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1. INTRODUCTION, GOALS, AND OBJECTIVES

What is the Purpose of a Master Plan and Why Update It?

A master plan is a technical document from an airport management and operation perspective to guide future
growth and development. An airport master plan provides a road map for meeting aviation demand through
the foreseeable future while preserving the flexibility necessary to respond to changing industry trends. To
supplement the master plan document, an Airport Layout Plan (ALP) is used to graphically depict the existing
and proposed conditions of an airport. An airport must have an up-to-date ALP to receive federal funding for
projects.

The Federal Aviation Administration (FAA) recommends that a Master Plan be updated about every 10 years,
ot when significant changes occur that warrant an update. Significant changes at the Northeast Florida Regional
Airport (referred to in this report as SGJ or Airport) have taken place since the previous Master Plan and
Airport Layout Plan (ALP) updates in 2005. These changes include: the commercial service offering at the
airport; land use constraints, including ground access; and the relationship to multi-modal development,
particularly on the west side of U.S. Highway 1. and the Florida East Coast Railroad (FEC).

This Master Plan update will review the prior planning efforts conducted for the Airport, analyze market
conditions and future facility requirements, and present an updated Plan to the Airport. For this study, a Master
Plan Advisory Committee (MPAC) was gathered, consisting of approximately 20 members from a variety of
backgrounds. These MPAC members have various ties to the Airport and the community, and will provide
guidance at key milestones throughout this project.

This Plan will provide development guidelines for the Airport through 2036.

Goal Setting of the Master Plan

The overall goal of this study is to determine, through the MPAC, how to position the SGJ as a community
asset by providing a safe, reliable, and efficient aeronautical facility that accommodates growing and changing
aeronautical demands to better meet community needs. The preliminary meeting of the MPAC, on February
22,2017 identified the following areas to be considered as part of this Master Plan:

e Provide a safe airport facility by meeting design standards;

e Provide a secure airfield, especially along the east side of the Airport;

e Provide sufficient capacity to accommodate aircraft users and development;

e Provide for multi-modal considerations tying the Airport to lands west of U.S. Highway 1;
e Ensure that Airport development is financially sound.

1.1. Airport Background

The Northeast Florida Regional Airport (referred to in this report as SGJ or Airport) is a public use airport
serving the aviation needs of the City of St. Augustine and St. Johns County. The Airport is developed on
approximately 710 acres of land, approximately four miles north of the City of St Augustine.

SG]J is under the jurisdiction of the St. Augustine-St. Johns County Airport Authority, consisting of five elected
officials. The Airport Authority is empowered to hire an Executive Director, and conduct activities necessary
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to create and support a multimodal transportation system to interconnect with and support Airport activities,
pursuant to House Bill (HB) No. 939 Chapter 2002-347.1

An Airport Executive Director, with other management staff, oversee the daily operations of the Airport. To
stay apptised of activities at SGJ, the Airport Authority holds a monthly public meeting to receive updates
from the Executive Director and allow for questions from the public.

1.1.1. Location

SG]J is in St. Johns County, Florida, approximately four miles north of the City of St. Augustine. The airport
serves the general aviation needs of the City of St. Augustine, St. Johns County, and northeast Florida. The
airport is bounded by Gun Club Road and Hawkeye View Lane to the north, the Tolomato River to the east,
North Boulevard to the south, and the United States Highway 1 (U.S. 1) to the west. Situated 37 miles south
of Jacksonville Port, SGJ maintains a water entrance on the east side of the Airport along the Tolomato River.

Regarding ground access to SGJ, the Airport is close to 1-95 — a major north-south traffic corridor —
approximately six miles west of the airport. Approximately 20 miles north, I-95 merges with I-10. Furthermore,
1-295 — a major corridor for the Jacksonville metropolitan area — connects with U.S Highway 1 approximately
18 miles north of SGJ. U.S. 1 provides the primary ground access to SGJ.

Figure 1-1 identifies the general location of SGJ in the northeast region of Florida, and Figure 1-2 identifies
the vicinity and location of SGJ in relation to immediate ground access.

1.1.2. History

The Northeast Florida Regional Airport has a very rich history that includes recreational, military, commercial
and general aviation activity. Dating back to 1911, the airport was established.

In 1933 the New Deal solidified SGJ as the permanent airport for the City of St. Augustine. However, in 1939
the military viewed the Airport as a viable base for military operations for World War II. In 1946, the SGJ was
returned to St. Augustine for civil use again.

