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Facility planning begins with a definition 
of demand that may reasonably be 
expected to occur during the useful life 
of its key components.  In airport master 
planning, this involves projecting 
potential aviation activity over at least a 
twenty-year time-frame. For a general 
aviation reliever airport such as New 
Century AirCenter (IXD), forecasts of 
based aircraft and operations (takeoffs or 
landings) serve as the basis for facility 
planning.

FAA Advisory Circular 150/5070-6A, 
Airport Master Plans, outlines six 
standard steps involved in the forecast 
process, as follows:

1)

2)

3)

4)

5)

6)

AVIATION
DEMAND FORECASTS

Obtain existing FAA and other 
related forecasts for the area served 
by the airport.

Determine if there have been 
significant local conditions or 
changes in the forecast factors.

Make and document any adjustments 
to the aviation activity forecasts.

Where applicable, consider the effects 
of changes in uncertain factors 
affecting demand for airport services.

Evaluate the potential for peak loads 
within the overall forecasts of 
aviation activity.

Monitor actual activity levels over 
time to determine if adjustments are 
necessary in the forecasts.
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Aviation activity can be affected by
many influences on the local, regional,
and national level, making it virtually
impossible to predict year-to-year
fluctuations of activity over twenty
years with any certainty.  Therefore, it
is important to remember that forecasts
are to serve only as guidelines, and
planning must remain flexible enough
to respond to a range of unforeseen
developments.

The following forecast analysis
examines recent developments,
historical information, and current
aviation trends to provide an updated
set of aviation-demand projections for
IXD.  The intent is to permit the
Johnson County Airport Commission to
make planning adjustments as
necessary to ensure that the facility
meets projected demands in an efficient
and cost-effective manner.

FORECASTING APPROACH

The development of aviation forecasts
proceeds through both analytical and
judgmental processes.  A series of
mathematical relationships is tested to
establish statistical logic and rationale
for projected growth.  However, the
judgement of the forecast analyst, based
upon professional experience,
knowledge of the aviation industry, and
assessment of the local situation, is
important in the final determination of
the preferred forecast.

The most reliable approach to
estimating aviation demand is through
the utilization of more than one
analytical technique.  Methodologies

frequently considered include trend line
projections, correlation/regression
analysis, and market share analysis.

Trend line projections are probably
the simplest and most familiar of the
forecasting techniques.  By fitting
growth curves to historical demand
data, then extending them into the
future, a basic trend line projection is
produced.  A basic assumption of this
technique is that outside factors will
continue to affect aviation demand in
much the same manner as in the past.
As broad as this assumption may be,
the trend line projection does serve as a
reliable benchmark for comparing other
projections.

Correlation analysis provides a
measure of the direct relationship
between two separate sets of historic
data.  Should there be a reasonable
correlation between the data sets,
further evaluation using regression
analysis may be employed.

Regression analysis measures the
statistical relationship between
dependent and independent variables
yielding a “correlation coefficient.”  The
correlation coefficient (Pearson’s “r”)
measures the association between
changes in a dependent variable and
independent variable(s).   If the r-
squared (r2) value (coefficient
determination) is greater than 0.90, it
indicates good predictive reliability.  A
value below 0.90 may be used with the
understanding that the predictive
reliability is lower.

Market share analysis involves a
historical comparison of airport activity
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as a percentage, or share, of a larger
regional, state, or national variable.
These shares are then multiplied by the
forecasts of the larger geographical area
to produce a market share projection.
This method has the same limitations
as trend line projections, but can
provide a useful check on the validity of
other forecasting techniques.

A number of additional sources for
aviation forecasts were also consulted.
The Mid-America Regional Council
(MARC), which is the regional
Metropolitan Planning Organization
(MPO), has developed a regional
aviation system plan.  As New Century
AirCenter is within the jurisdiction of
the MPO, it is included in the system
plan.  The consulted plan is the Airports
System Plan 2010 as published in May
1991.  The MPO is currently developing
a revised system plan.  Should this
information become available during
the course of this master plan, it will be
incorporated.  

The FAA publishes the Terminal Area
Forecast (TAF) which provides aviation
forecasts for National Plan of
Integrated Airport Systems (NPIAS)
airports.  This information is consulted
and presented as a comparative forecast
in the forecasts presented herein.

In 1988, a master plan was completed
for New Century AirCenter.  Although
the aviation industry has experienced
unanticipated changes and events since
that plan, the forecasts are presented as
a point of comparison.

It is important to note that one should
not assume a high level of confidence in

forecasts that extend beyond five years.
Facility and financial planning usually
require at least a 10-year view, since it
often takes more than five years to
complete a major facility development
program.  However, it is important to
use forecasts which do not overestimate
revenue-generating capabilities or
understate demand for facilities needed
to meet public (user) needs.

A wide range of factors is known to
influence the aviation industry and can
have significant impacts on the extent
and nature of air service provided in
both the local and national markets.
Technological advances in aviation have
historically altered, and will continue to
change, the growth rates in aviation
demand over time.  The most obvious
example is the impact of jet aircraft on
the aviation industry, which resulted in
a growth rate that far exceeded
expectations.  Such changes are
difficult, if not impossible, to predict,
and there is simply no mathematical
way to estimate their impacts.  Using a
broad spectrum of local, regional, and
national socioeconomic and aviation
information, and analyzing the most
current aviation trends, forecasts are
presented in the following sections.

NATIONAL AVIATION
TRENDS

Each year, the Federal Aviation
Administration (FAA) publishes its
national forecast.  Included in this
publication are forecasts for large air
carriers, regional air carriers, general
aviation, along with FAA workload
measures.  The forecasts are prepared



2-4

to meet budget and planning needs of
constituent units of the FAA and to
provide information that can be used by
state and local authorities, the aviation
industry, and the general public.  The
current edition, when this chapter was
prepared, is FAA Aerospace Forecasts-
Fiscal Years, 2005-2016.  The forecast
uses the economic performance of the
United States as an indicator of future
aviation industry growth.  Similar
economic analyses are applied to the
outlook for aviation growth in
international markets.

In the seven years prior to the events of
9/11, the U.S. civil aviation industry
experienced unprecedented growth in
demand and profits.  The impacts to the
economy and aviation industry from the
events of 9/11 were immediate and
significant.  However, the economic
climate and aviation industry are both
experiencing significant upturns.  The
FAA expects the U.S. economy to
experience strong growth over the next
few years, with moderate growth
thereafter.  This will positively
influence the aviation industry, leading
to passenger, air cargo, and general
aviation growth throughout the forecast
period (assuming there will not be any
new successful terrorists’ incidents
against either U.S. or world aviation).

For the first time since 2000, the
number of passenger enplanements on
U.S. commercial carriers increased in
2004.  This is due, in large part, to the
extremely strong growth of low-cost
carriers such as Southwest Airlines and
AirTran Airways, among others.  A total
of 502.2 million passengers were
enplaned in 2004, up four percent from

2003, but still 10.6 percent below the
2000 peak.  Over the forecast period,
enplanements are expected to grow 2.9
percent annually.

Regional / commuter  passenger
enplanements are projected to increase
by 15.4 percent in 2005, 9.9 percent in
2006, and 6.3 percent in 2007.  Between
2008 and 2016, enplanements are
projected to grow at an average rate of
3.9 percent annually, reaching 245.5
million by 2016.  Over the entire 12-
year forecast period, passenger
enplanements are forecast to grow 5.5
percent annually.  

An additional measure of the health of
the aviation system is the trend in air
cargo as measured in revenue-ton-miles
(RTM).  The FAA projects air cargo
RTMs to grow at 5.1 percent annually.

GENERAL AVIATION

In the 10 years since the passage of the
General Aviation Revitalization Act of
1994 (federal legislation which limits
the liability on general aviation aircraft
to 18 years from the date of
manufacture), it is clear that the Act
has successfully infused new life into
the general aviation industry.  This
legislation sparked an interest to renew
the manufacturing of general aviation
aircraft due to the reduction in product
liability, as well as renewed optimism
for the industry.  Annual shipments of
new aircraft rose every year between
1994 and 2000.

