
 AIRPORT MASTER PLAN UPDATE 
SECTION THREE GEORGETOWN MUNICIPAL AIRPORT 
FUTURE FACILITY REQUIRMENTS GEORGETOWN, TEXAS 
 

 

The number and type of based aircraft, as well as the annual aircraft operations that are anticipated 

at Georgetown Municipal Airport (GTU), are key factors in determining facility demand at the airport 

over the 20-year planning period.  The existing condition and the present adequacy of the facilities at 

GTU are also critical in facility planning.  To meet anticipated demand throughout the 20-year 

planning period, the airport may need to go through several phases of facility improvements. 

 

The facilities that were studied in this section include runway and taxiway system, navigational 

facilities, aircraft parking aprons, aircraft hangars, aircraft fueling and other supporting facilities, 

offices, automobile parking and airport access roads. 

 

3.1 RUNWAY AND TAXIWAY SYSTEM 

 

The Federal Aviation Administration (FAA) classifies airports in general categories resulting from the 

types of aircraft that will use the airport, and in the role that the airport fills in the areas that it serves.  

FAA airport categories are subdivided into three basic categories:  Basic Utility (BU), General Utility 

(GU) and Transport (TR).  The BU airports accommodate most single-engine and many of the smaller 

twin-engine aircraft.  GU category consists of two sub-categories.  General Utility I (GUI) airports 

accommodate virtually all general aviation aircraft with maximum gross takeoff weights of less than 

12,500 pounds.  General Utility II (GUII) airports serve larger airplanes with maximum gross take-off 

weight of more than 12,500 pounds.  TR airports are designed for business jets and transport type 

aircraft.  The Georgetown Municipal Airport falls into GUII category.  It is designated in FAA NPIAS 

(2001-2005) as a reliever airport and in the Texas Airport System Plan Update 2002 (TASP) as a 

Transport Airport.  Its current, short-term, medium-term, and long-term design standards were also 

designated in the TASP to follow design criteria for a transport airport. 

 

According to planning criteria established by the FAA for airport design, it is important to accurately 

identify the most demanding aircraft, or family of aircraft, expected to use the airport for average no 

less than 500 operations per year.  This is called the critical aircraft, or critical aircraft family. 
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The critical aircraft, or critical aircraft family for a particular airport determines the AIRPORT 

REFERENCE CODE (ARC), a classification system used to relate aircraft approach speeds and 

wingspan to airport design criteria.  The ARC is divided into two components.  The first component is 

depicted by a letter giving the aircraft approach category (operational characteristic) and relates to 

aircraft approach speed.  The second component, depicted by a roman numeral, is the airplane 

design group and is related to airplane wingspan (physical characteristic).   

 

 Category B: Aircraft approach speed 94 knots or more but less than 121 knots. 

 Category C: Aircraft approach speed 121 knots or more but less than 141 knots. 

 Group II: Wingspan of 49 feet (15 m) up to but not including 79 feed (24 m). 

 

At the present, Runway 18-36 is designated to accommodate C-II aircraft while Runway 11-29 is for 

B-II aircraft.  Based on the forecasts, no changes in the role of GTU as well as the critical aircraft 

operating at the airport are anticipated.  Therefore, for purposes of this study, Runway 18-36 and 

Runway 11-29 as well as associated taxiways have been evaluated and, if necessary modifications 

suggested to comply with FAA design requirements for ARC C-II and ARC B-II, respectively.   

 

Table 3.1 summarized the FAA design standards for Runways 18-36 and 11-29 at GTU.  It should be 

noted that currently Runway 11-29 is serving small aircraft exclusively. 
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Table 3.1 
Airport Design Standards  

(Approach Visibility Minimums Not Lower Than 1 Statute Mile) 
 

ARC B-II (Runway 11-29) 

Runway Design Standards 
ARC C-II 

(Runway 18-36) 
Small Aircraft 

Exclusively 
Small and Large 

Aircraft 
Runway Width 100' 75' 75' 
Runway Shoulder Width 10' 10' 10' 
Runway Safety Area Width 500' (2) 150' 150' 
Runway Safety Area Length Beyond Runway end 1,000' 300' 300' 
Runway Object Free Area Width 800' 500' 500' 
Runway Object Free Area Length Beyond Runway end 1,000' 300' 300' 
  
