 $0 $0 $0


2018 Taxiway A1-A5: Phase I - Design and Environmental $968,400 $993,000 $376,000 $0 $0 $0 $617,000 $0 $0 $0


2018 Fuel Storage Facility: Phase I - Design and Environmental $412,800 $424,000 $0 $0 $0 $0 $424,000 $0 $0 $0


2019 Fuel Storage Facility: Phase II - Construction and Decommission of Old Facility $3,715,200 $3,901,000 $0 $0 $0 $0 $0 $0 $0 $3,901,000


2019 Pavement Management Plan Update $200,000 $210,000 $0 $0 $0 $0 $210,000 $0 $0 $0


2019 Terminal Roof Replacement $1,200,000 $1,260,000 $0 $0 $1,260,000 $0 $0 $0 $0 $0


2019 Taxiway A1-A5: Phase II - Construction $8,715,600 $9,152,000 $2,317,780 $2,600,000 $0 $0 $144,861 $4,089,359 $0 $0


2019 Environmental Assessment - Runway 34R Wetland Fill for Wildlife Hazard $280,000 $294,000 $281,250 $0 $0 $0 $12,750 $0 $0 $0


2019 Reconstruct Terminal Taxiways: Phase I - Design and Environmental $2,013,600 $2,115,000 $470,000 $0 $0 $0 $29,375 $1,615,625 $0 $0


2019 Advanced Terminal Planning Study $250,000 $263,000 $0 $0 $263,000 $0 $0 $0 $0 $0


2020 Stormwater Master Plan - Basins B and C $200,000 $215,000 $201,563 $0 $0 $0 $13,438 $0 $0 $0


2020 Reconstruct Terminal Taxiways: Phase II - Construction $18,122,400 $19,482,000 $2,600,280 $12,400,000 $0 $0 $162,518 $4,249,203 $0 $70,000


2020 Environmental Assessment - Terminal Area and Landside Facilities $300,000 $323,000 $302,813 $0 $0 $0 $20,188 $0 $0 $0


2020 Runway 34R-16L Rehabilitation: Phase I - Design and Environmental $1,078,560 $1,160,000 $468,750 $0 $691,250 $0 $0 $0 $0 $0


2021 Runway 34R-16L Rehabilitation: Phase II - Construction $9,707,040 $10,678,000 $1,822,155 $6,800,000 $2,055,845 $0 $0 $0 $0 $0


2021 Runway 34R Wetland Fill for Wildlife Hazard $780,000 $858,000 $825,000 $0 $0 $0 $33,000 $0 $0 $0


2021 New Rotating Beacon and Removal of Old Beacon $241,000 $266,000 $0 $0 $0 $0 $266,000 $0 $0 $0


2021 Landside Roadway, Parking, and Rental Car Improvements $4,005,600 $4,407,000 $0 $0 $0 $2,500,000 $1,907,000 $0 $0 $0


2021 New Landside Equipment and Materials Storage Facility $1,920,000 $2,112,000 $0 $0 $0 $0 $2,112,000 $0 $0 $0


2021 Mitigate Asbestos in Old Air Traffic Control Tower $60,000 $66,000 $61,875 $0 $0 $0 $4,125 $0 $0 $0


2021 Taxiway C/M Rehabilitation: Phase I - Design and Environmental $1,531,512 $1,685,000 $421,875 $0 $0 $0 $1,263,125 $0 $0 $0


2022 Taxiway C/M Rehabilitation: Phase II - Construction $13,783,608 $15,507,000 $3,050,000 $0 $0 $0 $190,625 $12,266,375 $0 $0


2022 Demolish Old ATCT, Old Landside Equip/Materials Storage, and Friendly Hangar $296,000 $333,000 $312,188 $0 $0 $0 $20,813 $0 $0 $0


2022 Employee Parking Lot Construction and Reconfiguration $1,428,000 $1,607,000 $0 $0 $0 $0 $1,607,000 $0 $0 $0


2022 TSA Office Relocation and Demolition $9,000 $11,000 $0 $0 $0 $0 $0 $0 $0 $11,000


2022 Ticketing, Airline Ticket Offices, and Outbound Baggage Area Expansion $5,803,200 $6,529,000 $0 $0 $0 $0 $0 $0 $6,529,000 $0


2022 New Terminal Concourse (Includes PBBs, Charter, and Admin) $15,267,040 $17,176,000 $0 $0 $0 $0 $0 $0 $17,176,000 $0


2022 New Terminal Concourse Apron $9,180,000 $10,328,000 $1,872,970 $8,337,970 $0 $0 $117,061 $0 $0 $0


Total Short-Term $102,988,560 $112,914,000 $16,904,497 $30,137,970 $4,270,095 $2,500,000 $9,193,877 $22,220,561 $23,705,000 $3,982,000


Mid-Term (2023-2027) (PAL 2)


2023 Planning Update Pavement Maintenance Management Plan $200,000 $230,000 $215,625 $0 $0 $0 $14,375 $0 $0 $0


2023 Environmental Assessment - Airfield and Support Facilities $300,000 $345,000 $323,438 $0 $0 $0 $21,563 $0 $0 $0


2023 Relocation of Taxiway B2 and Taxiway R $2,088,000 $2,402,000 $0 $0 $2,402,000 $0 $0 $0 $0 $0


2023 Acquire Land Runway 16R RPZ 5 Acres $468,750 $540,000 $468,750 $0 $0 $0 $71,250 $0 $0 $0


2023 Runway Designation Change - All Runways $300,000 $345,000 $323,438 $0 $0 $0 $21,563 $0 $0 $0


2024 New North General Aviation/Corporate Area (Hollis Lane) $1,008,000 $1,185,000 $1,110,938 $0 $0 $0 $74,063 $0 $0 $0


2026 Pavement Management Plan Update $200,000 $245,000 $229,688 $0 $0 $0 $15,313 $0 $0 $0


2026 Acquire Land for Green Hill Road Realignment $500,000 $513,000 $0 $0 $0 $0 $513,000 $0 $0 $0


2026 Terminal Curb Road Widening and Commercial Vehicle Staging Lot Expansion $468,000 $574,000 $0 $0 $0 $0 $574,000 $0 $0 $0


2026 Runup Pad - Taxiway A/Runway 34L End $2,172,000 $2,661,000 $2,494,688 $0 $0 $0 $166,313 $0 $0 $0


2027 Airport Master Plan Update $2,000,000 $2,500,000 $2,343,750 $0 $0 $0 $156,250 $0 $0 $0


Total Mid-Term $9,704,750 11,540,000$ $7,510,313 $0 $2,402,000 $0 $1,627,688 $0 $0 $0


Long-Term (2028-2037) (PAL 3)


2028 Environmental Assessment - Terminal Area, Airfield, and Landside Facilities $300,000 $383,000 $359,063 $0 $0 $0 $23,938 $0 $0 $0


2029 Pavement Management Plan Update $200,000 $260,000 $243,750 $0 $0 $0 $16,250 $0 $0 $0


2029 Deicing Facilities and Segmented Circle Relocation $3,720,000 $4,836,000 $4,533,750 $0 $0 $0 $302,250 $0 $0 $0


2030 Runway 16R-34L Rehabilitation $6,072,000 $8,046,000 $7,543,125 $0 $0 $0 $502,875 $0 $0 $0


2030 Replace Runway 34L VASI with PAPI (LED) Approach Guidance System $156,000 $207,000 $194,063 $0 $0 $0 $12,938 $0 $0 $0


2031 Landside Vehicle Parking Expansion $1,452,000 $1,961,000 $1,838,438 $0 $0 $0 $122,563 $0 $0 $0


2031 Construct Vehicle Access Tunnel Under Taxiways C and M $15,600,000 $21,060,000 $9,058,820 $0 $6,000,000 $0 $6,001,180 $0 $0 $0


2032 Pavement Management Plan Update $200,000 $275,000 $257,813 $0 $0 $0 $17,188 $0 $0 $0


2032 Environmental Assessment - Terminal Area $200,000 $275,000 $257,813 $0 $0 $0 $17,188 $0 $0 $0


2032 North Ramp General Aviation Hangar Removal $84,000 $116,000 $0 $0 $0 $0 $116,000 $0 $0 $0


2034 New Terminal Concourse Expansion (Including PBBs) $5,250,000 $7,482,000 $0 $0 $0 $0 $7,482,000 $0 $0 $0


2034 New Terminal Concourse Apron Expansion $12,430,000 $17,713,000 $10,120,493 $6,485,445 $0 $0 $1,107,063 $0 $0 $0


2035 Pavement Management Plan Update $200,000 $290,000 $271,875 $0 $0 $0 $18,125 $0 $0 $0


2035 Runway 16L RPZ Land Acquisition $2,720,000 $3,944,000 $986,000 $0 $0 $0 $2,958,000 $0 $0 $0


2035 Environmental Assessment - Primary Airfield and Landside Support Facilities $200,000 $290,000 $271,875 $0 $0 $0 $18,125 $0 $0 $0


2036 Taxiway L and Taxiway J Construction $3,996,000 $5,895,000 $5,526,563 $0 $0 $0 $368,438 $0 $0 $0


2037 Rental Car Maintenance Garage $1,680,000 $2,520,000 $0 $0 $0 $2,520,000 $0 $0 $0 $0


2037 Taxiway B Reconstruction and Shoulder Paving $18,012,000 $27,018,000 $3,693,417 $14,000,000 $9,093,745 $0 $230,839 $0 $0 $0


Total Long-Term $72,472,000 $102,571,000 $45,156,855 $20,485,445 $15,093,745 $2,520,000 $19,314,956 $0 $0 $0


Total (All Terms) $185,165,310 $227,025,000 $69,571,664 $50,623,415 $21,765,840 $5,020,000 $30,136,520 $22,220,561 $23,705,000 $3,982,000


Unmet Need


Source: RS&H Analysis, 2017


Federal 


Fiscal Year
Project


Total Project 


Cost1


Escalated


Project Cost2
 PFC CFC


Airport 


Bonds


Notes:  1Total project costs shown in 2017 dollars. 2Project cost escalation rate assumed at inflation of 2.5% per year.  Funding assumptions based upon escalated project costs.  2035 "Runway 16L RPZ Land Acquisition" assumes 25% eligible federal contribution for purchase of land only within 


the RPZ limits.