The growth in the general aviation
industry slowed considerably from 2001
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to 2003, having been negatively
impacted by the events of 9/11.
Thousands of general aviation aircraft
were grounded for weeks, due to “no-fly
zone” restrictions imposed on operations
of aircraft in security-sensitive areas.
Washington, D.C., continues to
implement these restrictions to this
day.  This, in addition to the economic
recession taking place from 2001-03,
had a negative impact on the general
aviation industry.  

In 2004, the general aviation industry
showed a significant increase in
activity, returning to pre-9/11 levels for
most indicators.  The FAA forecast
assumes that the regulatory
environment affecting general aviation
will not change dramatically.  The
forecast also assumes that the
fractional ownership market will
continue to expand and bring new
operators and shareholders into
business aviation.  It also assumes that
another successful terrorist attack on
aviation will not occur.

The active general aviation aircraft
fleet is expected to increase at an
average annual rate of 1.1 percent over
the 12-year forecast period, increasing
from 210,600 in 2003 to 240,070 in
2016.  This growth includes the addition
of a new aircraft category, light sport
aircraft, which is expected to enter the
active fleet in 2005, and account for
15,410 aircraft in 2016.  Light sport
aircraft include small fixed-wing
airplanes, powered-parachutes, gyro-
planes, ultra-lights, and others.

FAA forecasts identify two general
aviation economies that follow different

market patterns.  The turbojet fleet is
expected to increase at an average
annual rate of 5.4 percent, increasing
from 8,153 in 2003 to 15,900 in 2016.
Factors leading to this substantial
growth include expected strong U.S.
and global economic growth; the
continued success of fractional
ownership programs; a continuation of
the shift from commercial air travel to
corporate/business air travel by
business travelers and corporations.  In
addition, new micro jets will begin to
enter the fleet in 2006 and grow to
4,500 aircraft by 2016.  These aircraft
are expected to stimulate the market for
on-demand air taxi service.

Exhibit 2A depicts the FAA forecast for
active general aviation aircraft in the
United States.  The number of single
engine piston aircraft is projected to
reach 148,000 in 2015, which represents
an average annual growth rate of 0.2
percent.  During this same time, the
number of active multi-engine piston
aircraft in the fleet is expected to
decline by 0.2 percent, resulting in a
total of 17,235 aircraft in 2016.  The
number of turboprop aircraft is expected
to increase at an average annual rate of
3.7 percent over the 12-year forecast
period to 8,400 active aircraft.  The
rotorcraft fleet is forecast to grow 1.2
percent annually through 2016, while
the number of experimental aircraft is
projected to increase from 20,603 in
2003 to 21,380 in 2010.  Thereafter, the
growth in experimental aircraft is
expected to flatten, primarily due to the
growth in sport aircraft.

The declines in the aircraft utilization
rates experienced in 2000 (down 3.2
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percent) and 2001 (down 7.2 percent)
were due, in part, to higher fuel prices
and the 2001 U.S. economic recession.
However, the restrictions placed on
general aviation in the aftermath of the
9/11 events, contributed heavily to the
decline in utilization in 2001.  A strong
recovery in the U.S. economy in 2004
and 2005 has led to increased
utilization rates for most categories of
general aviation aircraft.

The total pilot population is projected to
increase from an estimated 618,633 in
2004, to 750,260 by 2016, which
represents an average annual growth
rate of 1.6 percent.  The student pilot
population increased 0.7 percent in
2004, and is forecast to increase at an
annual rate of 1.8 percent over the 12-
year forecast period, reaching a total of
108,800 in 2016.  Growth rates for the
other pilot categories over the forecast
period are as follows:  airline transport
pilots, up 1.7 percent; recreational
pilots, up 1.6 percent; rotorcraft only, up
1.2 percent; and glider only, up 0.2
percent.

The General Aviation Manufacturers
Association (GAMA) publishes a yearly
outlook on the general aviation
industry.  The most recent edition was
published in early 2005.  The year 2004
was a year of strong recovery for the
general aviation industry.  Total
billings reached almost $12 billion,
which is nearly 20 percent growth over
2003.  GAMA forecasts the industry will
continue a strong growth trend.

Over the past several years, the general
aviation industry has launched a series
of programs and initiatives whose main

goals are to promote and assure future
growth within the industry.  “No Plane,
No Gain” is an advocacy program
created in 1992 by the GAMA and the
National Business Aircraft Association
(NBAA) to promote acceptance and
increased use of general aviation as an
essential, cost-effective tool for
businesses.

Other programs are intended to
promote growth in new pilot starts and
introduce people to general aviation.
“Project Pilot,” sponsored by the
Aircraft Owners and Pilots Association
(AOPA), promotes the training of new
pilots in order to increase and maintain
the size of the pilot population.  The “Be
a Pilot” program is jointly sponsored
and supported by more than 100
industry organizations.  The NBAA
sponsors “AvKids,” a program designed
to educate elementary school students
about the benefits of business aviation
to the community, and career
opportunities available to them in
business aviation.  Over the years,
programs such as these have played an
important role in the success of general
aviation and will continue to be vital to
its growth in the future.

AIRPORT SERVICE AREA

The initial step in determining the
general aviation demand for an airport
is to define its generalized service area.
The airport service area is determined
primarily by evaluating the location of
competing airports, their capabilities
and services, and their relative
attraction and convenience.  With this
information, a determination can be
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made as to what volume of aviation
demand would likely be accommodated
by a specific airport.  It should be noted
that aviation demand often crosses
geographical and political boundaries.

The airport service area is a
geographical area where there is a
potential market for airport services.
Access to general aviation airports,
commercial  a ir  service,  and
transportation networks enter into the
equation to determine the size of a
service area, as well as the quality of
aviation facilities, distance, and other
subjective criteria.  In large
metropolitan areas, a typical airport
service area will extend up to 20 miles,
primarily due to the location of
competing airports.  Depending on
services available, airports within 30
miles may have an influence on the
service area as well.

As in any business enterprise, the more
attractive the facility is in services and
capabilities, the more competitive it will
be in the market.  As the level of
attractiveness expands, so will the
service area.  If an airport’s
attractiveness increases in relation to
nearby airports, so will the size of the
service area.  If facilities are adequate,
and rates and fees are competitive,
some level of general aviation activity
might be attracted to the airport from
surrounding areas.

In determining the aviation demand for
an airport, it is necessary to identify the
role of that airport.  The primary role of
New Century AirCenter is to serve the
needs  of  general  aviation  in  the area.

General aviation is a term used to
describe a diverse range of aviation
activities which includes all segments of
the aviation industry except commercial
air carriers and military.  This includes
recreational flying in single engine
aircraft, up to corporate business jets.

REGIONAL AIRPORTS

A review of public use airports within a
20- and 30-nautical mile (nm) radius of
New Century AirCenter was made to
identify and distinguish the types of air
service provided in the region.  These
airports are identified on Exhibit 2B.
Information pertaining to each airport
was obtained from FAA Form 5010,
Airport Master Record.  Table 2A shows
a summary of the regional public use
airports.

Gardner Municipal Airport (K34) is
located three nm to the southwest of
IXD.  The airport is owned and operated
by the City of Gardner.  The airport has
one asphalt runway and two turf
runways.  The paved runway, Runway
8-26, is 2,960 feet long by 39 feet wide,
is in good condition, with a pavement
strength rating of 6,000 pounds single-
wheel loading (SWL).  SWL refers to the
design of certain landing gear
configurations that have a single wheel
on each main landing gear strut.  Other
landing gear configurations would
include dual wheel (DWL), dual tandem
wheel (DTL), and double dual tandem
(DDTL).  Each of these distributes more
of the aircraft weight on runway and
taxiway surfaces, and thus, the surface
itself    can    support    a   greater   total
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aircraft weight.  The airport reports
approximately   90   based  aircraft  and

approximately 51,000 annual
operations.

TABLE 2A
Airport Data for Public Use Airports Within 20 and 30 nm
New Century AirCenter

Airport Name
FAA

Classification
Regional
Location

Longest
Runway (ft.)