Runway Obstacle Free Zone (OFZ)  
     Runway OFZ  400' 250' 400' 
     Runway OFZ Length Beyond Runway End 200' 200' 200' 
    
Runway Protection Zone (RPZ)    
     Width at 200 Feet from Runway End 500' 250' 500' 
     Width at End of RPZ 1,010' 450' 700' 
     Length 1,700' 1,000' 1,000' 
  
Threshold Siting Surface  
     Distance out from Threshold to Start of Surface 200' 200' 200' 
     Width of Surface at Start of Surface 800' 400' 400' 
     Width of Surface at End of Surface 3,800' 3,800' 3,800' 
     Length of Surface 10,000' 10,000' 10,000' 
     Slope of Surface 20:1 20:1 20:1 
  
Runway Centerline to  
     Parallel Taxiway/Taxilane Centerline 300' 240' 240' 
     Edge of Aircraft Parking 400' 250' 250' 
  
Taxiway Design Standards Airplane Design Group II 
Taxiway Width 35' 
Taxiway Shoulder Width 10' 
Taxiway Safety Area Width 79' 
Taxiway Object Free Area Width 131' 
Taxiway Edge Safety Margin 7.5' 
Taxiway Wingtip Clearance 26' 
Taxilane Object Free Area Width 115' 
Taxilane Wingtip Clearance 8' 
  
Taxiway Centerline to  
     Parallel Taxiway/Taxilane Centerline 105' 
     Fixed or Movable Object 65.5' 
  
Taxilane Centerline to  
     Parallel Taxiway/Taxilane Centerline 97' 
     Fixed or Movable Object 57.5' 

Notes: (1).  Runway 11-29 is currently serving small aircraft exclusively. 
 (2).  400' Wide of Runway Safety Area is permissible. 
 
Source:  FAA AC 150/5300-13 (Change 8), Airport Design 
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 3.1.1 Runway Capacity 

 

As discussed in Section Two Activity Forecast, the capacity of the existing runway system at 

GTU is adequate and no significant delay is expecting for the 20-year planning period.   

 

 3.1.2 Runway Length 

 

Each of the FAA airport classifications has a corresponding range of minimum runway lengths 

that are appropriate for the classification.  The distance from major commercial/industrial 

centers to GTU are approximately: New York 1,500 miles, Los Angeles 1,230 miles, Miami 

1,110 miles, and Chicago 950 miles.  Table 3.2 summarizes the general range of runway 

length requirements adjusted by the local conditions at GTU for wet weather and for a haul 

length of 1,500 mile.   

 

Table 3.2 
Runway Length Requirements  

 

Airport elevation.................................................................................................................................................... 789.7 feet 
Mean daily maximum temperature of the hottest month ............................................................................................. 97.0 F 
Maximum difference in runway centerline elevation................................................................................................ 38.1 feet 
Length of haul for airplanes of more than 60,000 pounds ..................................................................................... 1500 miles 
Wet and Slippery runways 
 

RUNWAY LENGTHS RECOMMENDED FOR AIRPORT DESIGN 
 
Small airplanes with approach speeds of less than 30 knots ..................................................................................... 320 feet 
Small airplanes with approach speeds of less than 50 knots ...................................................................................... 860 feet 
Small airplanes with less than 10 passenger seats 
    75 percent of these small airplanes ..................................................................................................................... 2860 feet 
    95 percent of these small airplanes ..................................................................................................................... 3400 feet 
    100 percent of these small airplanes ................................................................................................................... 4040 feet 
Small airplanes with 10 or more passenger seats ..................................................................................................... 4540 feet 
 
Large airplanes of 60,000 pounds or less 
    75 percent of these large airplanes at 60 percent useful load .............................................................................. 5500 feet 
    75 percent of these large airplanes at 90 percent useful load .............................................................................. 7700 feet 
    100 percent of these large airplanes at 60 percent useful load ............................................................................ 6420 feet 
    100 percent of these large airplanes at 90 percent useful load ............................................................................ 9950 feet 
 
Airplanes of more than 60,000 pounds............................................................................................Approximately 7190 feet 
 

Source:  FAA AC 150/5325-4A, Runway Length Requirements for Airport Design 
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As shown in Table 3.2, 5,000-feet long Runway 18-36 at GTU is capable of supporting all 

small airplanes, which have maximum certificated takeoff weight of 12,500 pounds or less.  