The airport experienced a boom until the 1950’s when activity slowed to the point of closing the airport. In
1954, Fairchild Engine came to SGJ, which allowed the Airport to re-open in 1955. Demand from Fairchild
required better facilities such as a longer runway to accommodate their use. To fit the needs of the company,
an 8,000’ runway was constructed. Furthermore, as the demands at the airport became more and more complex,
the City of St. Augustine started to have difficulty meeting these demands; therefore, the City supported
legislation to ctreate an Airport Authority in 1963 and was approved in 1964.

In 1976, Fairchild left the airport, but was replaced by Grumman Corporation three years later. First commercial
service was offered in April of 1983 by Aero Coach (Commuter Service based in Ft. Lauderdale) providing
service to Jacksonville, West Palm Beach, Ft. Lauderdale and the Bahamas. However, due to low passenger
demand from the St. Augustine service area, Aero Coach discontinued service to SGJ in December of 1983.

1 For more information on House Bill (HB) No. 939 Chapter 2002-347 and all of the authorizations empowered to the St. Augustine-Johns
County Airport Authority, please visit: http://archive.flsenate.gov/data/session/2002/House/bills/analysis/pdf/2002h0939z.1gva.pdf
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Figure 1-1. Airport Location Map
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Figure 1-2. Airport Vicinity Map
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In 1986 the Airport was given Part 139 Certification. Requirements from this certification made the Airport
safer, which opened opportunities for FAA funding and for the Airport to become a General Aviation (GA)
reliever airport for Jacksonville International Airport (JAX). In addition, technical improvements at the Airport
attracted additional activities. In 1988 the Professional Golf Association (PGA) and Aero Sport teamed up to
build the first hangar to house corporate jets. In 1989 with the addition of an Automated Weather Observation
System (AWOS) and significant rehabilitation to FBO ramps, Taxiways B and D, and Runway 13-31, this
opened the airport up for larger aircraft operations in which FedEx could use their Boeing 727s at the Airport.
In 1995, the North American Top Gun academy opened a fighter pilot school at the Airport.

An Airport Master Plan Update was completed in 2005, and in 2010 the airport was renamed Northeast Florida
Regional Airport.

Today, SGJ has experienced growth and development, noting a 100-day design/build passenger terminal
project in 2016. It should also be noted that in October 2016 Hurricane Matthew blew through the St.
Augustine area and SGJ; however, the Airport remained resilient and there was minimal impact to the airport.

SGJ has an exciting future ahead, especially with the multi-modal opportunities with proximity to U.S. Highway
1, the FEC, and the Atlantic Ocean.

1.2. Review of Existing Studies

To support the effort of updating the SGJ Airport Master Plan and ALP drawings, previous studies and reports
relating to the Airport and adjacent properties were referenced.

The following sections identify and discuss the most substantive elements of previous studies and reports in
regard to the Airport’s Master Plan.

2005 Airport Master Plan Update

The 2005 SGJ Airport Master Plan identified the need to assess the demand for airport services in the growing
population of City of St. Augustine and St. Johns County. The primary goals were to identify the needs of the
Airport; establish an implementation plan for feasible short-and long-term projects; identify areas of
improvement based on FAA regulations; incorporate interests of the public and government in the planning
process; identify and maintain sensitive environmental features around the Airport; and, recommend
compatible development on land adjacent to SGJ. Figure 1-3 graphically depicts the projects that have been
completed since 2005.
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Figure 1-3. 2005 Master Plan Graphic
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St. Johns County Comprehensive Plan

As shown in the St. Johns County Future Land Use Map (Figure 1-4) included in the St. Johns County
Comprehensive Plan, SG]J is located within the Airport District (AD). The AD can be defined as lands occupied
by SGJ for aeronautical use, along with land adjacent to the Airport. The St. Johns County will implement land
development codes to ensure that all land uses within the AD are compatible with Airport operations. The
permitted land uses within the AD are as follows:

e Agriculture;
e  Cultural/Institutional;
Neighborhood Business;

General Business;
High Intensity Commerecial;

Highway Commercial;

Light Industrial;
Neighborhood Public Service;
General Public Service;

Regional Business and Commercial;

Mining and Extraction; and
e Land Uses zoned Residential Single Family or Multi-Family shall not exceed 13 units per acre.

The St. Johns County’s overall goals for SGJ within the St. Johns Comprehensive Plan are:

1. Coordinate aviation activities with other state, local and regional transportation and planning agencies
to ensure that access to SGJ is prioritized during the development of surface transportation and transit
projects.