Based
Aircraft

Annual
Operations

Gardner Municipal 
General
Aviation 3 nm SW 2,960 90 51,000

Johnson County
Executive Reliever 7 nm E 4,098 263 90,000

Miami County
General
Aviation 17 nm S 3,400 23 6,500

Lawrence Municipal 
General
Aviation 19 nm NW 5,700 62 33,000

Airports Within 30 nm
Charles B. Wheeler
Downtown Airport Reliever 22 nm NE 7,002 300 144,000

Ottawa Municipal 
General
Aviation 24 nm SW 4,500 25 5,000

Lee's Summit Reliever 25 nm E 4,015 170 104,000

Harrisonville
General
Aviation 29 nm E 4,000 58 12,000

Kansas City
International

Commercial
Service 30 nm NE 10,801 0 165,000

Source:  FAA Form 5010, AirNav.com

Johnson County Executive Airport
(OJC) is located seven nm to the east of
IXD and is also owned by Johnson
County and operated by the Johnson
County Airport Commission.  The
airport has a single runway, Runway
18-36, which is 4,098 feet long by 75
feet wide, with a pavement strength
rating of 12,500 pounds SWL.  The
runway is constructed of concrete and
is in good condition.  There are
approximately 263 based aircraft.  The
airport averages approximately 90,000
operations per year.  There are a
number of instrument approaches, with
the lowest visibility minimum being
three-quarters mile.  Johnson County
Executive Airport is also a reliever

airport to Kansas City International
Airport.

Miami County Airport (K81) is
located 17 nm to the south of IXD.  The
airport is owned and operated by Miami
County and is supported by an asphalt
and a turf runway.  The asphalt
runway, Runway 3-21, is 3,400 feet long
by 60 feet wide and in fair condition.
There are 23 based aircraft at the
airport and 6,500 annual operations.

Lawrence Municipal Airport (LWC)
is located 19 nm to the northwest and
maintains a dual runway system.
Lawrence is home to the University of
Kansas    and   is   situated   equidistant
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between Kansas City and Topeka,
Kansas, the state capitol.  Primary
Runway 15-33 is 5,700 feet long by 100
feet wide.  Crosswind Runway 1-19 is
3,901 feet long by 75 feet wide.  There
are 62 based aircraft and an average of
91 operations per day.  In addition,
Lawrence has an ILS (Instrument
Landing System) approach that enables
aircraft to utilize the airport in poor
weather conditions.  This airport limits
the northwestern extent of the service
area for IXD.

Charles B. Wheeler Downtown
Airport (MKC) is located 22 nm to the
northeast of IXD in downtown Kansas
City, Missouri.  The airport is owned
and operated by the City of Kansas
City.  The airport is served by two
runways.  Primary Runway 1-19 is
7,002 feet long by 150 feet wide.  It is
constructed of asphalt, grooved, in good
condition, with a SWL of 100,000
pounds.  Crosswind Runway 3-21  is
5,050 feet long by 150 feet wide.  It is
also constructed of asphalt, grooved,
and in good condition.  This runway has
a SWL of 48,000 pounds.  The airport
has approximately 300 based aircraft
and experiences approximately 144,000
annual operations.  There are six
instrument approach procedures
including an ILS on Runway 19 and
Runway 3.

Lee’s Summit Municipal Airport
(LXT) is located 25 nm to the east of
IXD in Missouri.  This airport is also a
reliever to Kansas City International
Airport.  The airport is owned and
operated by the City of Lee’s Summit.
It is served by Runway 18-36 and
Runway 11-29.  Primary Runway 18-36

is 4,015 feet long by 75 feet wide,
constructed of concrete, in good
condition, with a SWL of 30,000 pounds.
There are published instrument
approach procedures for all runways
except Runway 11, which is for visual
flight rules (VFR) only.  There are 170
based aircraft at the airport.  More than
100,000 operations are reported
annually at the airport.

Lawrence Smith Memorial Airport
(LRY) is located in Harrisonville,
Missouri, 29 nm to the east.  This
airport primarily serves Cass County.
This airport has a single, asphalt
runway, Runway 18-36, which is
oriented in a north-south manner.  The
runway is 4,000 feet long by 75 feet
wide.  There are 58 based aircraft and
the airport averages 33 operations per
day.  This airport, along with Lee’s
Summit, effectively limits the service
area of New Century AirCenter to the
border with Missouri.

Kansas City International Airport
(MCI) is the commercial service airport
serving the greater Kansas City area
and it is located approximately 30 nm to
the northeast.  There are three
runways, the longest of which is more
than 10,800 feet in length.  The runway
strength is adequate to serve nearly all
commercial service jet.  There are more
than 165,000 operations per year.

SERVICE AREA SUMMARY

The airport service area for New
Century AirCenter will be influenced by
several factors.  First, the competing
airports will influence the distribution
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of the region’s aviation demand.  For
small aircraft owners, the decision to
base at an airport will continue to be
the result of an airport’s available
hangars, hangar lease rates, and, most
importantly, the proximity from their
residence.  Thus, the service area for
small aircraft will be limited to the
north and west by airports in Gardner
and Lawrence, and to the northeast and
east by Charles B. Wheeler Downtown,
Johnson County Executive Airport, and
Lee’s Summit Airport.  The southern
boundary of the small aircraft service
area will also be somewhat limited by
Miami County Airport.

New Century AirCenter is well
positioned to compete for corporate
aviation.  IXD provides the longest
runway in the region except for Kansas
City International Airport.  Charles B.
Wheeler Downtown Airport has a
comparable runway length to New
Century AirCenter with 7,000 feet
available.  At 5,700 feet, Lawrence
Municipal Airport’s primary runway
can also accommodate a wide range of
corporate jets.  Thus, the primary
competitor for the full range of
corporate aircraft demand at New
Century AirCenter is Charles B.
Wheeler Downtown Airport and
Lawrence Municipal Airport.  Johnson
County Executive Airport and Lee’s
Summit Municipal Airport also compete
for the smaller corporate aircraft
activity.  It should be noted that the
City of Lee’s Summit is considering
plans to extend their primary runway to
5,500 feet, which would be capable of
supporting most business jets.

The primary airport service area for
New Century AirCenter will be Johnson
County and portions of Douglas,
Franklin, and Miami counties.  Some of
the county’s demand will be met by
competing airports in the region,
however, none provides the runway
length and potential for future
improvements as does New Century
AirCenter.  While the small aircraft
demand may consider other nearby
airports, high-end corporate aviation
demand in the region will focus
primarily at New Century AirCenter.
Exhibit 2B depicts the generalized
service area for the airport.

COMMERCIAL AVIATION
CONSIDERATIONS

New Century AirCenter currently
serves as a general aviation airport.
Moreover, the FAA has designated it as
a reliever airport for Kansas City
International Airport (MCI).   Thus, the
airport serves two fundamental roles in
the regional aviation network.  First, it
serves the demands generated by the
general aviation and military operators
desiring air transportation facilities in
the southern portion of the Kansas City
metropolitan area.  It is in this capacity
that it also serves its role of capacity
relief for commercial service operations
at MCI.

In the past, consideration has been
given to the possibility of attracting
commercial service operations at the
airport.  These analyses have
considered  both  commercial  scheduled
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passenger airline and air cargo
operations.  The primary reason for
desired passenger air service at IXD is
the perceived distance of MCI and the
strong  soc ioeconomic  growth
experienced in Johnson County.  Air
cargo has been analyzed from the
perspective that it could be a potential
supplement and/or catalyst for the
airport’s industrial park and the
region’s growing commercial and
industrial base.

PASSENGER AIRLINE
SERVICE POTENTIAL

Due to growing interest in adding
commercial service at IXD, the Johnson
County Airport Commission conducted
an air service feasibility study which
concluded in 2001. The study was
conducted as a means to research and
attempt to answer the following
questions:

• What are the benefits of
obtaining scheduled services at
New Century AirCenter?

• What are the prospects for
realizing these benefits, based on
the probability for a successful
campaign to attract services?