However, large airplanes, which is defined as an aircraft with a maximum certificated takeoff 

weight of more than 12,500 pounds, require a longer than 5,000 feet runway.  It should be 

noted that Table 3.2 already considered the effects of high temperatures during the summer 

and Runway 18-36 centerline elevation difference.  It indicates that during high temperature 

days at GTU, some large aircraft are not able to be loaded at full payload capacity and/or full 

fuel.  No heavy cargo operator is currently operating or expected to operate at GTU during 

the 20-year planning period.  Therefore, payload reduction is not expected to have any 

significant impact on most aircraft operators at GTU.  Moreover, general aviation aircraft are 

generally used for short haul, i.e., less than 500 miles travel distance.  For those aircraft with 

more than 12,500 pounds maximum certificated takeoff weight, a 500-mile travel distance 

most likely does not require full fuel (including 45-minute fuel for reserve).   

 

It is well understood that runways at GTU are not expected to be extended during the 20-

year planning period.  Table 3.3 lists several large aircraft that are using GTU and the 

corresponding payload/fuel reductions that they may experience by operating from Runway 

18-36 at high temperatures.   

 

Table 3.3 
Examples of Airplanes' Payload and/or Fuel Reduction at GTU 

 

Aircraft ARC 
Max. Certificated Takeoff 

Weight (lbs) 
Max. Allowable Takeoff 
Weight at GTU (lbs) (1)

Payload/Fuel 
Reduction (lbs) 

Cessna Citation II B-II 13,300 13,300 0 
Cessna Citation III B-II 20,000 18,638 2,217 
Cessna Citation X C-II 36,100 32,404 4,539 
Fan Jet Falcon 200 B-II 32,000 28,703 3,992 
Learjet 35 C-I 18,300 15,766 3,289 
Learjet 55 C-I 21,000 17,858 4,018 
Note: (1).  Max. allowable takeoff weight at GTU was estimated by using Runway 18-36 5,000 feet runway length and adjusted by the 

local temperature, airport elevation, and runway centerline elevation difference at GTU. 
 
Sources:  GRW Willis, Inc., Aircraft Planning Guidance from Aircraft Manufactures, FAA AC 150/5325-4A, Runway Length Requirements for 

Airport Design 

 

Wet weather conditions will impact the length of runway required by aircraft during landing 

operations.  The 5,000-foot-long Runway 18-36 at GTU is sufficient for the aircraft shown in 

Table 3.3 at their maximum certificated landing weight. 
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FAA1.  By building a parallel taxiway 300 feet off Runway 18-36 (centerline separation), more 

apron spaces are opened for aircraft parking.  The existing Taxiway "A" will remain in place 

but the centerline strip will need to be remarked.  By doing so, the new parallel taxiway and 

the existing Taxiway "A" will be able to act as two independent taxiways, permitting two-way 

traffic.  This two-way taxiway layout will be helpful in alleviating peak hour apron congestion.  

Moreover, the layouts of the existing holding aprons, which are currently located at both 

runway ends between the parallel taxiway and Runway 18-36, and are not desirable for 

pilots will be improved.  This two-way taxiway layout will provide two entrance/exit taxiways 

at each runway end, basically one taxiway functioning as a holding line while the other as a 

by taxiway. 

 

Additionally, the existing taxiway layout only provides one exit/entrance taxiway at the first 

2,000 feet of Runway 18-36 (from the direction of Runway 18 approach).  An additional stub 

taxiway is recommended to be built, connecting the existing taxilane that provides an access 

to the city-owned T-hangars to the Runway 18-36.   

 

A full-length taxiway for Runway 11-29 is also recommended in this study.   