2. Retain SGJ as a reliever airport for Jacksonville International Airport, and encourage improvements to
existing facilities to ensure safety and efficiency of operations, e.g., pavement strengthening and
widening, and upgrades to navigational aids (NAVAIDS).

3. Assist in any feasibility study for another airport to serve the three-county area of St. Johns, Clay, and
Duval Counties.

Florida Aviation System Plan

The Florida Aviation System Plan (FASP) 2025 is a 20-year strategic planning document that identifies the
deficiencies and progressive opportunities for Florida’s 122 airports. In addition, this FASP will provide the
Florida Department of Transportation (FDOT) with the vital information needed to respond to changing
aviation and economic trends, such as: emerging technologies, projected funding shortfalls, intermodal
transportation networking and impacts to existing communities, and how to meet the aviation needs of a
growing population in Florida.

Seven goals were outlined in the FASP and ate listed below with how SGJ can/does meet these goals. These
goals are as follows:

Goal 1: Capacity — Provide a diversified system of airports that will accommodate airport specific objectives
related to a wide variety of increasing airfield, terminal, parking, aircraft apron, and ground access demands.
With three surface runways, three water runways and a seaport, SGJ provides the opportunity to
accommodate aviation operations from the air and sea.

Goal 2: Ground Access — Provide a strategic planning initiative that provides an integrated system of ground
access that supports air transportation services that will open opportunities for intermodal access around
Florida airports. SGJ’s location relative to U.S. Highway 1 and the Florida East Coast (FEC) Railway
provides the Airport with many multi-modal opportunities.
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Goal 3: Air Access — Provide an airport system with the most sophisticated approaches and NAVAIDs that
are available and provide an airport system that minimizes airspace constraints to foster growth in Florida’s
aviation system. At SGJ, Runway 31 has an ILS system (Localizer and Glide Slope) and a Medium
Intensity Approach Lighting System (MALSR) which allows for precision approach operations.

Runway 13 has a RNNAV (GPS) approach, which allows for Non-Precision Approaches.2 With
instrument approaches, SGJ provides the opportunity for aircraft to land in low-visibility situations.

Goal 4: Compatibility — Provide an airport system that is compatible with the surrounding communities by
providing education on airport land use zoning restrictions pertinent to FAA guidelines, such as the 14 CFR
Part 77 Safe, Efficient Use, and Preservation of the Navigable Airspace. SG] and adjacent land is in an Airport
Overlay district (AD), where there are land use zoning restrictions on land adjacent to the Airport to
ensure safety.

Goal 5: Safety — Provide an airport system that ensures that airport safety and secutity is not compromised at
each of the Florida airports, along with ensuring that Florida’s larger airports are staying abreast to the most
current Part 139 requirements. As part of this Master Plan, a security assessment will be carried out on
the perimeter fence around SGJ to identify vulnerabilities, and come up with potential solutions for
those vulnerabilities.

Goals 6: Financially Sound — Provide an airport system where each of Florida’s airports can become more
financially self-sufficient, and increase revenue generating capabilities to reduce the need to borrow money.
With SGJ’s commercial operations, the Airport has the potential to fund projects with available funds
received through lease agreements. This is especially helpful since the Airport receives no ad-valorem
taxes from the community.

Goal 7: Well Planned — Provide an airport system that is well-planned, where airports in Florida’s metropolitan
areas function together as a cohesive unit; thus, maximizing the role that each airport plays in Florida’s aviation
system. With the opening of the new Passenger Terminal Facility at SGJ in April 2016, the Airport
continues to provide non-stop service to Charlotte, NC and Philadelphia, PA. With a more streamlined
passenger experience, such as a baggage claim pickup just minutes from disembarking an airplane,
passengers receive faster service; thus, improving the overall passenger experience.