External 


Funds


AIP Funds Airport Pay-


Go Funds
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TABLE 5-9 


TOTAL PROJECTED CIP PROJECT COSTS BY YEAR 


 


2018 ARFF Vehicle $850,000 $872,000 $872,000


2018 SRE Vehicle $670,000 $687,000 $687,000


2018 Taxiway A1-A5: Phase I - Design and Environmental $968,400 $993,000 $993,000


2018 Fuel Storage Facility: Phase I - Design and Environmental $412,800 $424,000 $424,000


2019 Fuel Storage Facility: Phase II - Construction and Decommission of Old Facility $3,715,200 $3,901,000 $3,901,000


2019 Pavement Management Plan Update $200,000 $210,000 $210,000


2019 Terminal Roof Replacement $1,200,000 $1,260,000 $378,000 $882,000


2019 Taxiway A1-A5: Phase II - Construction $8,715,600 $9,152,000 $9,152,000


2019 Environmental Assessment - Runway 34R Wetland Fill for Wildlife Hazard $280,000 $294,000 $294,000


2019 Reconstruct Terminal Taxiways: Phase I - Design and Environmental $2,013,600 $2,115,000 $2,115,000


2019 Advanced Terminal Planning Study $250,000 $263,000 $26,300 $105,200 $131,500


2020 Stormwater Master Plan - Basins B and C $200,000 $215,000 $215,000


2020 Reconstruct Terminal Taxiways: Phase II - Construction $18,122,400 $19,482,000 $19,482,000


2020 Environmental Assessment - Terminal Area and Landside Facilities $300,000 $323,000 $258,400 $64,600


2020 Runway 34R-16L Rehabilitation: Phase I - Design and Environmental $1,078,560 $1,160,000 $1,160,000


2021 Runway 34R-16L Rehabilitation: Phase II - Construction $9,707,040 $10,678,000 $10,678,000


2021 Runway 34R Wetland Fill for Wildlife Hazard $780,000 $858,000 $858,000


2021 New Rotating Beacon and Removal of Old Beacon $241,000 $266,000 $26,600 $239,400


2021 Landside Roadway, Parking, and Rental Car Improvements $4,005,600 $4,407,000 $440,700 $3,966,300


2021 New Landside Equipment and Materials Storage Facility $1,920,000 $2,112,000 $168,960 $1,731,840 $211,200


2021 Mitigate Asbestos in Old Air Traffic Control Tower $60,000 $66,000 $66,000


2021 Taxiway C/M Rehabilitation: Phase I - Design and Environmental $1,531,512 $1,685,000 $1,685,000


2022 Taxiway C/M Rehabilitation: Phase II - Construction $13,783,608 $15,507,000 $15,507,000


2022 Demolish Old ATCT, Old Landside Equip/Materials Storage, and Friendly Hangar $296,000 $333,000 $333,000


2022 Employee Parking Lot Construction and Reconfiguration $1,428,000 $1,607,000 $160,700 $1,446,300


2022 TSA Office Relocation and Demolition $9,000 $11,000 $550 $10,450


2022 Ticketing, Airline Ticket Offices, and Outbound Baggage Area Expansion $5,803,200 $6,529,000 $163,225 $326,450 $3,427,725 $2,611,600


2022 New Terminal Concourse (Includes PBBs, Charter, and Admin) $15,267,040 $17,176,000 $429,400 $858,800 $5,582,200 $6,870,400 $3,435,200


2022 New Terminal Concourse Apron $9,180,000 $10,328,000 $258,200 $516,400 $3,356,600 $4,131,200 $2,065,600


Total Short-Term $102,988,560 $112,914,000 $3,590,300 $16,922,600 $22,325,185 $21,087,440 $29,874,475 $13,613,200 $5,500,800


2023 Planning Update Pavement Maintenance Management Plan $200,000 $230,000 $230,000


2023 Environmental Assessment - Airfield and Support Facilities $300,000 $345,000 $345,000


2023 Relocation of Taxiway B2 and Taxiway R $2,088,000 $2,402,000 $192,160 $2,209,840


2023 Acquire Land Runway 16R RPZ 5 Acres $468,750 $540,000 $540,000


2023 Runway Designation Change - All Runways $300,000 $345,000 $345,000


2024 New North General Aviation/Corporate Area (Hollis Lane) $1,008,000 $1,185,000 $94,800 $1,090,200


2026 Pavement Management Plan Update $200,000 $245,000 $245,000


2026 Acquire Land for Green Hill Road Realignment $500,000 $513,000 $513,000


2026 Terminal Curb Road Widening and Commercial Vehicle Staging Lot Expansion $468,000 $574,000 $172,200 $401,800


2026 Runup Pad - Taxiway A/Runway 34L End $2,172,000 $2,661,000 $266,100 $2,394,900


2027 Airport Master Plan Update $2,000,000 $2,500,000 $1,500,000 $1,000,000


Total Mid-Term $9,704,750 $11,540,000 $192,160 $3,764,640 $1,090,200 $438,300 $3,554,700 $1,500,000 $1,000,000


2028 Environmental Assessment - Terminal Area, Airfield, and Landside Facilities $300,000 $383,000 $383,000


2029 Pavement Management Plan Update $200,000 $260,000 $260,000


2029 Deicing Facilities and Segmented Circle Relocation $3,720,000 $4,836,000 $483,600 $4,352,400


2030 Runway 16R-34L Rehabilitation $6,072,000 $8,046,000 $804,600 $7,241,400


2030 Replace Runway 34L VASI with PAPI (LED) Approach Guidance System $156,000 $207,000 $207,000


2031 Landside Vehicle Parking Expansion $1,452,000 $1,961,000 $196,100 $1,764,900


2031 Construct Vehicle Access Tunnel Under Taxiways C and M $15,600,000 $21,060,000 $2,106,000 $18,954,000


2032 Pavement Management Plan Update $200,000 $275,000 $275,000


2032 Environmental Assessment - Terminal Area $200,000 $275,000 $275,000


2032 North Ramp General Aviation Hangar Removal $84,000 $116,000 $116,000


2034 New Terminal Concourse Expansion (Including PBBs) $5,250,000 $7,482,000 $598,560 $6,135,240 $748,200


2034 New Terminal Concourse Apron Expansion $12,430,000 $17,713,000 $1,417,040 $14,524,660 $1,771,300


2035 Pavement Management Plan Update $200,000 $290,000 $290,000


2035 Runway 16L RPZ Land Acquisition $2,720,000 $3,944,000 $3,944,000


2035 Environmental Assessment - Primary Airfield and Landside Support Facilities $200,000 $290,000 $290,000


2036 Taxiway L and Taxiway J Construction $3,996,000 $5,895,000 $589,500 $5,305,500


2037 Rental Car Maintenance Garage $1,680,000 $2,520,000 $252,000 $2,268,000


2037 Taxiway B Reconstruction and Shoulder Paving $18,012,000 $27,018,000 $2,701,800 $24,316,200


Total Long-Term $72,472,000 $102,571,000 $866,600 $5,417,000 $9,750,500 $20,718,900 $666,000 $2,015,600 $20,659,900 $7,633,000 $8,259,300 $26,584,200


FY 2018 FY 2019 FY 2020 FY 2021 FY 2022 FY 2023 FY 2024 FY 2025 FY 2026 FY 2027 FY 2028 FY 2029 FY 2030 FY 2031 FY 2032 FY 2033 FY 2034 FY 2035 FY 2036 FY 2037


Total (All Terms) $185,165,310 $227,025,000 $3,590,300 $16,922,600 $22,325,185 $21,087,440 $30,066,635 $17,377,840 $6,591,000 $438,300 $3,554,700 $1,500,000 $1,866,600 $5,417,000 $9,750,500 $20,718,900 $666,000 $2,015,600 $20,659,900 $7,633,000 $8,259,300 $26,584,200


Source: RS&H Analysis, 2017


Escalated 


Project Cost2 FY 2021 FY 2022 FY 2023


Mid-Term (2023-2027) (PAL 2)


Long-Term (2028-2037) (PAL 3)


Notes: 
1
Total project costs in 2017 dollars. 


2
Project cost escalation rate assumed at inflation of 2.5% per year.  Funding assumptions based on escalated project costs.  All values rounded.  "Taxiway B Reconstruction and Shoulder Paving" project in FY 2037 takes place over multiple years and is completely accounted for in this table under FY 2036 and FY 2037, but would most likely extend into FY 2038.


FY 2024 FY 2025 FY 2026


Short-Term (2018-2022) (PAL 1)


Federal 


Fiscal Year


Total Project 


Cost1Project Name FY 2020FY 2018 FY 2019 FY 2027 FY 2028 FY 2029 FY 2030 FY 2036 FY 2037FY 2031 FY 2032 FY 2033 FY 2034 FY 2035
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 Short-term Development Projects 


Short-term (FFY 2018 – 2022) capital improvements include those development projects that are expected 


to begin within the next five years. The pages at the conclusion of this section provide quick-reference 


project summaries for all short-term development projects including descriptions, trigger points, 


justifications, schedule timelines, budgeted and escalated project costs, and maps of project locations. 


 


The implementation of these objectives will need to be closely coordinated with the FAA because AIP 


funding and environmental documentation may be required. As each objective is discussed further, the 


Airport should consider the typical project procurement and execution responsibilities discussed in 


Section 5.2, Implementation Process. Key implementation considerations will be discussed for each 


project. Project trigger points can include levels of demand, facility lifecycles, and/or regulatory/policy 


changes. These project triggers vary dependent upon the type of facility included in the project. 


 


The following short-term development project list is phased strategically according to airport priority, 


required enabling projects, and funding availability. The phasing order of the short-term development 


projects is designed to address airport operating safety, capacity constraints, and overall airport viability 


and sustainability. 