 

The layout of the proposed taxiway system is illustrated in Exhibits 4.2 and 4.3. 

 

The City plans to follow the recommendations for new taxiways (though without building 

additional apron). 

 

3.2 NAVIGATIONAL AND VISUAL AID FACILITIES 

 

Navigational and visual aid facilities at GTU include a non-directional beacon (NDB), a one-box 

pulsating visual approach surface indicator (PLASI) serving Runway 18, a four-box precision approach 

path indicator (PAPI) on Runway 36, and runway and identifier lights (REIL) on both Runway 18 and 

36 ends.  PLASI and PAPI could be activated and increased lighting intensity by pilots at a frequency 

of 123 MHz.  The PLASI is located approximately 518 feet down Runway 18 at the left side, aiming 

at 3.5-degree angle and supporting approximately 27.5 feet threshold crossing height over Runway 

                                                 
1 300’ is the minimum separation for ARC C-II, with one-mile visibility minimums; 400’ separation would allow 
lower (3/4 mile) minimums. 

   
City of Georgetown Airport Master Plan Update 3.11 



18 end.  The PAPI is located approximately 600 feet down Runway 36 at the left side, aiming at 3-

degree angle and supporting 35 feet threshold crossing height over Runway 36 end.  Currently, 

officially published threshold crossing height for Runways 18 and 36 are 40 feet and 35 feet, 

respectively.  The officially published descent angle to both Runways 18 and 36 are not coincident 

with PLASI and PAPI aiming angles.   

 

Since Runway 18 is the primary use runway, it is recommended in this study to replace PLASI with a 

4-box PAPI.  The PAPI is able to provide more precise visual descent guidance to a runway for pilots, 

and is visible from about five miles during the day and up to 20 miles at night.  It is also proposed to 

locate the new PAPI for a threshold crossing height of 40 feet and aiming angle of 3-degrees.  By 

doing so, the location for new PAPI will be approximately 894 feet down from the Runway 18 end.   

 

As discussed above, it is not practical to lower approach visibility minimum at GTU.  With 1-statute 

mile approach visibility, no approach lighting system is required by the FAA.  The 1998 Airport 

Layout Drawing (ALD), revised in 2001, proposed a medium-intensity approach lighting system with 

runway alignment indicator lights (MALSR) to be installed at Runway 36 end.  The MALSR consisted 

of 12 light stations located at each 200-foot interval, with a total length of 2,400 feet from the 

runway threshold.  The MALSR would encroach the existing residential neighborhood at the south of 

the Lakeway Drive.  As a result of this installation, those residence that fall within approach light 

plane and inner-approach obstacle free zone would need to be removed and additional land would 

need to be purchased by the City.  Additionally, it should be noted that the MALSR is used as the 

FAA standard lighting system for category I precision runway and none of runways at GTU is 

anticipated to be precision runway during the 20-year planning period.  Therefore, it is not 

recommended to install any approach lighting system at GTU.  However, if it becomes necessary to 

install some kind of approach lighting system, it is recommended to use a lighting system that 

requires the minimum land, i.e., omni directional approach lighting system (ODALS).  The ODALS 

consists of seven omni directional sequenced flashing lights with a total length of 1,500 feet from the 

runway threshold.  It is the FAA standard approach lighting system for nonprecision approach 

runways, and could be installed at GTU with minimum impact on neighboring properties. 

 

The City plans to follow the recommendations on navigational and visual facilities. 
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3.3 AIR TRAFFIC CONTROL TOWER (ATCT) 

 

Due to intensive aircraft operations mixing with high percentage of training activities, and the variety 

of aircraft in fleet mix at GTU, it is recommended that the City establish an ATCT at GTU.  

Additionally, the complexity of airspace surrounding GTU also makes the ATCT an important safety 

measure to improve the situation in the Austin-GTU terminal area airspace.  During this study, the 

decision to construct an ATCT at GTU was made. 