2 per the AC 150/5300-13A Airport Design, Precision Instrument Approaches provide course and vertical guidance to pilots during landing
operations; whereas, Non-Precision Instrument Approaches only provide course guidance.
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Figure 1-4. St Johns County Future Land Use Map
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Florida Statewide Economic Impact

The Florida Economic Impact Study helps measure the economic impacts associated with the 122 (19
commercial, 103 general aviation) airports in the state of Florida. In addition, this Study measures the economic
impacts associated with 11 military airfields in Florida for various off-airport aviation related activities. The
results from this study concluded that aviation in Florida is responsible for an estimated $144 billion in annual
economic activity and output. Regarding SGJ, the Airport’s economic impact in the areas of Total Employment,
Total Payroll and Total Output were 4,007 total people employed, total payroll of $125,951,000 and a total

output of $409,573,000.3

1.3. Process

The Master Plan Update for SGJ provides planning and development guidance to address landside and airside
facilities, along with land development considerations for the next 20 years. It serves as a strategic plan and
marketing tool for the improvement of the Airport and is in accordance with the Federal Aviation
Administration (FAA) Advisory Circular (AC) 150/5070-6 Airport Master Plans and 150/5300-13A, Airport
Design, along with the Florida Department of Transportation’s Guidebook for Airport Master Planning.

Appendix A, describes the process followed for this Master Plan, along with public involvement. It should be
noted that the Master Plan was discussed at 11 public Airport Authority meetings between 2017-2020.

The contents of the final Master Plan report will include:

Chapter Chapter Description
1 Introduction, Goals, and Objectives

2 Inventory of Existing Conditions

3 Forecast of Aeronautical Demand

4 Demand Capacity Analysis & Facility Requirements

5 Airport Development Alternatives

6 Sustainability

7 Environmental Considerations

8 Airport Layout Plan Drawing Set

9 Implementation Plan

In addition to the general components of a Master Plan, several special studies will be prepared by specialists
in their respective fields. Key findings from some these special studies will be incorporated into this Master

3 Fora complete list of all economic activity listed in the Florida Statewide Economic Impact study, please visit
http:/ /www.fdot.gov/aviation/economicimpact.shtm
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Plan Update, while other special studies will be separate from this Update, as indicated by an asterisk (*) in the
table below. The special studies include:

Firm Study Area
Quantum Spatial Aerial Photogrammetry, Obstruction Survey and FAA AGIS

Geomatics Corp Exhibit A — Property Map Update

Environmental Resources Solutions, Inc Wetlands and Environmental Sensitive Areas

Mathews Design Group (*) Ground Access Planning

EG Solutions Drainage/Stormwater Planning

Volaire Aviation Passenger Forecasts and Public/Stakeholder Outreach

Hanson Professional Services, Inc (*) Multi-Modal Planning

Stellar Security Group (*) Airport Security Assessment

1.4. Land Use and Multi-Modal Opportunities

It is important that property adjacent to airports is compatible with airport operations and development to
ensure un-interrupted service. As such, it is approptiate for a master plan to explote off-airport activities and/or
initiatives which could potentially impact airport operations. The following sections detail potential compatible
land uses and multi-modal opportunities.

1.4.1.  Multi-Modal Opportunities: Florida East Coast Railway

The Florida East Coast (FEC) Railway is located just west of U.S. Highway 1, and is comprised of Jacksonville,
St. Augustine, Halifax, and Indian River Railroads. The FEC was founded by Henry M. Flagler in 1885 and was
a catalyst for the development of West Palm Beach, Palm Beach, Miami and other cities along Florida’s east
coast. From 1913 to today the FEC provides many services to businesses and residents along Florida’s East
Coast. With connections to CSX and Norfolk Southern in Jacksonville (FEC’s headquarters), the FEC serves
70% of the U.S. in 1-4 days, meeting customer demands with cost-effective options without compromising the
quality of goods and services. With the proximity of the FEC, U.S. Highway 1 and SG]J, there are
opportunities for domestic and international trade.

1.4.2.  Multi-Modal Opportunities: State Road 313 Connector

One of the 2017 legislative priorities in St. Johns County is to commence construction of State Road (SR) 313
which will have connections with SR 207 and SR 16. St. Johns County has viewed this project as one of their
three main priorities for several years. The purpose of this bypass is to create a half-loop around St. Augustine
that will relieve excessive congestion along U.S. 1 for local traffic. This in turn will provide an improved
non-local travel route throughout the County, and provide better roadway access for SGJ.
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1.4.3.  Multi-Modal Opportunities: U.S. Highway 1 &
Interstate 95

Interstate 95 is a major expressway that connects the state of Florida to the northeastern portion of the United
States. Although Interstate 95 is located approximately 6 miles west of SGJ, the expressway connects with
Interstate 295, which connects with U.S. Highway 1 approximately 18 miles north of the airport. U.S. Highway
1 is a major thoroughfare for SGJ for commercial, corporate and general aviation landside access. With
Interstate 95 providing access to the City of St. Augustine, and being near SGJ, this major expressway
has the potential for being an element in a multi-modal network that can connect the northeast region
of Florida with the rest of Florida.