• What are the associated costs of
attracting services?

• What risks would the Airport
Commission face in launching a
campaign for scheduled air
services?

The study concluded with four
recommendations that appear to remain
applicable today.  First, the Airport
Commission should not pursue
scheduled air services at New Century
AirCenter for the foreseeable future.
Second, the Airport Commission should
only reopen the issue of scheduled
services if circumstances change
materially.  Third, the Airport
Commission should be receptive to
other aviation uses for the airport, such
as a cargo facility.  Fourth, the Airport
Commission should continue to protect
the future of the airport by preventing
land use  conf l i cts .   These
recommendations followed thorough
investigation and knowledge of the
commercial airline industry.

As a part of the study, local travel
agents and businesses were surveyed
regarding the initiation of passenger
service at IXD.  The responses indicated
that while some may use airline
services at IXD, demand was not
significant.  Furthermore, with the
exception of those nearby IXD, the
majority of Johnson County residents
would experience only a slight
improvement in airport commute times.

Regardless of the desires of local
travelers, the decision to initiate airline
service at IXD would first require
significant financial expenditures by the
Airport Commission to lure a
commitment by an airline.  The costs
would include marketing campaigns
and the development of an airline
terminal complex complete with a
terminal  building,  automobile  parking
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facilities, and a new roadway structure.
These expenditures would be in millions
of dollars and would be purely
speculative.

Several reliever airports across the
country have attempted to attract
airline service and have failed.  An
example is Williams Gateway Airport in
the Phoenix metropolitan area.  As a re-
used military facility, the airport has
three runways, two longer than 10,000
feet.  The Airport Authority has
developed an airline terminal complex
that is utilized for some charter activity.

The airport has not been able to attract
scheduled airline passenger service.  It
should be noted that Phoenix has nearly
three times the population base than
does Kansas City and is served by an
airport which is much more capacity-
constrained than MCI.

The critical component in the analysis
of airline feasibility is the state of the
existing airline industry.  Several
airlines are on the verge of bankruptcy
and others have reduced service on low
volume and/or low profit routes.
Moreover, MCI is currently served by
all of the major airlines and several low-
cost carriers.  Virtually all airline
industry trends oppose a fragmentation
of services between airports in the same
market area.  The few exceptions have
been the Chicago, Dallas, Houston, Los
Angeles, Washington, D.C., and New
York metropolitan area markets.  These
are six of the largest markets in the
country and have a much larger
commercial demand base than the
Kansas City market.

Given these factors, commercial service
operations are not likely at IXD within
the planning period.  If they were to
occur, they would likely be conducted by
a start-up airline.  These airlines are
typically constrained by limited
operating capital and have had a poor
record of success in the past.  Moreover,
the fares and markets served by this
type of airline would likely limit the
potential successes of airline operations
at IXD.  Thus, the master plan will no
longer consider commercial passenger
airline operations at IXD, as reasonably
viable.

COMMERCIAL
CARGO POTENTIAL

The Airport Commission also undertook
an Air Cargo study in 1992.  Similar to
the airline analysis, this study
concluded that attracting significant air
cargo operations to IXD would be
challenging.  After thorough review of
the document, it appears that the
analysis still applies to current
conditions.

The study process included an attempt
to involve all major air cargo operators.
The only participant which responded
was FedEx.  Their position was that
their operation is well-suited at MCI
and was not likely to relocate to IXD.
FedEx did not rule out the potential of
limited service at IXD, however, but did
indicate that they would not utilize IXD
as a hub airport.

The potential for attracting air cargo
services     at    IXD    is    greater    than
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attracting passenger airline services.
Moreover, the capital investments
would be less significant and would not
be purely speculative.  Most cargo
operators will work with an airport to
develop facilities to suit their needs
once a decision to operate at the airport
is made.

While air cargo operations are possible
at IXD, the level of operations would
likely be low.  FedEX, UPS, and DHL
(which recently acquired Airborne) are
all currently operating at MCI.  It is
unlikely that these operators will elect
to leave MCI for IXD as a key
component of their operation is the
ability to transfer some freight on the
commercial airlines.  Thus, future air
cargo potential at IXD appears to be
limited to sporadic operations or limited
daily/weekly operations.  The level of
projected operations will likely be
minimal and will not impact airport
operations significantly.  For this
reason, the master plan study will
consider facility development which
could support limited air cargo
operations, however, will not specify a
certain demand level.  It is believed
that the potential level of cargo
operations would not require
substantial facility developments
beyond facility needs similar to a
general aviation commercial business.

SOCIOECONOMIC
PROJECTIONS

The socioeconomic conditions provide an
important baseline for preparing
aviation demand forecasts.  Local
socioeconomic variables such as

population, employment, and income
are indicators for understanding the
dynamics of the community and, in
particular, the trends in aviation
growth.  Analysis of the surrounding
cities and the state will give a more
comprehensive understanding of the
socioeconomic situations affecting the
region which supports New Century
AirCenter.  The following is a summary
of the research and projections
presented in Chapter One.

POPULATION

Table 2B summarizes historical and
forecast population estimates for
Johnson County, the cities of Olathe
and Overland Park, and the State of
Kansas.  The analysis of Johnson
County population indicates an average
annual growth rate of 2.42 percent
between 1990 and 2000.  This was by
far the highest county growth rate in
the state over the period.  Olathe and
Overland Park are two of the fastest
growing communities in Kansas.
Olathe is projected to grow by more
than two percent annually through the
planning period, while Overland Park is
projected to grow by more than three
percent on an average annual basis.

Population forecasts for Johnson
County and the two cities are also
presented.  The population for Johnson
County is forecast to reach nearly
700,000 by 2025.  This projection
equates to an annual growth rate of
1.76 percent and the addition of 246,000
residents between 2000 and 2025.  The
entire state of Kansas is projected to
add 420,000 persons.  Thus, the
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population projection for Johnson
County represents nearly 61 percent of
the entire population growth within the
state over this 25-year period.

EMPLOYMENT

Historical and forecast employment
data for Johnson County is also
presented in Table 2B.  Between 1990
and 2000, Johnson County grew in
employment by 4.22 percent annually.
This growth accounted for nearly
124,000   new   jobs   over   the   10-year

period, more than 42 percent of the
employment growth for the entire state.

Johnson County is expected to show
continued strong employment growth
over the planning period, with an
average annual growth rate of 2.13
percent between 2000 and 2025.  At this
rate, Johnson County would add more
than 250,000 new jobs, representing
nearly 45 percent of the employment
growth in Kansas.  In addition,
employment is forecast to outpace
population growth through the planning
period.

TABLE 2B
Socioeconomic Forecasts for the Airport Service Area
New Century AirCenter

HISTORICAL FORECAST
Annual Growth

Rate

1990 2000 2010 2015 2025
1990 to

2000
2000 to

2025
Population
Johnson
County 355,021 451,086 550,904 595,893 697,193 2.42% 1.76%
Olathe 63,832 93,757 127,200 131,665 154,277 3.92% 2.01%
Overland Park 112,498 150,584 203,458 236,495 319,533 2.96% 3.06%
Kansas 2,477,588 2,688,418 2,852,957 2,939,000 3,108,000 0.82% 0.58%
Employment
Johnson
County 241,291 364,721 487,210 536,235 617,542 2.51% 1.11%
Kansas 1,383,650 1,675,358 1,872,460 1,986,104 2,237,995 1.93% 1.16%
PCPI
Johnson
County $31,448 $40,301 $44,961 $47,574 $53,146 4.22% 2.13%
Kansas $21,227 $25,551 $29,442 $31,434 $35,804 1.87% 1.36%
Sources:  Mid-America Regional Council (MARC); Woods and Poole, CEDDS 2004. PCPI $1996.

PER CAPITA PERSONAL
INCOME (PCPI)

Table 2B also compares per capita
personal income (adjusted to 1996
dollars) for the county and the state.
Johnson County’s average adjusted

PCPI for 2000 is $40,301 compared to
$25,551 for the State of Kansas.
Johnson County is not only an economic
driver for the state, it is also a fairly
affluent county.  Although the State of
Kansas’ PCPI is projected to increase at
a greater annual rate, Johnson County
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PCPI is forecast to be 32 percent higher
than the state’s PCPI by 2025.