 

3.4 GENERAL AVIATION LANDSIDE FACILITY REQUIREMENTS  

 

The number and the types of aircraft operations and based aircraft directly impact demands on 

different types of facilities at an airport.  For example, with the growth of corporate and business-

related operations and increase in the number of based jets, demands on jet fueling facilities, 

hangars, available services in terminal building, and car rental service will increase.  With the increase 

of touch-and-go training operations, more flight school facilities and more automobile parking spaces 

will be required.  And, with the growth of personal and recreation-related operations and increase in 

private owned aircraft, availability of T-hangars will be a major factor in attracting users to an airport.   

 

As discussed in Section Two Activity Forecast, four scenarios were established to project aircraft 

operations as well as based aircraft.  This section discusses landside facility demands and estimates 

the requirements for different types of facilities for the scenarios that have an ATCT during the 20-

year planning period.  The facility requirements for two scenarios without ATCT are included in 

Appendix “B”.  The facilities discussed in this section include hangars (T-hangars and box hangars), 

tie-downs, aircraft apron, office building, automobile parking, aircraft fueling facility, and other 

supporting facilities.  

 

Table 3.4 summarizes incremental growth of based aircraft during the 20-year planning period with 

ATCT scenarios.  As shown in Table 3.4, by 2024 the total based aircraft will increase by a total of 27 

and 149 under W/NCTA and W/O NCTA scenarios, respectively.  It should be noted that the 

establishment of ATC would not impact the total number of based aircraft or the total number of 

aircraft operations. 
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Table 3.4 
Incremental Growth of Based Aircraft (1)

 

Year SE (2) ME (2) Turboprop Jet Helicopter 
Total Incremental Growth 

of Based Aircraft 
Total Based 

Aircraft 

2003 (Existing) 214 18 12 6  6  256 
W/NCTA & W/ATCT 

2004    6   0   0 0  0    6 262 
2009  16   3   2 1  1  23 285 
2014  -8  -1   0 0 -1 -10 275 
2019 -16  -1  -1 0  0 -18 257 
2024  20  2   2 1  1  26 283 

W/O NCTA & W/ATCT 
2004    6  0   0 0  0    6 262 
2009  23  3   3 1  1  31 293 
2014  29  3   2 2  1  37 330 
2019  30  3   2 1  1  37 367 
2024  30  3   3 2  0  38 405 

Note: (1). Negative value in this table represents decrease in the number of based aircraft. 
 (2). SE = Single Engine Piston, ME = Multi-Engine Piston 
Sources:  Georgetown Municipal Airport Management; GRW Willis, Inc. 

 

 3.4.1 Hangars and Tie-Downs for Based Aircraft 

 

The increase in based aircraft as discussed above corresponds to demand for additional 27 

and 149 aircraft parking and storage spaces by 2024 under W/NCTA and W/O NCTA 

scenarios, respectively.   

 

Currently, the City of Georgetown owns and 100% leases 113 hangar spaces and 33 tie-

down spaces.  The existing ratio of hangar spaces to tie-downs spaces is 3.42.  Generally 

speaking, pilots and tenants prefer hangars and/or covered tie-down spaces to protect aircraft 

from the weather and to be more secure.  It has been learned from interviews with GTU 

Management, and responses from pilot surveys, that at present, there are long waiting lists for 

hangar spaces and tie-down spaces.  These responses indicate that the existing aircraft 

parking and storage capacity at GTU meets the demand.  However, it is difficult to quantify 

the deficiency between the existing facilities capacity and the market demand since the 

demand at GTU seems to fluctuate with the rental price, the availability of facilities at other 

airports, taxes and other issues.  It was assumed the ratio of hangar spaces to tie-down spaces 

should be increased to 3 to 1 in recognition of the existing deficiency and to account for the 

future demand.   
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Table 3.5 summarizes the incremental demand for additional hangar spaces and tie-down 

spaces under both "W/NCTA" and "W/O NCTA" scenarios.  As shown, by 2024 the total of 23 

more hangar spaces and 6 more tie-down spaces will be required to provide for based 

aircraft under "W/NCTA" scenario, while a total of 114 more hangar spaces and 35 more tie-

down spaces will need to be built to accommodate based aircraft under "W/O NCTA" 

scenario. 