 


1. Aircraft Rescue and Firefighting (ARFF) Vehicle 


This project is on the FAA accepted five-year CIP. The ARFF-1 truck has fully depreciated, reaching the end 


of its useful life, and needs to be replaced. This project is listed on the FAA Accepted 5-Year CIP with AIP 


Entitlement funds allocated for the purchase. Eugene Airport currently has a grant secured to fund the 


purchase of new equipment in 2018. 


 


2. Snow Removal Equipment (SRE) Vehicle 


This project is on the FAA accepted five-year CIP. The Snow Removal Equipment (SRE) deicing truck has 


fully depreciated, reaching the end of its useful life, and needs to be replaced. This project is listed on the 


FAA Accepted 5-Year CIP with AIP Entitlement funds allocated for the purchase. Eugene Airport currently 


has a grant secured to fund the purchase of new equipment in 2018. 


 


3. Taxiway A1-A5: Phase I – Design and Environmental 


This project covers design and NEPA environmental requirements related to the Taxiway A1-A5 


construction project. Prior to the reconstruction of Taxiway A and connectors A1 through A5, federal 


regulations require the assessment of potential environmental effects from proposed actions that may 


affect environmental resources. A complete evaluation of the resource categories identified in FAA Orders 


1050.1F and 5050.4B is required. 


 


Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. The design and Environmental Assessment for this project are already 


programmed for funding by an AIP entitlement grant with the required local match. 
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4. Fuel Storage Facility: Phase I – Design and Environmental 


This project covers design and NEPA environmental requirements related to the construction of a new 


fuel storage facility and the decommissioning of the old facility. Prior to the construction of a new fuel 


storage facility federal regulations require the assessment of potential environmental effects from 


proposed actions that may affect environmental resources. A complete evaluation of the resource 


categories identified in FAA Orders 1050.1F and 5050.4B is required. 


 


Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. The design and Environmental Assessment for this project is anticipated to be 


funded by airport revenues. 


 


5. Fuel Storage Facility: Phase II – Construction and Decommission of Old Facility 


This project relocates and expands the fuel storage facility to improve airport operational safety, security, 


and efficiency. Site improvements generally include above-ground tanks, a catchment basin, controlled 


access, lighting, and underground utilities. The new facility is planned to be located at an undeveloped 


site on Boeing Drive southeast of existing hangars in the South Ramp area. The new location allows 


proper secure access for both landside fueling trucks and secure airfield aircraft fueling trucks. 


Additionally, the new site is optimally located for efficient use by the existing full-service FBO. Total 100LL 


Avgas storage will match the existing storage quantity of 21,000 gallons. Jet-A fuel storage should be 


increased by a minimum of 27,500 gallons from 60,000 gallons to at least 87,500 gallons. Aside from the 


need for safety and security improvements, this project is programmed early in the CIP because 


decommissioning of the existing fuel storage site is a key enabling project for landside roadwork which is 


needed in the short-term development period. This project offers an opportunity for private funding 


contributions. Funding can also come from the Airport Enterprise Fund as necessary. 


 


6. Pavement Management Plan Update 


This project is programmed into the 20-year planning period at three-year intervals. Maintaining the 


existing Pavement Management Program ensures that Eugene Airport is complying with the FAA 


requirement that all airports have a pavement maintenance‐management program in‐place before federal 


funds will be allocated for pavement improvement projects. This requirement exists as FAA Grant 


Assurance Number 11, and was mandated by Public Law 103‐305, Section 107, which amended Title 49, 


Section 47105 of the United States Code. This initial Pavement Management Plan update is programmed 


to be funded by the Airport Enterprise Fund. 


 


7. Terminal Roof Replacement 


This project is carried over from the 2010 Master Plan CIP and is necessary for passenger and employee 


safety within the terminal building. Various older portions of the existing terminal roof currently leak, 


creating unsafe conditions inside the terminal during inclement weather as well as risking liability for the 


Airport during the event of a slip and fall accident. Additionally, the leaks place unnecessary work on 


airport maintenance and janitorial staff, who must respond quickly to leaks as they occur in order to 


prevent accidents. As leaks worsen, the potential for structural damage increases, as well as the threat of 


damaging sensitive equipment within the terminal building. The replacement of the old terminal roof is 


anticipated to be funded through approved PFC collection dollars and/or the Airport Enterprise fund.  
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8. Taxiway A1-A5: Phase II - Construction 


This airfield project is a modified version of an existing 2010 Master Plan CIP project and is a critical step 


forward for improving airfield safety and efficiency. Key improvements to the airfield include routine 


rehabilitation of Taxiway A, A1, and A2, geometry corrections to meet FAA design standards for ADG 


III/TDG 5 aircraft, and the addition of paved shoulders which are appropriate for taxi routes used by 


commercial operations with narrowbody jets. Additionally, another segment of SMGCS lighting 


preparations are installed for the future completion of a full SMGCS route along Taxiway A. 


 


The relocation of Taxiway A3 provides an FAA recommended 90 degree runway connector suitable for 


handling the existing and forecast airfield capacity needs within the planning period. The selected location 


of the new Taxiway A3 is optimally located for the fleet mix (existing and forecast) at Eugene Airport. 


Runway Exit Design Interactive Model (REDIM) modeling was performed to determine optimal taxiway exit 


locations for Runway 16R-34L as a whole. Modeling conclusions determined the location of Taxiway 


Connector 1 (A3 replacement) will capture 31% of all aircraft operating in both landing directions, 


primarily capturing small general aviation aircraft landing on Runway 16R and large commercial aircraft 


landing on Runway 34L. The location of the new taxiway connector also allows efficient access for general 


aviation aircraft to planned future consolidated facilities as well as efficient access to commercial aircraft 


requiring access to existing (and planned future) terminal facilities. 


 


One enabling study for this project is a Drainage Report evaluating the existing storm drain network of 


Drainage Basin A. The report will need to identify relevant drainage elements such as topography, 


drainage basins, flow patterns, pipes, structures, outfalls, and soil types. Survey should be performed to 


identify precise locations of all storm water elements with associated CAD drawings to aid in future 


project design. The report should identify regulatory requirements and coordinate with other relevant 


local stormwater management plans. 


 


Funding for this airfield project is programmed into the FAA Accepted 5-Year CIP from federal AIP 


entitlement funds, discretionary funds, and the required local match. The remaining amount is 


programmed to be covered by airport revenue funds or is defined as an unmet need. 


 


9. Environmental Assessment - Runway 34R Wetland Fill for Wildlife Hazard 


This Environmental Assessment specifically addresses NEPA requirements for the “Runway 34R Wetlands 


Mitigation” project. Funding for this study is programmed into the FAA Accepted 5-Year CIP for federal 


AIP entitlement money and the required local match. 


 


10. Reconstruct Terminal Taxiways: Phase I – Design and Environmental 


Prior to the construction of terminal area taxiways and RON parking pads, federal regulations require the 


assessment of potential environmental effects from proposed actions that may affect environmental 


resources. A complete evaluation of the resource categories identified in FAA Orders 1050.1F and 5050.4B 


is required. 


 


Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. Design and environmental study for the reconstruction of the terminal area 
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taxiways is programmed for funding through federal AIP entitlement grants and required local matches, 


with the remainder requiring contributions from the Airport Enterprise Funds or defined as an unmet 


need. 


 


11. Advanced Terminal Planning Study 


While this Master Plan study visions the development future of all airport facilities, specific details of the 


terminal area should be examined in greater detail prior to designing a new concourse. An advanced 


terminal planning study will examine the full details, impacts, and limitations of specific concourse design 


elements, serve as the pre-design process, and enable an efficient and well-honed design process. An 


Advanced Terminal Area Planning study can serve as the framework for decision making as the 


architectural and engineering of the building and apron area begins. This study is recommended to be 


funded using PFC funds. A future PFC application should include this project as an element. This project is 


a key enabling project for the FFY 2022 terminal and concourse development. 


 


12. Stormwater Master Plan – Basins B and C 


The study prepares a comprehensive Stormwater Master Plan evaluating the existing storm drain network 


of Drainage Basin B and Basin C. The report will need to identify relevant drainage elements such as 


topography, drainage basins, flow patterns, pipes, structures, outfalls, and soil types. Survey should be 


performed to identify precise locations of all storm water elements with associated CAD drawings to aid in 


future project design. The report should identify regulatory requirements and coordinate with other 


relevant local stormwater management plans. This study is anticipated to be funded through federal AIP 


entitlement grants and required local matches. 


 


13. Reconstruct Terminal Taxiways: Phase II - Construction 


Reconfiguring the terminal area airfield and adjacent taxiway system is the next critical step in 


modernizing the airfield which consists partially of historic and repurposed remnant pavement. This 


project consists of relocating and eliminating non-standard taxiway connectors, reconstructing portions of 


Taxiway A, creating a new taxiway parallel to Taxiway A which serves dual-flow aircraft movements to and 


from the terminal area, and the construction of additional heavy pads for remain-overnight (RON) parking 


and aircraft staging within the terminal area. 


 


This project fills an immediate need for RON aircraft parking positions by constructing four (4) parking 


positions suitable for parking a variety of large aircraft. Three of these heavy pads will be constructed in 


the area north of Concourse A with a series of north-south and east-west running access taxilanes serving 


the new pads. The new pads will be designed for the critical aircraft (Boeing 737-900W) but will provide 


operational flexibility with the ability to park smaller jets and occasional larger jets as needed. Electrical 


power can be provided within recessed in-ground connections built into the pad as opposed to using 


mobile Ground Power Units (GPUs) which are less environmentally sustainable due to the local air 


emissions they produce. Financing for this portion of the project can be sought through the FAA 


Voluntary Airport Low Emissions (VALE) program. An additional fourth heavy pad is programmed for 


construction in the space which is currently the Taxiway F and Taxiway G intersection. 
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Taxiway connectors A4, A5, and A6 are non-standard per FAA design guidance and are poorly located to 


serve the existing and forecast fleet mix. The construction of new Taxiway Connectors 2 and 3 are 


necessary to meet FAA design guidance for ADG III/TDG 5 aircraft as well as meeting the existing and 


forecast fleet mix performance needs. Construction of these taxiways also improves airfield capacity, and 


subsequently airfield safety, by lowering runway occupancy times. As Taxiway A is reconstructed, 


preparations for the final segment of the Taxiway A SMGCS route lighting need to be installed. 