GENERAL AVIATION
FORECASTS

To determine the types and sizes of
facilities that should be planned to
accommodate general aviation activity,
certain elements of this activity must be
forecast. Indicators of general aviation
demand include:

· Based Aircraft
· Based Aircraft Fleet Mix
· General Aviation Operations
· Peaking Operations
· Annual Instrument Approaches

The remainder of this chapter will
examine historical trends with regard to
these areas of general aviation and
project future demand for these
segments of general aviation activity at
the airport.

JOHNSON COUNTY
REGISTERED AIRCRAFT
FORECAST

The number of based aircraft is the
most basic indicator of general aviation
demand at an airport.  By first
developing a forecast of based aircraft,
other demand segments can be
projected based upon this trend.

One method of forecasting based
aircraft  is to first examine local aircraft
ownership by reviewing aircraft
registrations in the region.  Table 2C
presents the growth in registered

aircraft not only in Johnson County but
also in the Kansas City metropolitan
region as a point of comparison.  The
counties included in the Kansas City
region are Leavenworth, Wyandotte,
and Johnson in Kansas, and Platte,
Clay, Jackson, Cass, and Ray in
Missouri.

Registered aircraft in Johnson County
have steadily increased over the past 15
years.  Aircraft registrations for the
metropolitan region have also
increased, but there have been two
noticeable periods when the total
registrations declined.  The first was
between 1990 and 1993 when the
region’s registered aircraft went from
1,768 to 1,709.  The second period of
decline was between 2001 and 2003.
The region’s 2004 registered aircraft
numbers appear to be back in line with
a positive growth rate.

Over the last 15 years, Johnson County
aircraft registrations have declined just
once.  In 1993, aircraft registrations in
the county decreased to 501 from the
previous year’s 508.  There have been
years of no-growth but the general
trend has been increasing.  Even when
the region’s aircraft registrations
declined, Johnson County’s registered
aircraft  regularly  increased.
Oftentimes, an area’s general aviation
aircraft ownership trends reflect or
mirror the strength of the local/regional
economy.  Thus, Johnson County
aircraft registration’s historic growth
trend is a validation of the County’s
economic strength, especially in
comparison to the Kansas City
metropolitan area as a whole.
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TABLE 2C
Registered Aircraft
Market Share Analysis

Kansas City Region Johnson County

Year

U.S. Active
General Aviation

Aircraft
Registered

Aircraft
National
Share %

Registered
Aircraft

Regional
Share %

1990 NA 1,768 NA 486 NA
1991 NA 1,752 NA 488 NA
1992 NA 1,746 NA 508 NA
1993 177,120 1,709 0.965% 501 29.32%
1994 172,935 1,740 1.006% 508 29.20%
1995 188,089 1,955 1.039% 543 27.77%
1996 191,129 1,961 1.026% 562 28.66%
1997 192,414 1,904 0.990% 578 30.36%
1998 204,711 1,949 0.952% 602 30.89%
1999 219,464 1,973 0.899% 641 32.49%
2000 217,533 2,113 0.971% 672 31.80%
2001 211,447 2,088 0.987% 672 16.11%
2002 211,244 2,083 0.986% 677 32.50%
2003 210,600 2,058 0.977% 678 32.94%
2004 211,295 2,069 0.979% 698 33.74%

Constant Share of Region with Increasing Share of County
2010 230,000 2,252 0.979% 788 35.00%
2015 239,000 2,340 0.979% 866 37.00%
2025 253,000 2,477 0.979% 1,016 41.00%

Source:  FAA Aircraft Registry Database (2004);  FAA Long-Range Aerospace Forecasts Fiscal Years 2015, 2020, 2030

Table 2C depicts one projection of
registered aircraft for both the region
and Johnson County.  This projection
maintained a constant share of
registered aircraft for the Kansas City
metropolitan area as a percentage of the
U.S. active general aviation fleet, as has
been the trend over the last 15 years.

This projection assumes that Johnson
County registered aircraft as a
percentage of the Kansas City
metropolitan area will continue to
increase at similar rates as has been
the case over the past 15 years.

As shown in the table, this projection
results in 788, 866, and 1,016 registered

aircraft in Johnson County for the years
2010, 2015, and 2025, respectively.  The
market share projection will be
compared to additional forecasting
methodologies in an effort to determine
a reasonable registered aircraft forecast
for the county.

The trend line analysis for Johnson
County registered aircraft (1993-2004)
resulted in a very strong correlation,
yielding an “r2" value of 0.95.  As
presented in Table 2D, a number of
additional regression analyses were also
performed including multiple
regressions.  In nearly every case, the
“r2" values were above 0.90 indicating
strong positive correlations.
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TABLE 2D 
Registered Aircraft Projections
Johnson County Kansas

2010 2015 2025
Regression Analysis
Trend Line (r2=0.95) 832 929 1,121
vs. Population (r2=0.95) 808 886 1,062
vs. PCPI (r2=0.98) 762 816 932
vs. US Active Fleet (r2=0.88) 735 773 832
vs. Pop. & PCPI (r2=0.97) 748 796 896
vs. Pop & US Active Fleet (r2=0.99) 801 871 1,019
vs. PCPI & POP. & US Active Fleet (r2=0.99) 785 849 980
Market Share Projections
Region Constant Share of U.S. with:
     Johnson County Increasing of Region 788 866 1,016
1988 Master Plan (1990-586; 2000-698) 778 821* 916*
Selected Forecast 785 849 985
Source:  Coffman Associates analysis; * Extrapolated

The projections for Johnson County
aircraft registrations are presented in
Table 2D with representative forecasts
and the selected forecast depicted on
Exhibit 2C.  Many of the regressions
show strong correlations and statistical
significance.  The multiple regression
using income (PCPI), population and
the U.S. active general aviation fleet
resulted in an “r2" value of 0.99.  With
such a strong correlation among
important variables, this forecast will
serve as the Johnson County registered
aircraft projection.  This forecast will be
utilized as a variable when determining
a reasonable based aircraft forecast in
the following subsection.

BASED AIRCRAFT FORECASTS

Determining the number of based
aircraft at an airport can be a
challenging task because the number of
based aircraft can change frequently.
Many general aviation and reliever
airports don’t maintain historic records

of based aircraft.  Fortunately, airport
staff have kept records on based aircraft
over the past several years.  These
records serve as the basis for the
historic based aircraft numbers used in
this analysis. 

With a reasonable forecast of Johnson
County registered aircraft, a based
aircraft forecast can now be determined.
As presented in Table 2E, based
aircraft at New Century AirCenter have
fluctuated between 26 and 34 percent of
registered aircraft in Johnson County.
Overall, based aircraft have increased
from 145 in 1995 to 185 in 2004.  The
year 2001 had the most based aircraft
with 226.

Two market share forecasts for based
aircraft were developed utilizing
Johnson County registered aircraft.
The first assumes that New Century
AirCe n t e r  w i l l  a c co u n t  for
approximately 30 percent of Johnson
County registered aircraft, as has been
the average over the past five years.
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This forecast results in 236, 255 and
296 based aircraft for the years 2010,
2015 and 2025 respectively.
Considering the limited growth
potential  at  Johnson County Executive

Airport and the lack of facilities for
larger aircraft at Gardner Municipal
Airport, this forecast is considered a low
end projection.