1.4.4.  Multi-Modal Opportunities: Intercoastal/Atlantic
Ocean Availability

SGJ has three runways and three water runways, in addition to an existing sea-plane ramp located on the eastside
of the Airport in the Tolomato River. With access to the Atlantic Ocean by way of the Tolomato River, SG]
can accommodate the import/export of goods. To that regard, Northrup Grumman capitalizes on this.
Grumman manufactures aircraft for the U.S. military and uses the sea-plane ramp for import/export
operations. These operations include the breakdown and preparation of the E2-D Advanced Hawkeye where
a barge parks next to the sea-plane ramp and uses a crane to pick up the aircraft for delivery. With existing
seaport access to the Atlantic Ocean, SGJ has the potential to accommodate other import/export
operations domestically and internationally.

1.4.5.  Multi-Modal Opportunities: Strategic Intermodal System

In 2003, Florida’s Governor established the Strategic Intermodal System (SIS) to enhance connections between
Florida metropolitan regions and enhance connections with other states and nations. The SIS has three
objectives, which are defined as:

1. Interregional Connectivity, which ensures the efficiency and reliability of multi-modal transportation
connectivity between Florida’s economic regions and other states and nations.

2. Intermodal Connectivity, which expands transportation choices and integrates modes for interregional
transportation.

3. Economic Development, which will provide a transportation system that will make Florida a global
hub for trade, and foster tourism, talent, innovation, innovation, business and investment.

The SIS includes three types of facilities — hubs, corridors and connectors.

Hubs, such as airports, act as mediums for moving people and goods throughout different regions in Florida,
other states and nations. Corridors are networks that provide connections to other regions by road, air, rail or
sea. Connectors are highways, waterways, rail and roadways that link hubs to corridors, hubs to hubs or
corridors to military operations.

With SGJ’s proximity to the Tolomato River, U.S. 1, Interstate 95, proposed SR 313 and the FEC, the
airport would be considered a hub, corridor and connector for other states and nations.
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1.5. Airport Services

SG]J provides multiple services that include military, general aviation (GA), and commercial services. Northrop
Grumman operates out of SGJ where they provide military support services, such as building the E2-D
Advanced Hawkeye. In addition to Grumman, the National Guard operates at SGJ in a hangar on the northside
of the Airport. On the general aviation (GA) side, the St. Johns County Sheriff’s Office houses helicopters on
the eastside of the Airport. Furthermore, Atlantic Aviation, which is the only fixed based operator (FBO)
operating at SGJ, provides private aircraft services. This FBO provides tourists with access to beaches around
St. Augustine, world class golfing, and quick access to St. Augustine.

Regarding pilot training, there are two flight schools that operate at SGJ that are located south of the passenger
commercial terminal and within the Conference Center on the southern end of the Airport. On the commercial
side, in 2017, Frontier operates out of SGJ with direct service to/from Philadelphia, PA, and Via Air provides
direct setvice to/from Chatlotte, NC. Frontiet’s service at SGJ is seasonal, and Via Air operates yeat-round.

1.6. Airport Grant History and Airport Role

SGJ is eligible to receive federal and state funding based on their Airport Role and Part 139 Grant Assurances.

1.6.1.  Airport Grant History

To provide a recent snapshot of activities at the Airport, 10-year airport grant historical information from the
FAA and FDOT are detailed in Appendix B. This information serves as a historical guideline for major
investment in the Airport.

1.6.2.  Airport Role in National Airspace System

SGJ is a publicly owned, public-use facility. Under the Airport and Airways Improvement Act, the Secretary of
Transportation is required to publish a national plan for the development of public-use airports. This plan is
published as the National Plan of Integrated Airport Systems (NPIAS) and includes all commercial service,
reliever (high capacity general aviation airports in metropolitan areas) and select general aviation airports.

The most recent NPIAS 2017-2021 Report classifies SGJ as a small/non-hub airport. This designation is
given to airports that provide enplanements of .05 to .25 percent of total U.S. passenger enplanements (small
hub) and provide enplanements less than .05 percent of all commercial passenger enplanements, but have more
than 10,000 annual enplanements (non-hub). Furthermore, non-hub airports are also heavily used by general
aviation aircraft with an average of 95 based aircratt. Figure 1-5 identifies SGJ amongst other Florida airports
listed in the NPIAS.