 


Constructing a new taxiway parallel to Taxiway A extending from the South Ramp to Taxiway D addresses 


existing non-standard airfield conditions and develops a dual-flow system for aircraft movements to and 


from the terminal area. Taxiway G should be realigned with Taxiway A to optimize apron space in the 


terminal area for aircraft pushback and deicing operations. Reconstructing Taxiway E and Taxiway F to 


meet FAA design standards also creates safe and efficient routes for aircraft moving into and out of the 


terminal area. This project also includes the demolition of unused pavement within the project boundaries 


and the construction of airfield lighting and pavement markings within the new airfield configuration. 


 


Previous Taxiway A reconstruction and rehabilitation projects have prepared for the completion of the 


Taxiway A SMGCS lighting system. Completion of the SMGCS route lighting should be finalized for the 


entire route in this project. 


 


Funding for this project is programmed in the FAA Accepted 5-Year CIP from federal AIP entitlement 


funds, discretionary funds, and the required local match. A small amount of funding directly related to the 


in ground electrical for RON parking will is recommended to come from a VALE grant. All remaining funds 


are programmed to come from the Airport Enterprise Fund or defined as an unmet need. 


 


14. Environmental Assessment – Terminal Area and Landside Facilities 


Prior to the design and construction of short-term terminal area and landside facility projects, federal 


regulations require the assessment of potential environmental effects from proposed actions that may 


affect environmental resources. A complete evaluation of the resource categories identified in FAA Orders 


1050.1F and 5050.4B is required. 


 


Due to the type and number of projects that will likely require environmental documentation, it is 


recommended that the Airport consider developing an overall strategic environmental approach. This 


effort should determine the scale of environmental compliance needed for each future project, and 


examine opportunities to group environmental projects together to minimize project costs and maximize 


efficiency. Additionally, this type of strategic approach of grouping projects together allows for maximum 


flexibility should funding or the timing for projects listed on CIP change. 


 


The following projects are recommended to be included in one EA to determine the potential 


environmental impacts of the development: 


1. New Rotating Beacon and Removal of Old Beacon 


2. Landside Roadway, Parking, and Rental Car Improvements 


3. New Landside Equipment and Materials Storage Facility 


4. Mitigate Asbestos in Old Air Traffic Control Tower 
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5. Demolish Old ATCT Building, Old Landside Equipment/Materials Storage, and Friendly Hangar 


6. Employee Parking Lot Construction and Reconfiguration 


7. TSA Office Relocation and Demolition 


8. Ticketing, Airline Ticket Offices, and Outbound Baggage Area Expansion 


9. New Terminal Concourse (Includes PBBs, Charter, and Admin) 


10. New Terminal Concourse Apron 


 


Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. This Environmental Assessment packages all projects associated with terminal 


area development programmed from 2021 through 2023 into one study. This study is programmed in the 


updated CIP to be funded through federal AIP entitlement grants with required local matches. This project 


is a key enabling project for the FFY 2022 terminal and concourse development. 


 


15. Runway 34R-16L Rehabilitation: Phase I – Design and Environmental 


Prior to the rehabilitation of Runway 34R-16L, federal regulations require the assessment of potential 


environmental effects from proposed actions that may affect environmental resources. A complete 


evaluation of the resource categories identified in FAA Orders 1050.1F and 5050.4B is required. 


 


Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. Design and environmental studies for this airfield project are programmed to 


be funded by a federal AIP entitlement grant and PFC funds. This project is recommended to be included 


in a new PFC application. 


 


16. Runway 34R-16L Rehabilitation: Phase II - Construction 


The current Eugene Airport Pavement Maintenance Plan recommends a routine near-term mill and 


overlay rehabilitation for Runway 34R-16L. An opportunity does exist to pair this project with the mid-


term project which relocates Taxiway B2 and Taxiway R. Rehabilitation of 34R-16L is programmed into the 


FAA Accepted 5-Year CIP with federal AIP entitlement and discretionary funding allocations. Additional 


funding for this project is recommended to come from PFC funds. This project will need to be included in 


a new PFC application. Currently programmed discretionary funds are designated for only the runway 


rehabilitation and if this project were paired with the relocation of Taxiways B and R, discretionary funding 


could not be used without FAA amendment to the existing funding terms. 


 


17. Runway 34R Wetland Fill for Wildlife Hazard 


Safety is the most critical aspect of operating the Airport and therefore the mitigation of wetlands at the 


approach end of Runway 34R is a critical short-term project. This project entails regrading of the area and 


involves coordination with leased and actively farmed agricultural land at the runway end. Standing water 


is a recognized bird and wildlife attractant and presents safety hazards for aircraft, especially when located 


at the arrival/departure end of a runway, which is the most vulnerable stage of flight for aircraft. Funding 


for this project is already programmed into the accepted FAA CIP from federal AIP entitlement grant 


money with the required local match. 
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18. New Rotating Beacon and Removal of Old Beacon 


The existing beacon has exceeded its useful life and is located in an unsecure location which impedes 


future landside development. A brief planning study will need to be conducted to determine the best 


future location of the beacon using the same vision and future airport land use assumptions within this 


Master Plan. The conclusion of that study can determine the new construction location for the 


replacement rotating beacon. The project must be completed prior to construction of additional rental car 


service area facilities as programmed in the “Landside Roadway, Parking, and Rental Car Improvements” 


project. Funding for this project is programmed in the CIP to come from the Airport Enterprise Fund. 


Alternatively, the Airport could pursue funding from federal AIP entitlement with a contribution of the 


required local match dollars. If federal funding is used for this project, it may be required to be separated 


into two components. The first would be for the study of where to best locate the beacon (on ATCT or 


otherwise). The second part would be for the actual construction of a new beacon. This funding strategy 


requires a future revision to the currently accepted FAA 5 year CIP. For the purposes of financial planning 


in this Master Plan, Table 5-8 shows the funding allocated to the Airport Pay-Go Funds meaning they 


would come from the Airport Enterprise Fund. 


 


19. Landside Roadway, Parking, and Rental Car Improvements 


This project creates an expanded terminal loop road by using Northrup Drive and Lockheed Drive as the 


new outer perimeter and connecting Lockheed Drive to the terminal curb road through a new road 


connection. The intersection of Northrup Drive and Lockheed Drive is replaced with a roundabout 


(dimensions are assumed to be 130 feet from curb-to-curb), with two-way traffic retained on Northrup 


Drive and Lockheed Drive converted to one-way traffic serving as the entrance to the terminal curb road. 


Rental car service facilities are also expanded within the new loop road perimeter as necessitated by user 


demand. A new road servicing the short-term, long-term, and rental car parking lots is constructed 


paralleling the curb roads. The existing rental car service or Quick Turn-Around (QTA) building should be 


expanded to meet demand and CFC contractual agreements. Additionally, a cell phone lot should be 


constructed on the east side of Northrup Drive between the long-term economy parking lot and the new 


roundabout at the intersection of Northrup Drive and Lockheed Drive. The short-term parking area is 


reconstructed to occupy a small number of spaces currently used for long-term parking and the existing 


short-term parking spaces north of the central pedestrian walkway are converted for rental car use. Finally, 


a new staging lot for commercial vehicles is constructed in the location where rental car users currently 


exit the Airport by way of the terminal curb road. 


 


The primary driver for all elements of this project is an immediate need to address landside safety 


concerns. That is why the first element of the project is the expansion of the loop road and creation of the 


roundabout intersection. Secondarily, the expansion of the terminal loop road also serves to open new 


space within the immediate terminal area for meeting parking demand over the planning period. In 2017, 


over the course of this study, parking and rental car facilities have already begun to reach forecast levels 


at Eugene Airport. In October 2017, during the course of this Master Plan study, the overflow parking lot 


was required to be converted to a long-term economy parking lot with shuttle service in order to meet 


customer demand and achieve airport customer level of service goals. Airport decisions to increase 


available parking lot facilities over the years have been in direct response to passenger mode-choice 


trends which have consistently increased demand for parking facilities at the Airport. The second phase of 
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this project develops an access road strictly for parking and rental cars. This change increases curb 


capacity, improves customer level of service through intuitive roadway wayfinding, and improves curbside 


operational safety. The final phases of this project expands short-term, long-term, and rental car parking 


spaces as well as increasing the rental car service area and improving the quick turn-around rental car 


service facility. 


 


This project is funded using a mix of resources. Elements which add, upgrade, or improve facilities which 


solely or primarily serve rental car agencies are programmed for CFC funding. These include the new QTA 


facility, associated parking, ready-return parking, and access roads immediately serving the connection 


between the two areas. Landside improvement not-directly related to rental car facilities such as vehicle 


parking lots and primary loop roadways are programmed for funding by the Airport Enterprise Fund. 


 


20. New Landside Equipment and Materials Storage Facility 


This project replaces multiple buildings well beyond their useful life which are currently used to hold 


landside equipment and materials. These buildings were never designed or intended for this purpose but 


have been strategically repurposed over the interim to meet airport operational needs. The new landside 


equipment and materials storage building is located at an undeveloped site near the intersection of 


Airport Road and Boeing Drive. Site development should also include ground vehicle fuel tanks/station. 


Constructing this building allows the dilapidated buildings currently holding landside equipment and 


materials to be demolished and opens up prime terminal area land for higher and better uses, namely the 


development of a new concourse. Demolishing these buildings is programmed into a separate project 


later in this CIP as well as the required environmental hazard mitigation. This project is not eligible for 


federal funding and must be paid for from the Airport Enterprise Fund. This project is a key enabling 


project for the FFY 2022 terminal and concourse development. 