 

It should be noted that based aircraft tie-downs are customarily provided to park aircraft that 

will remain on the airport for a substantial amount of time, or for owners of aircraft who wish 

to avoid the expense of hangar rental.  These spaces should be located away from high-

activity areas.  However, they must be secure and not subject to vandalism, theft, etc.   

 

It should be noted that the hangar spaces refer to the number of positions that aircraft can be 

parked in both T-hangars and box hangars. 

 
Table 3.5 

Total Incremental Demands for Additional Hangar  
and Tie-Down Spaces for Based Aircraft (1) (2)

 

Year 
Total Incremental Growth of 

Based Aircraft 
Total Incremental Demand for 

Additional Hangar Spaces 
Total Incremental Demand for 
Additional Tie-Down Spaces 

W/NCTA 
2004    6   5 1 
2009  23 18 5 
2014 -10 N/A N/A 
2019 -18 N/A N/A 
2024  26 N/A N/A 

W/O NCTA 
2004    6   5 1 
2009  31 24 7 
2014  37 28 9 
2019  37 28 9 
2024  38 29 9 

Notes: (1).  Negative value in this table represents decrease in the number of based aircraft. 
 (2).  N/A represents no demand for additional hangar and tie-down spaces.  
Source:  GRW Willis, Inc. 

 

For planning purposes, it was assumed that single-engine aircraft would be parked on tie-

downs or stored in T-hangars and box hangars.  All other types of aircraft would be stored in 

box hangars. 
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A planning factor of 1,200 square feet per single engine aircraft and 2,500 square feet per 

multi-engine aircraft were applied in this study to estimate the demand for T-hangars and box 

hangars in terms of square feet.  Table 3.6 summarizes the incremental demand for 

additional hangars in terms of square feet throughout the 20-year planning period. 
 

 3.4.2 Tie-Down Spaces for Itinerant Aircraft 
 

Itinerant aircraft generate short-term demand for parking, fueling, and other services.  An 

airport should provide a dedicated parking area for itinerant aircraft.  The parking areas are 

best located near facilities that the pilots and passengers would likely use, such as restaurants, 

flight planning facilities, automobile rentals, etc.  For that reason, parking spaces for itinerant 

aircraft should be reserved near the terminal building within an easy walk to these facilities.  

Additionally, the short-term parking should be immediately accessible to fuel trucks and other 

service vehicles.  
 

Currently, GTU has 12 tie-down spaces reserved for itinerant aircraft.  Itinerant aircraft tie-

down space demand was estimated by using peak hour itinerant operations and assuming 

that for any itinerant aircraft either landing or takeoff takes place within the peak hour but 

not both.  Table 3.7 summarizes the peak hour itinerant operations and corresponding 

itinerant aircraft tie-down space demand.  As shown in Table 3.7, three additional tie-down 

spaces need to be provided to meet 2004 peak hour itinerant aircraft parking demand.   

 
Table 3.6 

Total Incremental Demand for Additional Hangar Area (1)

 
Incremental Demand for Additional Box Hangars  Incremental Demand for Additional T-hangars  

Year Parking Positions Areas (SF) Parking Positions Areas (SF) 
W/NCTA 

2004 N/A N/A   5   6,000 
2009 7 17,500 11 13,200 
2014 N/A N/A N/A N/A 
2019 N/A N/A N/A N/A 
2024 N/A N/A N/A N/A 

W/O NCTA 
2004 N/A N/A   5   6,000 
2009 8 20,000 16 19,200 
2014 8 20,000 20 24,000 
2019 7 17,500 21 25,200 
2024 8 20,000 21 25,200 

Note: (1).  N/A represents no demand for additional hangars.  
Source:  GRW Willis, Inc. 
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Table 3.7 
Demand on Itinerant Aircraft Tie-Down Spaces (1)

 

Year 
Total Peak Hour Itinerant 

Operations 
Total Itinerant Aircraft Tie-

Down Space Demand 
Total Incremental Itinerant Aircraft 

Tie-Down Space Demand 
W/NCTA 

2004 15 15  
2009 16 16 1 
2014 16 16 N/A 
2019 15 15 N/A 
2024 16 16 N/A 

W/O NCTA 
2004 15 15  
2009 17 17 2 
2014 19 19 2 
2019 21 21 2 
2024 23 23 2 

Note: (1).  N/A represents no demand for additional tie-downs  
Source:  GRW Willis, Inc. 