In 2012, the FAA came out with the General Aviation Airports: A National Asset (Asset 1) report to better identify
the GA airports that make economic contributions to society. Furthermore, this report helps the FAA make
better planning and project funding decisions, such as whether current or amended Part 139 certificates should
be extended to higher-activity GA airports, or how to most effectively use AIP funds. Under this plan SGJ is a
public use airport, with GA service level. Furthermore, SGJ is categorized as a tegional airport in which they
support regional economies by connecting communities to statewide and interstate markets.
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1.6.3. 14 CFR Part 139 Certification

14 CFR Part 139 Certification is required for public use airports that provide scheduled and unscheduled
services for air carriers that provide more than 30 seats. For airport sponsors to obtain Part 139 certification,
they must agree to operational and safety standards described within the regulation.

SG]J has a Part 139 classification of Class I, with an Air Rescue and Fire Fighting (ARFF) Index of A. With a
Class I certification, SGJ may serve scheduled and unscheduled operations of large air carriers. The ARFF
Index is determined by (1) the length of the critical aircraft for air carrier operations, and (2) average daily
departures of the critical air carrier aircraft. With an ARFF Index of A, SGJ has five or more average daily
departures of aircraft with lengths less than 90 feet.
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Figure 1-5. NPIAS Airport Map

UONBJSIUIWPY UOHBIAY [BlapaH :80IN0S SILYIDOSSY O¥3ISSYd
suoneolIsse|D
G-1 'bi4 SVIdN oIy BPLOJS ULON Hoduy |euoibay eplioj4 jsesypoN

vn ® so|iw ,
| ado i 3 _ ood p— PaYISSEIOUN A |

438 T 00L 0 21seg/[2207 @
7 [ ] [o2%] ﬁ

b h i [euoibex//euciEN |

ay (gl oo | gnyuUON/leWS ¥

anH wnips\/ebie A8
Loxe MO8 |45y spoduy SYIdN |

JI9@ W1 4ga

WS
a

2000
o

. W’o

Haz

Source: Federal Aviation Administration; Passero Associates



e

Northeast Florida Regional Airport

Chapter Two

Inventory of Existing Conditions
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2. INVENTORY OF EXISTING CONDITIONS

The process of updating the Master Plan requires the collection and evaluation of baseline information relating
to the Airport’s property, facilities, services, tenants, access, and utilities. This information is vital in determining
any expansions necessitated by the existing or anticipated future aeronautical demand. The information
presented in this chapter was obtained through a variety of sources including; airport site visits, interviews with
Airport management/staff, meetings with the Master Plan Advisory Committee (MPAC) organized specifically
for this study; examination of airport records; and review of other public documents.

2.1. Airside Environment

This section will present the existing airside components at the airport. By documenting the existing facilities,
a comparison of existing facilities against proposed forecasts, will yield future facility needs, to be prepared in
subsequent sections. The airside components generally consist of movement of aircraft, particularly the runway
and taxiway environment. It also includes examination of existing instrument approaches; airfield lighting;
pavement markings; takeoff and landing aids (both visual and navigational); and airfield signage. Figure 2-1
illustrates these facilities as presented in the FAA airport diagram.

2.1.1, Runways

A review of the airport diagram, and National Flight Data Center (NFDC) database, reveals the airport has
three paved runways, and three water runways. Each will be described below.

Runway 13-31

This primary runway measures 8,001 feet long by 150 feet wide, as published in the FAA database, effective
dated January 5, 2017- March 2, 2017. It is an asphalt runway identified as good pavement condition, with
weight bearing capacity of 100,000 pounds single-wheel, 280,000 pounds dual wheel, 560,000 pounds 2 dual
wheels in tandem, and 1,120,000 pounds 2 dual wheels in tandem/2 dual wheels in double tandem. Runway 13
is currently marked with a displaced threshold of 1,058 feet, and Runway 31 with a displaced threshold of 805
feet. The proximity of U.S 1 to Runway 13 and the river at the approach end of Runway 31, the thresholds
were displaced to meet the required safety areas (1,000 feet long by 500 feet wide) on both runway ends. Because
of the displaced thresholds, distances are declared for accelerating/stopping and landing, and are less than the
full runway length, as shown below.