 


21. Mitigate Asbestos in Old Air Traffic Control Tower 


This project is required in order to demolish the building. Asbestos is an environmental health hazard 


linked to serious respiratory health issues and is therefore regulated by the Environmental Protection 


Agency (EPA) and must be dealt with carefully in order to eliminate human exposure. Per EPA guidance on 


building demolition requirements, “The National Emission Standards for Hazardous Air Pollutants 


(NESHAP) regulations under the Clean Air Act specify work practices for asbestos to be followed during 


demolitions and renovations of all structures, installations, and buildings (excluding residential buildings 


that have four or fewer dwelling units). The regulations require the owner of the building or the operator 


to notify the appropriate state agency before any demolition, or before any renovations of buildings that 


could contain a certain threshold amount of asbestos or asbestos-containing material.13”  Additionally, 


FAA requires proof of asbestos elimination prior to considering approval of demolishing the building. This 


project not only eliminates a known environmental health hazard, but enables higher and better use of 


the terminal area space it occupies. This project is a key enabling project for the FFY 2022 terminal and 


concourse development. Funding for this project is programmed from federal AIP entitlement money 


along with the required local match. 


                                                      
13 Environmental Protection Agency, https://www.epa.gov/asbestos/information-owners-and-managers-buildings-contain-


asbestos#renovations, retrieved December 4, 2017. 
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22. Taxiway C/M Rehabilitation: Phase I – Design and Environmental 


Prior to the rehabilitation of Taxiways C and M, design and environmental study must take place. Federal 


regulations require the assessment of potential environmental effects from proposed actions that may 


affect environmental resources. A complete evaluation of the resource categories identified in FAA Orders 


1050.1F and 5050.4B is required. 


 


Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. Funding for this project is programmed as a mix of federal AIP entitlement 


grant money with the required local match and Airport Enterprise Fund dollars. 


 


23. Taxiway C/M Rehabilitation: Phase II - Construction 


In this project, Taxiway C and Taxiway M are rehabilitated/reconstructed to meet modern FAA design 


standards for ADG III/TDG 5 aircraft. New ADG III taxiway shoulders are also constructed as an element of 


this project. Operational safety, efficiencies, and ultimately cost savings could be realized if a tunnel is 


simultaneously constructed below the taxiways to allow ground vehicle access to/from the north/south 


sides of Taxiways C and M. However, additional funding of approximately $15 million would have to be 


identified to incorporate tunnel design and construction into this project. This CIP separates the tunnel 


project from the taxiway rehabilitation and programs it into the long-term (PAL 3) projects. Federal AIP 


entitlement funding is currently in place on the FAA Accepted 5-Year CIP, however, the currently allotted 


grant money falls short of projected ROM construction cost estimates. Planning level cost estimates show 


a gap of approximately $12.7 million, which is programmed in this CIP to be covered using airport 


revenue dollars or defined as an unmet need. AIP discretionary grant funding could also be pursued for 


this project. 


 


24. Demolish Old ATCT Building, Old Landside Equipment/Materials Storage, and Friendly Hangar 


Removal of these buildings is enabled by the abatement of asbestos within the old Air Traffic Control 


Tower (ATCT) building as previously programmed in the CIP. The triggering event necessitating removal 


of these buildings is the beginning of design for the new concourse and ticketing expansions. This project 


enables development of the FFY 2022 new concourse and expansion of the ticketing/outbound baggage 


area. Funding for this project is programmed from federal AIP entitlement grant with the required local 


match. This requires inclusion of the project in future CIP update submittals to FAA for acceptance. 


 


25. Employee Parking Lot Construction and Reconfiguration 


As design begins for the terminal and concourse expansions, employee parking needs to be constructed 


and reconfigured in order to accommodate employee parking as the terminal and concourse expansions 


occur. The new configuration will accommodate both airport administration and tenant employee parking 


with a single access control system. This project is not eligible for federal grant money and is therefore 


programmed for funding by the Airport Enterprise Fund. Private funding, particularly from tenant users, 


could be pursued as a way to offset some of the project costs. This project is a key enabling project for 


the FFY 2022 terminal and concourse development. 
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26. Transportation Security Administration (TSA) Office Relocation and Demolition 


This project relocates the TSA administrative offices from the building adjacent to Airport Administration. 


The most suitable space for TSA offices is currently vacant space in the terminal building on the level 


above the TSA security screening checkpoint. This project enables the demolition of the existing TSA 


offices building which would otherwise impede expansion of the new terminal concourse. Funding of this 


project should be discussed with the Transportation Security Administration (TSA). Within this CIP update, 


TSA is programmed to pay for the remodeling of their own space in the terminal building. 


 


27. Ticketing, Airline Ticket Offices, and Outbound Baggage Area Expansion 


This project expands the non-secure side airline ticketing counter area as well as the associated public 


circulation and passenger queuing space. It also expands the “back of house” airline ticketing offices and 


outbound baggage screening and handling facilities. Facilities are undersized to meet passenger 


enplanement projections and expansion is justified as the Airport approaches 500,000 enplanements 


and/or 350 peak hour passengers. Passenger activity reports for the 2017 calendar year show a total of 


541,591 enplaning passengers14, up by 9.5 percent from 2016. This rate of growth underscores the need 


for terminal facility improvements. Undersized facilities lower customer level of service, create operational 


safety hazards for airport employees and have the potential to induce delays which can ripple across the 


National Airspace System. This project would optimally take place concurrently with the “New Terminal 


Concourse” and “New Terminal Concourse Apron Expansion” projects, the latter of which includes all 


pavement and “flatwork” associated with the development of these passenger facilities. Funding for this 


project is programmed to come from a municipal bond backed by Passenger Facility Charges (PFCs). This 


bond is anticipated at a value of approximately $23.7 million, which includes all terminal building 


expansion related activities. 


 


28. New Terminal Concourse 


(Includes Passenger Boarding Bridges, Charter and Administration Facilities) 


Construction of a new terminal concourse including secure departure lounges, circulation, and any 


associated concessions and ancillary space is required to accommodate passenger enplanement 


demands. Projections show that this expansion is necessary as annual enplanements approach 575,000-


650,000 passengers and/or 600 combined peak hour passengers (includes both enplaning and deplaning 


passengers.)  The new concourse must accommodate movement and parking positions for ADG III/TDG 5 


aircraft. The concourse is recommended to be a second-story structure, approximately 20,000 -25,000 


square feet, capable of serving passenger boarding bridges (PBBs). It is critical that building design 


considers future concourse and airfield development as well as surrounding land uses as described within 


this Master Plan. Opportunities exist in design to accommodate charter and administrative functions on 


the ground level of the new concourse. Charter operations can share gates and boarding bridges with the 


second-story commercial operations through design which integrates secured access from charter 


facilities situated at the ground level. Airport administration facilities can also be integrated into the new 


concourse at the ground level, allowing a functional use of space is a prime location for airport 


administrators to remain close to the facilities they manage. Funding for this project is programmed to 


                                                      
14 Enplanement data from December 2017 Eugene Airport Passenger Activity Report. Report became available January 11, 2018. 
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come from the same bond as the previous “Ticketing, Airline Ticket Offices, and Outbound Baggage Area 


Expansion” project. The $23.7 million bond estimate includes both terminal building projects. 


 


29. New Terminal Concourse Apron 


Terminal area apron space must be constructed to serve ADG III aircraft using the new expanded 


concourse gates. In order to do so, a large section of the North Ramp is required to be reconstructed, 


eliminating two old and misaligned heavy pad parking positions, on-airfield ramp lighting, and 


underutilized aircraft tie-downs. The design process for this new concourse also needs to consider 


retention of dual-flow access capabilities for general aviation aircraft accessing the North Hangar facilities. 


Additional pavement will be to be rehabilitated and/or constructed around the newly expanded outbound 


baggage handling area to allow Ground Service Vehicle (GSE) movement and storage. Funding for this 


project is programmed in the recommended CIP update to be from federal AIP entitlement funds, 


discretionary funds, and the required local match. 
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$850,000


Budgeted Project Cost (Escalated)


$872,000


Project Location:


$0 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$850,000


Planning/Environmental A&E Design Construction Project Management


$0


ARFF Vehicle


2018 - Q3 - - 2018 - Q4


Replace ARFF-1 truck.


Project Schedule:


ARFF-1 firetruck has reached the end of their useful lives and require replacement.


Federal Grant 56 is already in place for replacement of this vehicle in 2018.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$670,000


Budgeted Project Cost (Escalated)


$687,000


Project Location:


$0 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$670,000


Planning/Environmental A&E Design Construction Project Management


$0


SRE Vehicle


2018 - Q3 - - 2018 - Q4


 Replace Snow Removal Equipment (SRE) Deicing truck.


Project Schedule:


SRE Deicing truck has reached the end of their useful lives and require replacement.


Federal Grant 56 is already in place for replacement of this vehicle in 2018.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$4,335,000


Project Location:


$68,800 $344,000 $3,440,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$4,128,000


Planning/Environmental A&E Design Construction Project Management


$275,200


Fuel Storage Facility: Phase II - Construction and Decommission of Old Facility


2018 - Q3 2018 - Q3 2019 - Q3 2020 - Q3


Relocate fuel storage facilities in new location on Boeing Drive southeast of existing hangars.  Expand Jet A fuel capacity with 


additional 27,500 gallons of storage.  Decommission and remove all elements of existing fuel storage facility at Lockheed Drive.


Project Schedule:


Existing fuel storage tanks are not located within a secure fenced area of the airport.  The existing location on Lockheed Drive 


(public roadway) requires aircraft fuel trucks to drive on public roads without proper licensing.  An additional 27,500 gallons of 


storage is required for Jet A fuel storage needs.  Decommissioned fuel facilities must be removed for airport safety/security and 


environmental purposes according to EPA guidelines.  The new fuel storage facility is a prime opportunity for private funding.


The operational and security need for this project already exists.  Actions should be taken immediately to pursue and secure 


private funding.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$210,000


Project Location:


$200,000 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$200,000


Planning/Environmental A&E Design Construction Project Management


$0


Pavement Management Plan Update


2018 - Q4 - - 2019 - Q3


Conduct study to assess pavement condition to inform pavement maintenance decisions.