 

 3.4.3 Aircraft Apron 

 

Box hangars and T-hangars require some apron to support aircraft circulation, and hangar 

ingress/egress.  It was assumed for box hangars that the apron for aircraft ingress/egress and 

circulation is the same as the square footage of required box hangars.  A planning factor of 

4,500 square feet per T-hangar was utilized to estimate the apron area to support T-hangar 

area aircraft circulation.  All proposed tie-down spaces are to be placed on the apron.  A 

planning factor of 4,500 square feet per tie-down was utilized to estimate the apron area to 

accommodate tie-downs and to provide taxiing space.  These planning factors took into 

account the clearance between tie-down circulation taxilanes and parked aircraft, as well as 

the clearance between T-hangar circulation taxilanes and buildings.   

 

Table 3.8 summarizes the incremental demand for additional apron area throughout the 20-

year planning period. 
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Table 3.8 
Incremental Demands for Additional Apron Area (1)

 

 T-Hangars Box Hangars Tie-Down (2)

Year 

Incremental 
T-Hangar 
Demand# 

Incremental 
Apron 

Demand 
(SF) 

Incremental 
Hangar 

Demand 
(SF) 

Incremental 
Apron 

Demand 
(SF) 

Incremental 
Tie-Down 
Demand  

Incremental 
Apron 

Demand 
(SF) 

Total 
Incremental 

Apron 
Demand 

(SF) 
W/NCTA 
2004 5 22,500 N/A N/A   22,500 
2009 11 49,500 17,500 17,500 1  4,500 71,500 
2014 N/A N/A N/A N/A N/A N/A N/A 
2019 N/A N/A N/A N/A N/A N/A N/A 
2024 N/A N/A N/A N/A N/A N/A N/A 

W/O NCTA 
2004 5 22,500 N/A N/A N/A N/A 22,500 
2009 16 72,000 20,000 20,000 2 9,000 101,000 
2014 20 90,000 20,000 20,000 2 9,000 119,000 
2019 21 94,500 17,500 17,500 2 9,000 121,000 
2024 21 94,500 20,000 20,000 2 9,000 123,500 

Note: (1).  N/A represents no demand.  
 (2).  Tie-down demand includes based aircraft and itinerant aircraft tie-down demands. 
Sources:  GRW Willis, Inc. 
 

 

 3.4.4 Office and Storage Spaces 
 

The demand for office and storage space increases with the growing demand for hangars and 

aircraft parking.  The additional office space requirement was estimated by assuming 10% of 

hangar space demand. 
 

Table 3.9 summarizes the incremental demand for additional office space throughout the 20-

year planning period. 

Table 3.9 
Incremental Demands for Additional Office and Storage Spaces (1)

 
Year Total Incremental Hangar Demand (SF) (2) Incremental Office and Storage Space Demand (SF) 

W/NCTA 
2004   6,000   600 
2009 30,700 3,070 
2014 N/A N/A 
2019 N/A N/A 
2024 N/A N/A 

W/O NCTA 
2004   6,000   600 
2009 39,200 3,920 
2014 44,000 4,400 
2019 42,700 4,270 
2024 45,200 4,520 

Note: (1). N/A represents no demand.  
 (2). Total incremental hangar demand includes incremental demands for both T-hangars and box hangars. 
Sources:  GRW Willis, Inc. 
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 3.4.5 Automobile Parking  

 

Automobile parking is another facility that needs to be considered in the development of an 

airport.  As discussed in Section One, Inventory of Existing Facilities, many automobiles are 

parked on the grass, which implies a need for dedicated automobile parking.  However, it is 

difficult to quantify this need since general aviation pilots or visitors usually park their vehicles 

in their hangars when they remove the aircraft and FBO employees sometimes park their 

vehicles on the apron.   