Takeoff Runway Takeoff distance Accelerate-Stop Landing Distance
Available Available Distance Available Available
Runway (TORA) (TODA) (ASDA) (LDA)
Runway 13 8,001 8,001 7,202 6,144
Runway 31 8,001 8,001 6,730 5,925

Once equipped with an aircraft arresting gear system, for use by Northrup Grumman Corporation in support
of their various military contracts, the arresting system was removed during the last rehabilitation project in
2011. Each end of the runway maintains a 200-foot-long by 200-foot-wide paved blast pad, marked with
chevrons. This pavement is used to prevent erosion from jet blast.

Per previous studies this runway is designated as having a runway design code of C-II1, which changed to RDC
D-IV after the runway extension.
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Runway 6-24

Runway 6-24 is recognized by the FAA as the crosswind runway at the airport. Measuring 2,701 feet long by
60 feet side, it is an asphalt runway with excellent pavement condition. The weight bearing for this runway is
46,500 pounds for single wheel configuration and 85,000 pounds for dual wheel configuration. There are no
displaced thresholds on this runway, thus the entire length is available for all operations. Per previous studies
this runway is designated as having a runway design code of B-I.

Runway 2-20

Runway 2-20 is another crosswind runway at the airport. Measuring 2,609 feet long by 75 feet side, it is an
asphalt runway with excellent pavement condition. The weight bearing for this runway is 100,000 pounds for
single wheel configuration and 203,500 pounds for dual wheel configuration. There are no displaced thresholds
on this runway, thus the entire length is available for all operations. During the previous master plan this runway
was used as a runway during the day, and a taxiway at night; however, this situation no longer exists, and Runway
2-20 is used exclusively as a runway today. Per previous studies this runway is designated as having a runway
design code of B-1.

Water Runways

To the east of the airport lies to the Tolomato River. There are three published water runways available per
the National Flight Data Center (NFDC). These runways are located in the Tolomato River. Runway
12W-30W measures 5,000 feet long by 1,000 feet wide; Runway 17W-35W measures 12,000 feet long by 1,000
feet wide; and Runway 18W-36W measures 12,000 feet long by 500 feet wide. There is a seaplane ramp on the
southeast side of the airport along Tolomato River, approximately 615 feet north of Runway 24.

2.1.1.1.  Magnetic Declination

Magnetic  declination, sometimes called

magnetic variation, is the angle between

magnetic north and true north. This angle  Ngoueric Declination = 6°33° West changing by 0°5° west/ year
varies relative to one's position on the earth's

surface and over time. Current magnetic

declination information was detived from the

National Center for Environmental Information (NCEI), formerly known as National Geophysical Data
Center (NGDC), database for March 2017.

Magnetic declination for the St. Augustine area was calculated to be 6°33” West changing by 0°5” West per yeat.
Being that airport runways are designated based on a magnetic bearing to the nearest unit of 10, this information
will be used in subsequent chapters to validate the accuracy of the current runway designations at the Airport
or determine which runway designations are most appropriate for an airfield.

Existing latitude, longitude and mean sea level (MSL) elevations for all six runway ends, and runway thresholds,
at SGJ are detailed in Table 2-1.
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Table 2-1. Existing Runway End and Threshold Coordinates and Elevations

RUNWAY 13 RUNWAY 31 END RUNWAY 6 END RUNWAY 24 RUNWAY 2 END RUNWAY 20 END

END END
LATITUDE 29°58'02.71" N 29°57'15.80” N 29°57'14.33 N 29°57'26.94” N | 29°5716.09” N 29°57'40.20” N
LONGITUDE | 81°21'2.54” W 81°19'49.26 W 81°20°28.60' W | 81°20'01.53” W | 81°20°27.79” W | 81°20'17.14” W

ELEVATION 9.5 FT. (MSL) 5.7 FT. (MSL) 9.6 FT. (MSL) 5.9 FT. (MSL) 9.1 FT. (MSL) 5.5 FT. (MSL)
RUNWAY 13 RUNWAY 31 RUNWAY 6 RUNWAY 24 RUNWAY 2 RUNWAY 20
DISPLACED DISPLACED DISPLACED DISPLACED DISPLACED DISPLACED
THRESHOLD THRESHOLD THRESHOLD THRESHOLD THRESHOLD THRESHOLD
LATITUDE 29°57’56.52” N | 29°57°20.53” N =) n n o n o
< =z < 5 A < =z < >
LONGITUDE | 81°20'52.87" W 81°19'56.64 W W g == = S
S = = 25 S = S >
< = < < = < =
ELEVATION 9.6 FT. (MSL) 6.0 FT. (MSL) bz D) > = 3 2

Source: NFDC, Passero Associates

2.1.1.2. Runway Safety Area Improvements

The Runway Safety Area (RSA) off Runways 20, 24 and 31 ends lie adjacent to the Tolomato River. These areas
are subject to erosion from tidal flow and were non-standard. Starting in 2012, an RSA improvement project

was undertaken to install articulating concrete block mat to provide standard RSA beyond Runway 20, 24 and
31 ends.