Project Schedule:


Managing pavement maintenance according to updated and relevant information is critical to ensuring safe aircraft operations.  


Maintaining the existing Pavement Management Program ensures that Eugene Airport is complying with the FAA requirement 


that all airports have a pavement maintenance‐management program in‐place before federal funds will be allocated for 


pavement improvement projects. This requirement exists as FAA Grant Assurance Number 11, and was mandated by Public Law 


103‐305, section 107, which amended Title 49, Section 47105 of the United States Code.


Pavement Management Plan is updated continually every three years.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$1,260,000


Project Location:


$0 $100,000 $1,000,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$1,200,000


Planning/Environmental A&E Design Construction Project Management


$100,000


Terminal Roof Replacement


2018 - Q3 2018 - Q3 2019 - Q2 2019 - Q4


Replace older portions of terminal roof.


Project Schedule:


Older sections of terminal roof consisting of varying materials have leaked in multiple locations causing damage and requiring 


ongoing monitoring and maintenance.  The leaking roof also presents many public safety issues and puts the airport at risk of 


legal liability.


The condition of the roof is already necessitating repairs.  Maintenance for the terminal roof has already been deferred.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$10,169,000


Project Location:


$161,400 $807,000 $8,070,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$9,684,000


Planning/Environmental A&E Design Construction Project Management


$645,600


Taxiway A1-A5: Phase II - Construction


2018 - Q1 2018 - Q2 2019 - Q1 2019 - Q3


Construct new Taxiway Connector 1 and reconstruct Taxiways A1 and A2 to meet FAA design guidance for ADG III/ TDG 5 


aircraft.  Reconstruct Taxiway A from the point immediately south of Taxiway C and include installation of SMGCS lighting 


preparation components.  Remove existing Taxiway A3.


Project Schedule:


Taxiways which do not meet FAA design standards present risks to the safe and efficient movement of aircraft on the ground.  


Additionally, preparing for the installation of a Surface Movement Guidance and Control System (SMGCS) route from the 


terminal to the main runway ends improves safe pilot ground movements by providing situational awareness during low visibility 


conditions and inclement weather.


Needed as soon as practical to improve safety by meeting FAA Advisory Circular 150/5300-13A design standards.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$294,000


Project Location:


$280,000 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$280,000


Planning/Environmental A&E Design Construction Project Management


$0


Environmental Assessment - Runway 34R Wetland Fill for Wildlife Hazard


2019 - Q2 - - 2019 - Q4


Environmental study conducted to analyze potential environmental consequences related to the mitigation of wetlands serving as 


a wildlife attractant at the end of Runway 34R.


Project Schedule:


Elimination of standing water and wildlife attractants near the end of Runway 34R will greatly improve safety by reducing 


opportunities for bird strikes and other wildlife hazards during landing and take-off.


This project is needed as soon as practical.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$263,000


Project Location:


$250,000 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$250,000


Planning/Environmental A&E Design Construction Project Management


$0


Advanced Terminal Planning Study


2019 - Q1 - - 2019 - Q4


Conduct an advanced terminal planning study to define the critical path toward new concourse build out.  Consideration should 


be given to impacts on all aircraft parking positions and passenger boarding bridge locations.


Project Schedule:


This project will serve as the framework for architectural and engineering design of terminal concourse and ticketing expansions 


over the planning period.  The objectives of this study are to precisely determine building envelop limitations, apron layout, and 


the architectural preferences for the building.  Concourse A passenger boarding bridge locations should also be reviewed for 


impacts and necessary alterations.


One year prior to beginning design of the new terminal concourse and ticketing/outbound baggage expansion.  This project 


enables design of the terminal expansions and additions.


Procurement Start Construction EndDesign Start Construction Start







I M P L E M E N T A T I O N  A N D  F I N A N C I N G  P L A N  


EUGENE AIRPORT MASTER PLAN                                                                                                                                 5-43 


 


  


Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$215,000


Project Location:


$200,000 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$200,000


Planning/Environmental A&E Design Construction Project Management


$0


Stormwater Master Plan - Basins B and C


2019 - Q1 - - 2020 - Q1


This project performs a complete survey of the Basins B and C areas to identify existing conditions related to stormwater 


drainage and buried utilities.


Project Schedule:


Project construction in the Basin B area has brought attention to the need for complete survey of the airport to identify 


stormwater drainage flows, existence of buried infrastructure, and develop a plan to manage those resources as the airport 


develops.  Having a clear understanding of stormwater drainage and infrastructure will ensure airport projects can manage 


those resources, providing cost savings as construction the Basin B area occurs.


Project construction requires a complete survey of the airport to identify stormwater drainage flows, existence of buried 


infrastructure, and develop a plan to manage those resources as the airport develops. 


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$21,647,000


Project Location:


$335,600 $1,678,000 $16,780,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$20,136,000


Planning/Environmental A&E Design Construction Project Management


$1,342,400


Reconstruct Terminal Taxiways: Phase II - Construction


2018 - Q4 2019 - Q1 2020 - Q1 2020 - Q4


Construct new Taxiway Connectors 2 and 3.  Reconstruct terminal area airfield taxiways to meet FAA airfield design standards.  


Construct one (1) heavy pad in terminal apron area near Taxiway A and Taxiway F intersection to serve as hold position and 


RON parking.  Construct three (3) heavy pads suitable for parking a variety of large aircraft (ADG III-VI) north of Concourse A 


and reconstruct taxiway around the new pads.


Project Schedule:


Taxiways A4, A5, and A6 do not meet FAA design standards and present risks to the safe and efficient movement of aircraft on 


the ground.  A Surface Movement Guidance and Control System (SMCGS) route from the terminal to the main runway ends 


improves safe pilot ground movements by providing situational awareness during low visibility conditions and inclement 


weather.  Current North Ramp heavy pads are not designed to adequately accommodate the critical design aircraft.  Four (4) 


heavy pads would serve as RON parking positions and staging locations during peak traffic while terminal facilities are 


upgraded to allow concourse gate parking.  It is recommended that FAA Voluntary Airport Low Emissions (VALE) Program 


funding be pursued to finance electrical upgrades which eliminate the need for Ground Power Units (GPUs).


Needed as soon as practical to improve safety and meet FAA AC 150/5300-13A standards.  Existing conditions already surpass 


facility requirements recommendations and demonstrate a need for four (4) total RON parking positions.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$323,000


Project Location:


$300,000 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$300,000


Planning/Environmental A&E Design Construction Project Management


$0


Environmental Assessment - Terminal Area and Landside Facilities


2019 - Q4 - - 2020 - Q4


Environmental study conducted to analyze potential environmental consequences related to short-term (PAL 1) terminal area and 


landside/roadway projects.


Project Schedule:


Determine potential environmental impacts of short-term projects and meet NEPA requirements.


Begin EA study approximately two years prior to planned construction start date.


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


$0


Budgeted Project Cost (Escalated)


$11,865,000


Project Location:


$179,760 $898,800 $8,988,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$10,785,600


Planning/Environmental A&E Design Construction Project Management


$719,040


Runway 34R-16L Rehabilitation: Phase II - Construction


2020 - Q1 2020 - Q2 2021 - Q2 2021 - Q4


Perform routine rehabilitation maintenance of Runway 16L-34R.


Project Schedule:


Runway 16L-34R requires regular maintenance to maintain a safe pavement surface for arriving and departing aircraft.  This 


runway typically serves general aviation aircraft but is necessary to allow commercial operations when the primary runway is 


unavailable. 


The Pavement Management Plan drives airfield maintenance project timing.  


Procurement Start Construction EndDesign Start Construction Start
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


Runway 34R Wetland Fill for Wildlife Hazard


2020 - Q1 2020 - Q2 2020 - Q3 2020 - Q3


Mitigation of wetlands near the end of Runway 34R.


Project Schedule:


Elimination of standing water and wildlife attractants near the end of Runway 34R will greatly improve safety by reducing 


opportunities for bird strikes and other wildlife hazards during landing and take-off.


This project is needed as soon as practical.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$65,000


$0


Budgeted Project Cost (Escalated)


$858,000


Project Location:


$0 $65,000 $650,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$780,000
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


New Rotating Beacon and Removal of Old Beacon


2020 - Q3 2020 - Q4 2021 - Q3 2022 - Q1


Construct a new rotating beacon in a safe and secure location.  Remove the old rotating beacon. This project includes planning 


analysis, design, and construction of the facility.


Project Schedule:


The existing rotating beacon is located on the unsecure side of the fence in a location more suited to landside related functions.  


Prior to locating the new rotating beacon, a study should be performed to determine the optimal location within the security 


fence.  This study should include analysis of the Air Traffic Control Tower ability to accommodate a rooftop beacon.


This project is needed as soon as practical and is an enabling project for landside road/parking development.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$18,000


$0


Budgeted Project Cost (Escalated)


$266,000


Project Location:


$25,000 $18,000 $180,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$241,000
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


Landside Roadway, Parking, and Rental Car Improvements


2020 - Q1 2020 - Q2 2021 - Q2 2021 - Q4


Expand terminal loop road, construct roundabout intersection, and expand parking within as demand necessitates.  Construct 


cell phone lot on Northrup Drive.  Create new entry to parking lots from Lockheed Drive and construct commercial vehicle 


staging area near outer curb road.  Expand rental car quick-turn around (QTA) service facility.


Project Schedule:


Expansion of the terminal loop road increases space and improves safety by constructing a roundabout which eliminates the 


existing left-turn loop road entrance against oncoming traffic.  The increased loop road perimeter also provides space for 


needed parking and rental car expansions.  The new cell phone lot increases curb road capacity by eliminating unnecessary 


bypass traffic and long curb dwell times.  The new service road for parking and rental car also eliminates curb bypass traffic 


created by rental car users leaving the airport.  The commercial vehicle staging lot creates capacity for staging commercial 


vehicles.