TABLE 2E
Based Aircraft vs. Johnson County Registered Aircraft
New Century AirCenter

Year
Johnson County Registered

Aircraft
Based

Aircraft
% of County Registered

Aircraft 
1995 543 145 26.7%
1996 562 145 25.8%
1997 578 192 33.2%
1998 602 192 31.9%
1999 641 213 33.2%
2000 672 213 31.7%
2001 672 226 33.6%
2002 677 209 30.9%
2003 678 201 29.6%
2004 698 185 26.5%

Constant Market Share Projection
2010 785 236 30.0%
2015 849 255 30.0%
2025 985 296 30.0%

Increasing Market Share Projection
2010 785 232 29.5%
2015 849 272 32.0%
2025 985 350 35.5%

Sources: 1995-2000 FAA Form 5010 ('99 and '00 adjusted to 250 from 419); 2001-2004 Airport Records

The second forecast considers an
increasing market share of registered
aircraft in Johnson County.  This
forecast projects that New Century
AirCenter will, over the next 20 years,
increase from 29 percent to 36 percent,
recapturing its share of Johnson County
registered aircraft.  This projection
appears reasonable considering that in
2001, the airport accounted for 34
percent of the registered aircraft in the
county.  This forecast yields 232 based
aircraft in 2010, 272 in 2010 and 350 in
2025.

Comparison Forecasts

On an annual basis, the FAA performs
an airport inspection and based aircraft
is one of the items tracked for inclusion
in the Airport Master Record (FAA
Form 5010).  In many cases, the Form
5010 provides a good starting point
when analyzing based aircraft but the
FAA numbers should be validated with
supporting data and analysis.  The
Form 5010 data is typically in the
FAA’s Terminal Area Forecast (TAF).
The TAF is the FAA’s tool for
forecasting aviation activity for airports
across the country.
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The FAA TAF report projects 244, 267,
and 347 based aircraft for the years
2010, 2015, and 2025 (extrapolated),
respectively.  These are shown for
comparison purposes.  The previous
master plan, completed in 1988, has a
long term forecast of 270 based aircraft
for 2010.

Regression analysis was also conducted
in order to determine if there has been
a historical relationship between
variables and based aircraft.  Historical
based aircraft at New Century
AirCenter were compared to time,
population, U.S. active fleet, and PCPI.
Multiple regression analysis was
conducted with PCPI and population as
compared to based aircraft.  The results
of all of these regressions yielded “r2"
values below 0.7.  Because there is
limited reliability in the predictive
value of  “r2" values below 0.90, the
regressions were not considered further.

Based Aircraft Conclusion

Table 2F shows the FAA TAF and the
1988 master plan in comparison to the
market share of Johnson County
registered aircraft for the based aircraft
projections.  It is anticipated that New
Century AirCenter will experience a
larger jump in based aircraft in the
near term (2010) and then level out
through the longer term of the forecast
(2025).  Exhibit 2D depicts the trend
lines for the forecast methods as well as
the selected based aircraft forecast.

Cost-effective, safe, efficient, and
orderly development of an airport
should rely more upon actual demand at
an airport than a time-based forecast
figure.  Thus, in order to develop a
master plan that is demand-based
rather than time-based, a series of
planning horizon milestones has been
establ ished that  takes  into
consideration the reasonable range of
based aircraft projections.

TABLE 2F
Based Aircraft Projections
New Century AirCenter

2010 2015 2025
Market Share of Johnson County Registered Aircraft
  Constant Share 236 255 296
  Increasing Share 232 272 350
Comparison Projections
  FAA TAF 244 267 347
  1988 Master Plan 270
Selected Forecast 235 270 340

The milestones are founded on the
potential of attracting additional based
aircraft to the airport and, more
importantly, supporting those aircraft
with facilities.  By providing a realistic

based aircraft forecast for New Century
AirCenter and including a comparison
to the other two Johnson County
airports, airport officials will be able to
respond to unexpected changes in a
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timely manner. As a result, these
milestones provide flexibility, while
potentially extending this plan’s useful
life if aviation trends slow over the
period.

The most important reason for utilizing
milestones is that they allow the airport
to develop facilities according to need
generated by actual demand levels. The
demand-based schedule provides
flexibility in development, as
development schedules can be slowed or
expedited according to actual demand at
any given time over the planning
period.  The resultant plan provides
airport officials with a financially-
responsible and need-based program.
The planning horizons for based aircraft
that will be utilized for the remainder of
this master plan are as follows:

• Short Term 235
• Intermediate Term 270
• Long Term 340

Registered Aircraft Distribution

There are three public airports in
Johnson County, Kansas.  Each of them
account for a portion of the registered
aircraft in the county, as presented in
Table 2G.  When determining the
number of based aircraft for one airport,
it is important to cross-check and make
sure that the cumulative total of all
based aircraft, as a percentage of county
registered aircraft, is reasonable.

Gardner Municipal Airport had a
master plan completed in 1998.  In that
plan, based aircraft were anticipated to
grow from 86 to 139 by 2017.
Currently, Gardner has approximately
92 based aircraft, which puts their
growth behind the projected numbers.
In an effort to develop a reasonable
based aircraft distribution, Gardner’s
based aircraft forecast was adjusted to
109, 129, and 139 representing the
years 2010, 2015, and 2025,
respectively.

The Johnson County Executive Airport
Master Plan is being completed
concurrently with this one.  Because of
this, forecasts are allowed to be more
fluid and adjusted based on each other.
In the Johnson County Executive
Airport Master Plan can be found
detailed analysis and explanation of the
based aircraft forecast for that airport.

As shown in the Table 2G, the 2010
forecast has 80.8 percent of Johnson
County registered aircraft basing at the
three county airports.  This percentage
increases to 83.5 percent in 2015 and
drops slightly to 82.6 percent by 2025.
The forecast aircraft distribution
appears to be in line with the
distribution trend over the last ten
years.

Exhibit 2E graphically depicts the
forecast aircraft distribution for the
three Johnson County airports.
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TABLE 2G
Based Aircraft Distribution
Public Johnson County Airports

Year

Johnson County
Registered

Aircraft Executive New Century Gardner Total
% of Registered

Aircraft
1990 486 271 155 72 498 102.5%
1991 488 241 141 72 454 93.0%
1992 508 290 128 66 484 95.3%
1993 501 290 128 66 484 96.6%
1994 508 262 145 66 473 93.1%
1995 543 259 145 81 485 89.3%
1996 562 259 145 86 490 87.2%
1997 578 260 192 86 538 93.1%
1998 602 260 192 86 538 89.4%
1999 641 250 213 94 557 86.9%
2000 672 250 213 94 557 82.9%
2001 672 247 226 94 567 84.4%
2002 677 254 209 93 556 82.1%
2003 678 257 201 92 550 81.1%
2004 698 263 185 92 540 77.4%

Forecast
2010 785 290 235 109 634 80.8%
2015 849 310 270 129 709 83.5%
2025 985 335 340 139 814 82.6%

Note:  2001-2004 Airport Records.  1990-2000 FAA TAF.

BASED AIRCRAFT
FLEET MIX PROJECTION

Knowing the aircraft fleet mix expected
to utilize the airport is necessary to
properly plan facilities that will best
serve the level of activity and the type
of activities occurring at the airport.
The existing based aircraft fleet mix is
comprised of 132 single engine aircraft,
33 multi-engine piston-powered aircraft,
10 jet-powered aircraft, eight turbo-
prop, and 2 helicopters.  There are 12
Chinook helicopters based at the Army
Reserve stationed at the airport.  These
are not included in based general
aviation aircraft and will be forecast
separately.  Understanding the fluid
nature of based aircraft, these numbers
are estimates based on airport

documentation, staff interviews, and
interviews with the FBOs.

As detailed previously, the national
trend is toward a larger percentage of
sophisticated turboprop and jet aircraft
in the national fleet.  Active multi-
engine piston aircraft are expected to be
the only category of aircraft which
shows a decrease in annual growth.
Growth within each based aircraft
category at the airport has been
determined by comparison with
national projections (which reflect
current aircraft production) and
consideration of local economic
conditions.

The projected trend of based aircraft at
New Century AirCenter includes
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significant growth in jet aircraft moving
from 5.41percent to 9.12 percent by the
long term.  Although the national trend
indicates positive growth of single
engine aircraft, New Century AirCenter
is projected to maintain a near constant
percentage because Gardner Municipal
Airport is expected to add only single
engine  aircraft to its fleet mix.  Some of

those that would base at New Century
AirCenter will likely instead base at
Gardner.  Along with national trends,
multi-engine piston aircraft are
projected to decline as a percentage.
The based aircraft fleet mix projection
for New Century AirCenter is
summarized in Table 2H.