 

Table 3.10 summarizes the incremental demand for additional automobile parking spaces 

during the 20-year planning period under both "W/NCTA" and "W/O NCTA" scenarios.  It is 

recommended that GTU Management discourage visitors/employees from parking cars on 

grass areas, and that the City provide more paved parking spaces.   The City plans to follow 

the recommendations on automobile parking spaces. 

 

Table 3.10 
Incremental Demands for Additional Automobile Parking Spaces (1)

 

Year 

Incremental Demand for 
Additional Visitor Parking 

Spaces 

Incremental Demand for 
Additional Airport Employee 

Parking Spaces  

Total Incremental 
Demand for Additional 

Parking Spaces  
W/NCTA 

2004   2   3   5 
2009   9 12 21 
2014 N/A N/A N/A 
2019 N/A N/A N/A 
2024 N/A N/A N/A 

W/O NCTA 
2004   2   3   5 
2009 10 17 27 
2014 12 19 31 
2019 12 20 32 
2024 12 21 33 

Note: (1).  N/A represents that no demand for additional automobile parking spaces.  
Sources:  GRW Willis, Inc. 

 

A planning factor of 350 square feet per parking space was utilized in this study to estimate 

the incremental demands for total automobile parking area.  Table 3.11 summarizes the 

result. 
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3.4.6 Fueling Facilities 

 

From discussions with GTU Management, existing two underground fuel tanks appear to be 

adequate to support airport fueling demand throughout the 20-year planning period.  No 

new fueling facilities are proposed in this study.  Currently, the 100 LL Avgas self-fueling 

stations are in the middle of apron.  It is proposed in this study to relocate self-fueling stations 

to close to the edge of apron at the terminal side.  By doing so, it will open up more spaces 

for aircraft parking and also improve apron circulation.  The City has no current plans or 

intentions to follow this recommendation. 

 
Table 3.11 

Incremental Demand for Additional Automobile Parking Area (1)

 

Year 
Total Incremental Demand for Additional 

Parking Spaces  
Total Incremental Demand for Additional 

Parking Area (SF) 

W/NCTA 
2004   5   1,750 
2009 21   7,350 
2014 N/A N/A 
2019 N/A N/A 
2024 N/A N/A 

W/O NCTA 
2004   5   1,750 
2009 27   9,450 
2014 31 10,850 
2019 32 11,200 
2024 33 11,550 

Note: (1). N/A represents that no demand for additional automobile parking spaces.  
Sources:  GRW Willis, Inc. 

 

 3.4.7 Aircraft Rescue and Firefighting Facility   

 

Aircraft Rescue and Firefighting (ARFF) capability of GTU is provided by City of Georgetown 

Fire Department.  Fire station No. 4, located at the northeast corner of the airport property, is 

the main respondent to the ARFF need of GTU.  Currently, there is a fence separating the fire 

station from airport property and no direct emergency access.  It is recommended that a 

secured gate be installed at the fence towards the airfield and an emergency access road be 

built directly from the fire station in to the airfield proper.  The City plans to follow the 

recommendations on Aircraft Rescue and Firefighting Facility. 
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 3.4.8 Other Support Functions and Facilities  

 

Facilities for airport support functions, such as maintenance and security, play a very 

important role in achieving maximum benefit from public and private investment in the 

airport.  They are key components to attract aviation-related as well as other businesses to 

the airport, particularly those that have high value equipment or parts as an integral function 

of their business.  For example, an aircraft modification or manufacturing facility will typically 

only locate at airports where their investment can be protected. 

 

Facilities should be made available on airport property for the storage and repair of airfield 

maintenance equipment as well.  This will encourage good equipment maintenance 

practices, which, in turn, will encourage good airport and airfield maintenance.  This is 

particularly true at facilities that work in cooperation with city/county governments for their 

respective maintenance needs. 

 

It should be noted, however, that often the ability of an airport to attract businesses and 

tenants engaged in aviation related businesses is dependent upon the availability of facilities; 

in other cases, the attraction may be upon the availability of building sites and utilities in the 

immediate vicinity of the airport. 

  

Office facilities for airport security and maintenance should be incorporated into the support 

facilities. 
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