Parking and rental car facilities are at capacity during highest demand days (holidays and major local events).  Safety issues at 


the current airport entry intersection drive the need for expansion of the loop road as soon as practical.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$333,800


$0


Budgeted Project Cost (Escalated)


$4,407,000


Project Location:


$0 $333,800 $3,338,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$4,005,600
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


New Landside Equipment and Materials Storage Facility


2020 - Q2 2020 - Q3 2021 - Q2 2022 - Q1


Construct a new landside equipment and materials storage building in the undeveloped land at the intersection of Airport Road 


and Boeing Drive.


Project Schedule:


This project enables development of the terminal concourse and ticketing expansion.  Landside equipment and materials 


storage takes place in multiple buildings, all of which have reached the end of their useful life and are in locations better suited 


to "higher use" activities.


Design of new terminal and concourse expansion begins.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$160,000


$0


Budgeted Project Cost (Escalated)


$2,112,000


Project Location:


$0 $160,000 $1,600,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$1,920,000
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


Mitigate Asbestos in Old Air Traffic Control Tower


2021 - Q1 - 2021 - Q2 2021 - Q3


Remediation of the asbestos hazard in the old Air Traffic Control Tower building and a full inspection report is required to be 


submitted to FAA prior to demolishing the building.


Project Schedule:


The old Air Traffic Control Tower contains asbestos, a known environmental health hazard which must be eliminated and 


inspected as proof of elimination prior to FAA considering approval of building demolition.


Services procurement/design of new terminal and concourse expansion begins.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$0


$0


Budgeted Project Cost (Escalated)


$66,000


Project Location:


$60,000 $0 $0


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$60,000
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


Taxiway C/M Rehabilitation: Phase II - Construction


2021 - Q2 2021 - Q3 2022 - Q2 2022 - Q4


Rehabilitated/reconstruct Taxiway C and Taxiway M to meet modern FAA design standards for ADG III/TDG 5 aircraft.  New ADG 


III taxiway shoulders are also constructed as an element of this project.


Project Schedule:


Taxiways which do not meet FAA design standards present risks to the safe and efficient movement of aircraft on the ground.


Needed as soon as practical to improve safety and meet FAA Advisory Circular 150/5300-13A design standards


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$1,021,008


$0


Budgeted Project Cost (Escalated)


$17,230,000


Project Location:


$255,252 $1,276,260 $12,762,600


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$15,315,120
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


Demolish Old ATCT, Old Landside Equip/Materials Storage, and Friendly Hangar


2021 - Q4 - - 2022 - Q1


Remove buildings to allow space for new commercial terminal expansion and mitigate environmental/health hazards.  Asbestos 


mitigation is required for demolition of old Air Traffic Control Tower (ATCT) building and is programmed in this CIP prior to this 


project accordingly.


Project Schedule:


This project enables development of the terminal concourse and ticketing expansion.  Demolition is required to expand 


commercial terminal.  Both buildings are in poor condition and have exceeded their life span.  The old ATCT building poses a 


continuing environmental health hazard due to the existence of asbestos.  Additionally, telecommunication lines have junctions 


within the building.  The Friendly Hangar has reached the end of its useful life and deferred maintenance has rendered it a 


worthless liability.  The condition of these two facilities is such that they cannot be leased or repurposed for tenant usage.  These 


factors will require consideration when the buildings are demolished.


Design of new terminal and concourse expansion begins.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$0


$0


Budgeted Project Cost (Escalated)


$333,000


Project Location:


$0 $0 $296,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$296,000
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


Employee Parking Lot Construction and Reconfiguration


2021 - Q1 2021 - Q2 2021 - Q4 2022 - Q2


Construct and reconfigure tenant and airport administration parking lot using single access control system.


Project Schedule:


The employee parking lot reconfiguration is an enabling project for the terminal ticketing and concourse expansion projects.


Design of the new terminal and concourse expansion begins.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$119,000


$0


Budgeted Project Cost (Escalated)


$1,607,000


Project Location:


$0 $119,000 $1,190,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$1,428,000
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


TSA Office Relocation and Demolition


2021 - Q3 2021 - Q4 2022 - Q1 2022 - Q1


Relocate TSA administration space to the terminal space above the security screening checkpoint.


Project Schedule:


This is one of many enabling projects for the construction of a new terminal concourse.


Design of new terminal and concourse expansion begins.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$0


$0


Budgeted Project Cost (Escalated)


$11,000


Project Location:


$0 $0 $9,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$9,000
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


Ticketing, Airline Ticket Offices, and Outbound Baggage Area Expansion


2020 - Q1 2020 - Q2 2022 - Q1 2024 - Q1


This project expands terminal ticket counters, queueing, and circulation space.  Ticketing "back of house" functions including 


airline ticket offices and the outbound baggage handling are also expanded to serve the new counter spaces.


Project Schedule:


Ticketing and baggage handling areas of the terminal building are undersized for the demand placed on them during peak hour 


operations.  This creates passenger congestion and a lower customer level of service.  Meeting operational demands under 


current equipment and space limitations also introduces safety hazards for airport employees.


500,000 annual enplaned passengers and/or peak hour enplaning passenger demand reaches 350 passengers.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$483,600


$0


Budgeted Project Cost (Escalated)


$6,529,000


Project Location:


$0 $483,600 $4,836,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$5,803,200
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


New Terminal Concourse (Includes PBBs, Charter, and Admin)


2020 - Q1 2020 - Q2 2022 - Q1 2024 - Q1


Construct new terminal concourse, departure lounges, and associated ancillary spaces to accommodate commercial passenger 


peak hour demand.  Multi-functional swing gates for charter operations should be included at north-end concourse gates.  


Airport administration offices and charter facilitiy should also be integrated into terminal concourse design at ground level floor.


Project Schedule:


Commercial passenger demand through increased airline activity justifies the addition of new second-story boarding gates and 


passenger boarding bridges.  The concourse provides circulation, departure lounge space, and ancillary functions required for 


secure-side passenger activities.  Increased passenger demand drives the need for additional apron to park aircraft at new 


boarding gates.


Combined peak hour passenger enplanement and deplanements reach 600-670 passengers and/or annual enplanements 


between 575,000-650,000 passengers.  Advanced Planning Study begins as annual enplanements reach 525,000 passengers.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$1,063,920


$2,500,000


Budgeted Project Cost (Escalated)


$17,176,000


Project Location:


$0 $1,063,920 $10,639,200


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$15,267,040
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Project Title:


Project Description:


Project Trigger:


Project Justification:


Budgeted Costs:


New Terminal Concourse Apron


2020 - Q1 2020 - Q2 2022 - Q1 2024 - Q1


Construct taxiway and terminal apron to accommodate movement and parking positions for ADG III/TDG 5 aircraft.  Requires 


removal of mast lighting and tie-downs from North Ramp.


Project Schedule:


Commercial passenger demand through increased airline activity justifies the addition of new second-story boarding gates and 


passenger boarding bridges.  The concourse provides circulation, departure lounge space, and ancillary functions required for 


secure-side passenger activities.  Increased passenger demand drives the need for additional apron to park aircraft at new 


boarding gates.


Combined peak hour passenger enplanement and deplanements reach 600-670 passengers and/or annual enplanements 


between 575,000-650,000 passengers.  Advanced Planning Study begins as annual enplanements reach 525,000 passengers.


Procurement Start Construction EndDesign Start Construction Start


Planning/Environmental A&E Design Construction Project Management


$765,000


$0


Budgeted Project Cost (Escalated)


$10,328,000


Project Location:


$0 $765,000 $7,650,000


Equipment/Miscellaneous Budgeted Project Cost (2017 $)


$9,180,000
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 Mid-term Development Projects 


Mid-term (FFY 2023 – 2027) capital improvements include development projects expected to begin within 


the second five-years of the planning period. Each project is sequentially listed below with a brief 


description and justification. Implementation of these projects will be undertaken as warranted by 


demand, but each project is programmed for a specific year in order to improve the financial planning 


required to implement the overall CIP. 


 


Mid-term projects focus on meeting airfield maintenance and modernization needs, FAA safety guidance, 


accommodating general aviation operations, improving landside terminal curb road geometry, and future 


updates to the Airport Master Plan. 


 


30. Pavement Management Plan Update 


This project is programmed into the 20-year planning period at three-year intervals. Maintaining the 


existing Pavement Management Program ensures that Eugene Airport is complying with the FAA 


requirement that all airports have a pavement maintenance‐management program in‐place before federal 


funds will be allocated for pavement improvement projects. This requirement exists as FAA Grant 


Assurance Number 11, and was mandated by Public Law 103‐305, Section 107, which amended Title 49, 


Section 47105 of the United States Code. All Pavement Management Plan Updates programmed 


throughout the remaining portion of the 20-year planning period are anticipated to the funded through 


federal AIP entitlement grants and local matches. 


 


31. Environmental Assessment – Airfield and Support Facilities 


Prior to the design and construction of mid-term airfield and support facilities projects, federal regulations 


require the assessment of potential environmental effects from proposed actions that may affect 


environmental resources. A complete evaluation of the resource categories identified in FAA Orders 


1050.1F and 5050.4B is required. 


 


Due to the type and number of projects that will likely require environmental documentation, it is 


recommended that the Airport consider developing an overall strategic environmental approach. This 


effort should determine the scale of environmental compliance needed for each future project, and 


examine opportunities to group environmental projects together to minimize project costs and maximize 


efficiency. Additionally, this type of strategic approach of grouping projects together allows for maximum 


flexibility should funding or the timing for projects listed on CIP change. 


 


The following projects are recommended to be included in one EA to determine the potential 


environmental impacts of the development: 


1. Relocation of Taxiway B2 and Taxiway R 


2. Acquire Land Runway 16R RPZ 5 Acres 


3. New North General Aviation/Corporate Hangar Area (Hollis Lane) 


4. Acquire Land for Green Hill Road Realignment 


5. Terminal Curb Road Widening and Commercial Vehicle Staging Lot Expansion  


6. Run-up Pad – Taxiway A /Runway 34L End 
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Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. All mid-term Environmental Assessments are programmed for funding 


through federal AIP entitlement grants and required local matches. 