TABLE 2H
Based Aircraft Fleet Mix Projections 
New Century AirCenter

EXISTING FORECAST

Aircraft Type 2004 Percent
Short
Term Percent

Inter.
Term Percent

Long
Term Percent

Single Engine 132 71.35% 170 72.34% 193 71.48% 238 70.00%
Multi-Engine 33 17.84% 35 14.89% 37 13.70% 41 12.06%
Turbo-Prop 8 4.32% 11 4.68% 14 5.19% 21 6.18%
Turbo-Jet 10 5.41% 15 6.38% 20 7.41% 31 9.12%
Helicopters/Others 2 1.08% 4 1.70% 6 2.22% 9 2.65%
Totals 185 100.00% 235 100.00% 270 100.00% 340 100.00%
Source:  Airport Commission; Coffman Associates analysis

ANNUAL OPERATIONS

The airport traffic control tower (ATCT)
located on the airport collects
information regarding aircraft
operations (takeoffs and landings).
Aircraft operations are reported in four
general categories: air carrier, air taxi,
general aviation, and military.  Air
carrier operations are certified under
Federal Aviation Regulations (F.A.R.)
Part 121.  Air taxi operations consist of
the use of general aviation aircraft for
the “on-demand” commercial transport
of persons and property in accordance
with F.A.R. Part 135.  General aviation
operations include a wide range of
activity from personal to business and
corporate uses.  Military operations
include those operations conducted by
various branches of the U.S. military.

Aircraft operations are further
classified as local and itinerant.  A local
operation is a takeoff or landing
performed by an aircraft that operates
within sight of the airport, or which
executes simulated approaches or
touch-and-go operations at the airport.
Generally, local operations are
characterized by training operations.
Itinerant operations are those
performed by aircraft with a specific
origin or destination away from the
airport.  Typically, itinerant operations
increase with business and commercial
use since business aircraft are used
primarily to transport passengers from
one location to another.

Table 2J summarizes historical
operations at New Century AirCenter
as tracked by the ATCT since 1995.
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Operations have varied with a low of
53,593 in 2004, to a high of 74,345 in
2001, with an average of 63,000
operations per year.  During the
previous 10-year period, from 1985 to
1994, there was an average of more
than 75,000 operations annually.  This
represents    a   15   percent   decline   in

operations at the airport from one
period to the next.  It should be noted
that the 1997 local general aviation
(GA) count has been adjusted to 30,000
from 46,263 because the ATCT
inadvertently added overflights into the
count.

TABLE 2J
Historical General Aviation Operations
New Century AirCenter

Itinerant Operations Local Operations
Period Air Taxi GA Military Total GA Military Total Total

1995 106 26,143 1,410 27,659 26,718 2,413 29,131 56,790
1996 72 32,985 1,786 34,843 29,809 2,132 31,941 66,784
1997 53 34,245 1,294 35,592 30,000 2,374 32,374 67,966
1998 231 35,587 1,375 37,193 25,709 1,788 27,497 64,690
1999 459 27,462 983 28,904 24,807 1,343 26,150 55,054
2000 680 27,101 1,211 28,992 27,902 1,599 29,501 58,493
2001 1,513 28,632 1,274 31,419 41,088 1,838 42,926 74,345
2002 1,438 27,575 1,225 30,238 35,585 2,027 37,612 67,850
2003 1,407 27,503 768 29,678 30,012 1,214 31,226 60,904
2004 1,511 27,113 1,061 29,685 23,306 602 23,908 53,593

Source:  Airport Tower Records/TAF

From 1995 to 1998, itinerant operations
grew significantly from 27,700 to
37,200.  After this period of growth,
itinerant operations have slowed
considerably, averaging approximately
30,000 annually.  Local operations have
remained steady at approximately
30,000 annually except for 2001 and
2002, when an average of 40,000
operations occurred.  Interviews with
flight school staff indicate that these
two years were periods of heavy
training activity, with many new
students.

GENERAL AVIATION
OPERATIONS

General aviation operations constitute
the largest share of operations at New
Century AirCenter.  Of those
operations, roughly half have been local
and the other half have been itinerant
over the previous 10 years.

Distinguishing between local and
itinerant operations is an important
consideration for future facility
planning.    An   airport   with   a   large
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percentage of local operations may be in
need of more aircraft storage units or
fuel facilities.  A high level of itinerant
operations may be an indicator of a
need for more transient apron parking,
more overnight covered storage, or
improved navigational aids.

There are a number of accepted
methods for forecasting annual
operations at an airport.  Perhaps the
most common method is to take the
number of forecast based aircraft and
multiply that number by industry
accepted operations totals based on the
type of airport.

For a reliever airport with flight
schools, a planning standard of between
400 and 500 operations per based
aircraft can be expected.  Thus, for the
current year, one might expect 74,000
operations (400 x 185).  A high end
would be nearly 93,000 operations.
These trends have not been realized for
quite some time.  Because of this
reality, multiple forecasts will be
developed for both itinerant and local
general aviation operations and then a
reasonable forecast will be selected.

Itinerant Operations

Itinerant operations have generally
fluctuated between 27,000 and 36,000
annually between 1998 and 2004.  The
market share of itinerant operations for
New Century AirCenter, as a
percentage of general aviation itinerant
operations at all towered airports, has
remained fairly constant since 2001.  In
1998,  New Century’s market share was

0.16 percent and by 2004 that percent-
age had decreased to 0.13 percent.  The
forecasts are presented in Table 2K.

The first forecast maintains a constant
share (0.1356%) of itinerant operations
for the airport.  This results in 34,890
annual itinerant operations by the long
term planning period.  The second
forecast considers a market share
projection reflecting an increasing share
of itinerant operations by the airport.
This results in 30,746 itinerant
operations in the short term and 43,730
operations by the long term.  A third
forecast maintains the number of
itinerant operations per based aircraft
(147) through the planning period.  This
results in 34,441 itinerant operations in
the short term and 49,829 annual
itinerant operations by the long term.
The selected forecast represents  a trend
near the average of each of the
forecasts.

Local Operations

Local operations have also fluctuated
over the past seven years, ranging from
a low of 24,000 in 2004, to a high of
41,000 in 2001.  In 1998, New Century’s
market share of local operations at all
towered airports was 0.1611 percent.  In
2001, it was 0.2537 percent, then, in
2004, that number had taken a
significant drop to 0.1559 percent.  It
can be expected that this number will
grow if general aviation is attracted to
the airport, and even more if a
significant flight school were to base at
the airport.
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TABLE 2K
General Aviation Itinerant Operations Forecast
New Century AirCenter

Year

IXD GA
Itinerant

Ops
US GA Itinerant

Ops
Market Share
Itinerant Ops

Based
Aircraft

Itinerant Ops
Per Based
Aircraft

1998 35,587 22,086,500 0.1611% 192 185
1999 27,462 23,019,400 0.1193% 213 129
2000 27,101 22,844,100 0.1186% 213 127
2001 28,632 21,433,300 0.1336% 226 127
2002 27,575 21,450,500 0.1286% 209 132
2003 27,503 20,231,300 0.1359% 201 137
2004 27,113 19,989,900 0.1356% 185 147

Constant Market Share of Total U.S. Itinerant Operations
2010 29,787 21,961,600 0.1356% 235 127
2015 31,900 23,519,000 0.1356% 270 118
2025 34,890 25,723,600 0.1356% 340 103

Increase in Market Share of Total U.S. Itinerant GA Operations
2010 30,746 21,961,600 0.1400% 235 131
2015 35,279 23,519,000 0.1500% 270 131
2025 43,730 25,723,600 0.1700% 340 129

Constant Itinerant General Aviation Operations Per Based Aircraft
2010 34,441 21,961,600 0.1568% 235 147
2015 39,570 23,519,000 0.1682% 270 147
2025 49,829 25,723,600 0.1937% 340 147

Selected Forecast
2010 32,000 21,961,600 0.1457% 235 136
2015 36,000 23,519,000 0.1531% 270 133
2025 44,000 25,723,600 0.1710% 340 129

Source:  FAA Aerospace Forecasts 2005-2016.  Coffman Associates analysis.