 


32. Relocation of Taxiway B2 and Taxiway R 


The relocation of Taxiway B2 and Taxiway R is included in the CIP in order to meet FAA recommended 


safe airfield design recommendations. It should be recognized that no detailed analysis (such as REDIM) 


was performed in this Master Plan to identify the most optimal relocation sites for the two taxiways. 


Taxiway R is relatively flexible in that it serves access to the East General Aviation Ramp from Taxiway B 


and does not require precise placement based upon fleet mix. Taxiway B2, however, is an exit location 


from the runway and relocation could potentially impact the ability of certain aircraft to promptly exit the 


runway dependent upon performance characteristics. It is recommended that the Airport perform a brief 


study (such as REDIM analysis) prior to relocating Taxiway B2 in order to ensure the new location is 


optimal for serving the airport fleet mix. Along with constructing the replacement taxiways, the old 


taxiways should be demolished. This project is programmed for funding from PFC collections. This 


requires a new FAA approved PFC application. 


 


33. Acquire Land Runway 16R RPZ 5 Acres 


This project is the fee simple acquisition of 4.1 acres of agricultural land with the Runway 16R Runway 


Protection Zone (RPZ). It is recommended that once this land is acquired, it can then be leased back for 


agricultural purposes with the security that nothing can be built which impacts the safety of aircraft 


operations or people and property on the ground. Federal AIP entitlement funds and the required local 


match are programmed and recommended to be used to fund this project. 


 


34. Runway Designation Change – All Runways 


This project updates airfield markings and signage related to the magnetic declination change projected 


to occur in the year 2023. This change effects Runway 16L-34R and Runway 16R-34L. Federal AIP 


entitlement funds and the required local match are programmed and recommended to be used to fund 


this project. 


 


35. New North General Aviation/Corporate Hangar Area (Hollis Lane) 


This project begins airfield infrastructure development (taxiway, apron, and utilities) which allows greater 


potential for development of general aviation facilities on the north end of the Airport (north of  


Taxiway C). Preparing this area creates opportunities for new general aviation growth as well as an area 


for the replacement of hangars which are programmed to be demolished for higher and better uses. 


Additionally, construction of fuel storage tanks and a self-fueling facility will serve the initial stage of 


general aviation development in the Hollis Lane General Aviation area. Federal AIP entitlement funds and 


the required local match are programmed and recommended to be used to fund this project. 


 


36. Pavement Management Plan Update 


This project is programmed into the 20-year planning period at three-year intervals. Maintaining the 


existing Pavement Management Program ensures that Eugene Airport is complying with the FAA 


requirement that all airports have a pavement maintenance‐management program in‐place before federal 
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funds will be allocated for pavement improvement projects. This requirement exists as FAA Grant 


Assurance Number 11, and was mandated by Public Law 103‐305, Section 107, which amended Title 49, 


Section 47105 of the United States Code. All mid-term Pavement Management Plan Updates are 


programmed for funding through federal AIP entitlement grants and local matches. 


 


37. Acquire Land for Green Hill Road Realignment 


Parcels C, D, E, and F, as shown on the updated Airport Layout Plan Exhibit A sheet, are recommended for 


purchase in order to provide airport control over lands adjacent to the Runway 35R RPZ but beyond the 


current airport boundary. Additionally, purchase of these parcels will allow for the optimal relocation of 


Green Hill Road. This road relocation opens up land east of Runway 16L-34R which would be extremely 


difficult to develop into land available for future aeronautical uses. Funding for this land acquisition is 


programmed to come from the Airport Enterprise Fund. 


 


38. Terminal Curb Road Widening and Commercial Vehicle Staging Lot Expansion 


This project addresses deficiencies in the terminal curb road dimensions by adding an additional arrivals 


(baggage claim) road lane to the inner terminal curb road. The outer terminal curb pavement is widened 


to accommodate all commercial vehicles including buses. Funding for these landside improvements are 


programmed from the Airport Enterprise Fund. 


 


39. Run-up Pad – Taxiway A /Runway 34L End 


The removal of Taxiway A8 in 2017 addressed FAA hotspot issues and taxiway dimensional standards 


issues, but also eliminated a necessary function for aircraft queuing for takeoff from Runway 34L. Taxiway 


A8, while not recommended under its configuration and non-standard in terms of design geometry, 


fulfilled a critical operational need by allowing ATC flexibility in managing aircraft movements. For this 


reason, the construction of a new run-up pad is proposed for the end of Runway 34L between Taxiway H 


and Taxiway L. This allows the bypassing of aircraft as well as run-up space for smaller general aviation 


aircraft. Funding for this project is programmed to come from federal AIP entitlement money and the 


required local match. 


 


40. Airport Master Plan Update 


Airport master plans are recommended to be updated at least every ten years. The aviation industry and 


outside factors which influence its growth (or decline) are continuously evolving and this changing 


environment necessitates regular review of an airport master plan’s vision, goals, and the Capital 


Improvement Program. Therefore, an update to this Master Plan is programmed into the CIP ten years 


after its completion. This study is recommended to be funded through federal AIP entitlement grants and 


required local matches. 
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 Long-term Development Projects 


Long-term (FFY 2028 – 2037) capital improvements include development projects expected to begin 


within the final ten years of the planning period. Each project is sequentially listed below with a brief 


description and justification. Implementation of these projects will be undertaken as warranted by 


demand, but each project is programmed for a specific year in order to improve the financial planning 


required to implement the overall CIP. 


 


41. Environmental Assessment - Terminal Area, Airfield, and Landside Facilities 


Prior to the design and construction of long-term terminal area, airfield, and landside facilities projects, 


federal regulations require the assessment of potential environmental effects from proposed actions that 


may affect environmental resources. A complete evaluation of the resource categories identified in FAA 


Orders 1050.1F and 5050.4B is required. 


 


Due to the type and number of projects that will likely require environmental documentation, it is 


recommended that the Airport consider developing an overall strategic environmental approach. This 


effort should determine the scale of environmental compliance needed for each future project, and 


examine opportunities to group environmental projects together to minimize project costs and maximize 


efficiency. Additionally, this type of strategic approach of grouping projects together allows for maximum 


flexibility should funding or the timing for projects listed on CIP change. 


 


The following projects are recommended to be included in one EA to determine the potential 


environmental impacts of the development: 


1. Deicing Facilities and Segmented Circle Relocation 


2. Runway 16R-34L Rehabilitation 


3. Replace Runway 34L VASI with PAPI (LED) Approach Guidance System 


4. Landside Vehicle Parking Expansion 


5. Construct Vehicle Access Tunnel Under Taxiways C and M 


 


Potential environmental impacts associated with the projects in this EA can be found in Chapter 7, 


Environmental Overview. All long-term Environmental Assessments are programmed to be funded 


through federal AIP entitlement grants and required local matches. 


 


42. Pavement Management Plan Update 


This project is programmed into the 20-year planning period at three-year intervals. Maintaining the 


existing Pavement Management Program ensures that Eugene Airport is complying with the FAA 


requirement that all airports have a pavement maintenance‐management program in‐place before federal 


funds will be allocated for pavement improvement projects. This requirement exists as FAA Grant 


Assurance Number 11, and was mandated by Public Law 103‐305, Section 107, which amended Title 49, 


Section 47105 of the United States Code. All long-term Pavement Management Plan Updates are 


programmed to the funded through federal AIP entitlement grants and local matches. 
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43. Deicing Facilities and Segmented Circle Relocation 


This project constructs deicing facilities located east of Taxiway A between Taxiway E and Taxiway P 


capable of holding three Boeing 737-900W aircraft. Construction of the deicing pads requires relocation 


of the segmented circle. Funding for this project is programmed in the recommended CIP update to be 


from federal AIP entitlement funds and the required local match. 


 


44. Runway 16R-34L Rehabilitation 


This project is a routine rehabilitation to preserve the integrity and safety of Runway 16R-34L. The 2014 


Pavement Management Plan graded the runway is good condition. On average, an asphalt runway can be 


expected to last for 10 years prior to requiring rehabilitation, however, short-term airfield projects which 


are expected to close the main runway for significant periods of time and therefore extend the runway’s 


life and justify a slightly delayed rehabilitation timeframe. This project is recommended to be funded by 


federal AIP entitlement money and the required local AIP match. This project also presents an opportunity 


for the Airport to pursue discretionary funding. 


 


45. Replace Runway 34L VASI with PAPI (LED) Approach Guidance System 


This project replaces the Visual Approach Slope Indication (VASI) serving Runway 34L with a four-bar 


Precision Approach Path Indicator (PAPI). The new PAPI system will provide improved visual landing 


queues for pilots determining proper glide slope during the approach phase of flight. Completing this 


project while Runway 16R-34L is closed for rehabilitation would add project efficiencies and minimize 


runway closure time. Funding for this project is programmed in the recommended CIP update to be from 


federal AIP entitlement money and the required local match. 


 


46. Landside Vehicle Parking Expansion 


This project is dependent upon customer travel mode choices and, therefore, demand for long-term 


parking for privately owned vehicles. Long-term parking lot expansion should take place within the 


expanded terminal loop road as demand materializes. Construction of this project will likely require 


money from the Airport Enterprise Fund. 


 


47. Construct Vehicle Access Tunnel Under Taxiways C and M 


This project constructs a ground vehicle access tunnel below the cross-field taxiways to allow controlled 


vehicular access for airport vehicles to and from the north and south airfield areas. This tunnel is critical, 


especially as fueling operations in the developing north Hollis Lane General Aviation area begin to grow. 


Development of this tunnel should be reviewed periodically as demand begins to require it because the 


entrance of a second FBO into the market and construction of a fuel storage area in the Hollis Lane 


General Aviation area may preclude the tunnel from being constructed. With the tunnel costing roughly 


$21 million after inflation considerations, construction of this tunnel should be carefully considered. 


Funding for this project is programmed from a mix of federal AIP entitlement grant money with the 


required local match and PFC money. Inclusion of PFC as a funding tool requires completion of a new PFC 


application including this project and is subject to FAA approval. 


  