Generating forecasts for local
operations will follow much the same
methodology as for itinerant operations.
A constant market share of total U.S.
local operations is the first forecast.  In
this case, the operations range from
25,050 in the short term to 29,605 by
the long term.  A second, increasing
market share of total U.S. general
aviation local operations results in
25,707 operations in 2010 and 41,774 in
2025.  When local operations are
forecast using a constant number of
based  aircraft  operations  (126  annual

local operations per based aircraft), the
numbers range from 30,000 to 43,000.
As New Century AirCenter becomes
more attractive to general aviation
aircraft in recognition of the capacity
issues at Executive, more local
operations can be expected.  The
selected forecast tends toward the
increasing share forecast as presented
in Table 2L.  The general operations
forecast is also presented in Exhibit
2F.
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TABLE 2L
General Aviation Local Operations Forecast
New Century AirCenter

Year GA Local Ops
US GA Local

Ops

Market
Share Local

Ops
Based

Aircraft

Local Ops
Per Based
Aircraft

1998 25,709 15,960,000 0.1611% 192 134
1999 24,807 16,980,200 0.1461% 213 116
2000 27,902 17,034,400 0.1638% 213 131
2001 41,088 16,193,700 0.2537% 226 182
2002 35,585 16,202,700 0.2196% 209 170
2003 30,012 15,292,700 0.1963% 201 149
2004 23,306 14,948,400 0.1559% 185 126

Constant Market Share of U.S. General Aviation Local Operations
2010 25,050 16,066,800 0.1559% 235 107
2015 26,537 17,020,500 0.1559% 270 98
2025 29,605 18,988,300 0.1559% 340 87

Increase in Market Share of U.S. General Aviation Local Operations
2010 25,707 16,066,800 0.1600% 235 109
2015 30,637 17,020,500 0.1800% 270 113
2025 41,774 18,988,300 0.2200% 340 123

Constant Local General Aviation Operations Per Based Aircraft
2010 29,605 16,066,800 0.1843% 235 126
2015 34,014 17,020,500 0.1998% 270 126
2025 42,833 18,988,300 0.2256% 340 126

Selected Forecast
2010 28,000 16,066,800 0.1743% 235 122
2015 32,000 17,020,500 0.1880% 270 119
2025 40,000 18,988,300 0.2107% 340 118

Source: FAA Aerospace Forecasts 2005-2016.  Coffman Associates analysis.

AIR TAXI OPERATIONS

There was a noticeable increase in the
number of operations conducted by air
taxi and commuter aircraft, from 53 in
1997 to 231 in 1998.  This jump
coincides with the opening of the
aircraft rescue and firefighting (ARFF)
facilities on the airfield.  Since then, the
air taxi and commuter operations have
jumped up to nearly 1,500 each year.
Some of this growth can be attributed to
the strong increase in the use of private
jet transportation, by both corporate
flight departments and fractional
ownership programs, in the post 9/11
environment.  Often, these users of

general aviation airports require ARFF
facilities in order to operate there.
Table 2M includes a trend line
projection for air taxi and commuter
operations.

MILITARY OPERATIONS

Military operations also account for a
portion of the operations at New
Century AirCenter.  The U.S. Army
Reserve, 158th Aviation Regiment,
Bravo Company, is based at the airport.
This facility has a number of based
Chinook helicopters.  For planning
purposes, the number of military
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aircraft based at the airport is assumed
to be 12.  Military operations are
forecast based on a historical average of
2,700  annual  operations.   Of  these, 44

percent have been itinerant and 56
percent have been local.  Military
operation forecasts are also presented in
Table 2M.

TABLE 2M
Operations Activity Forecast Summary
New Century AirCenter

Actual Forecast
2003 2004 2010 2015 2025

Annual Operations
  General Aviation
     Itinerant 27,503 27,113 32,000 36,000 44,000
     Local 30,012 23,306 28,000 32,000 40,000
Total General Aviation 57,515 50,419 60,000 68,000 84,000
Air Taxi 1,407 1,511 3,000 4,000 6,000
  Military
     Itinerant 768 1,061 1,200 1,200 1,200
     Local 1,214 602 1,500 1,500 1,500
TOTAL
OPERATIONS 60,904 53,593 65,700 74,700 92,700

ANNUAL INSTRUMENT
APPROACHES (AIAs)

An instrument approach, as defined by
the FAA, is “an approach to an airport
with the intent to land an aircraft in
accordance with an Instrument Flight
Rule (IFR) flight plan, when visibility is
less than three miles and/or when the
ceiling is at or below the minimum
initial approach altitude.”  To qualify as
an instrument approach, aircraft must
land at the airport after following one of
the published instrument approach
procedures.  Forecasts of annual
instrument approaches (AIAs) provide
guidance in determining an airport’s
requirements for navigational aid
facilities.  Practice or training
approaches do not count as annual
AIAs.

Historical and forecast instrument
approach data for the airport is
summarized in Table 2N.  Over the
past seven years, weather-related
instrument approaches have fluctuated
between a high of 1,117 in 1998 to a low
of 474 in 2000.  The average has been
723 yearly instrument approaches.
Over the same period, AIAs have
averaged 2.50 percent of itinerant
operations.  The past two years have
been well above this average.

While AIAs can be partially attributed
to weather, they may be expected to
increase as transient operations and
operations by more sophisticated
aircraft increase through the planning
period.  For this reason, AIA projections
consider a constant percentage of 3.0
percent of annual itinerant operations.
The projections are presented in Table
2N.
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TABLE 2N
Annual Instrument Approach (AIAs) Projections
New Century AirCenter

Year AIAs
Itinerant

Operations Ratio
1998 1,117 35,587 3.14%
1999 571 27,462 2.08%
2000 474 27,101 1.75%
2001 511 28,632 1.78%
2002 675 27,575 2.45%
2003 909 27,503 3.31%
2004 807 27,113 2.98%

FORECASTS
Short Term 960 32,000 3.00%
Intermediate Term 1,080 36,000 3.00%
Long Term 1,320 44,000 3.00%
Source:  FAA Terminal Area Forecast - Approach Operations

SUMMARY

This chapter has provided demand-
based forecasts of aviation activity at
New Century AirCenter over the next
20 years.  An attempt has been made to
define the projections in terms of short,
intermediate and long term
expectations.  Elements such as local
socioeconomic indicators, anticipated
regional development, and historical
aviation    data,   as   well   as   national

aviation trends, were all considered
when determining future conditions.

The next step in the master planning
process will be to assess the capacity of
the existing facilities, their ability to
meet forecast demand, and to identify
changes to the airfield and/or landside
facilities which will create a more
functional aviation facility.  A summary
of aviation forecasts is depicted on
Exhibit 2G.
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Exhibit 2G
FORECAST SUMMARY

INTERMEDIATE
TERMCATEGORY

Peak Month
Busy Day
Design Day
Design Hour

5,600
261
187

33

7,398
345
247

43

8,411
393
280

49

BASED AIRCRAFT FORECASTS

SUMMARY OF AVIATION ACTIVITY FORECASTSSUMMARY OF AVIATION ACTIVITY FORECASTS

Itinerant
 Air Taxi
 General Aviation
 Military
Total Itinerant
Local
 General Aviation
 Military
Total Local

Total Operations

1,511
27,113
1,061

29,685

 23,306
602

23,908

53,593

3,000
32,000

1,200
36,200

 28,000
1,500

29,500

65,700

4,000
36,000

1,200
41,200

32,000
1,500

33,500

74,700

10,438
487
348

61

Single Engine
Multi-Engine
Turbo-Prop
Turbo-Jet
Helicopters/Others

Total Based Aircraft

132
33

8
10

2
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170
35
11
15

4

235

193
37
14
20

6
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41
21
31

9

340
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44,000
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41,500
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