2.1.2.  Taxiways

There are currently six taxiways serving the runways at SGJ. Below are descriptions of each:

Taxiway A

This partial parallel taxiway is on the east side of Runway 13-31, originally designed to accommodate a Boeing
737. It runs from the northern most corporate hangar development down to Runway 20. It measures 75-feet
wide with 15-foot shoulders. It has three connector taxiways: one at Runway 13 end, with a designation A1,
one at the Runway 13 displaced threshold, designation A2 and an angled taxiway, further south of A2, angled
at 40 degrees to the runway, designated as A3. At its closest point near the runway 13 end, the runway centerline
to taxiway centerline is offset 400 feet. The taxiway does not maintain a constant offset from Runway 13-31
centerline. This taxiway was last rehabilitated in 2015. The next rehabilitation will require full depth

reconstruction. The water table is within two feet of the pavement. Taxiway hold lines are offset approximately
250 feet from Runway 13-31.

Taxiway B

This partial parallel taxiway is on the west side of Runway 13-31. During the previous Master Plan, this taxiway
ran from the Runway 13 displaced threshold down to what is currently Taxiway D. In 2013, Taxiway B was
extended to the end of Runway 31, providing a full-length parallel taxiway from threshold to threshold.
Measuring 75-feet wide, with 15-foot shoulders, it is offset from the runway centerline 400 feet, except the area
south of Taxiway D. When this taxiway was extended to the Runway 31 end, the offset was reduced because
of the environmental impacts associated with the surrounding channel, and the required mitigation. Therefore,
the runway centerline to taxiway centerline offset at this point is 345 feet. There are five connector taxiways.
Taxiway B1 is located at Runway 13 displaced threshold. Heading south B2 connects at an angle to provide for
exiting the runway, from landing on Runway 13, and continues into the terminal area. There is no Taxiway B3.
Taxiway B4 connects south of Runway 2-20 and provides access to the seaplane ramp. Taxiway B5 located at
Runway 31 displaced threshold and Taxiway B6 located at Runway 31 end. Taxiway B was last rehabilitated in
2009, with the extension of Taxiway B south completed in 2013. The hold lines are positioned approximately
250 feet from the Runway 13-31 centerline.



PA Inventory of Existing Conditions |

Taxiway C was removed when Taxiway B was extended.
Taxiway D

This partial parallel taxiway, located on the south side of Runway 6-24, measures approximately 40-feet wide.
It has three connector taxiways. Taxiway D intersects Taxiway B. There is no connector taxiway D1. Taxiway
D2 connects mid-runway. Taxiway D3, which connects through to Runway 2-20, located approximately 390
feet east of D4, which connects at Runway 6 end. This taxiway provides access to general aviation development
on the south side of the airport. It should be noted that based on AC 150/5300-13A Airport Design, the
separation requirements between Runway 6-24 and Taxiway D, meet B-I-Small separation standards at the
existing 200 foot separation from runway centerline to taxiway centerline; however, B-I runway to taxiway
separation standards requires at least 225 feet. Upgrading Runway 6-24, to B-1I standards, will require examining
this separation, as it increases to 240-feet. Only taxiway connector D-3 was rehabilitated in 2013, including
widening it to 84.5-feet wide, to accommodate aircraft turning radius. The reminder of Taxiway D is in poor
condition. Taxiway D hold lines measure 125 feet from the Runway 6-24 centerline.

Taxiway B

This taxiway is directly south and parallel of Taxiway D, providing access to T-hangar development in the
southwest corner of the airport. It measures approximately 30-feet wide. This taxiway also ties into a vehicle
access road along the western fence line. Taxiway E was created in 2011 to provide a secured access route for
the fuel truck to the fuel farm on the south side of the airport, and secondary access to the T-hangars.

Taxiway F

This taxiway connects to Taxiway B, at its intersection with Taxiway D, near the airfield firefighting station.
Constructed in 2007 it provides access to the south apron, the conference center, maintenance hangars, and
several T-hangars in the southwestern most corner of the airport. It measures 50-feet wide. This taxiway was
constructed around natural tree barriers, creating an open green area.

Taxiway G

This taxiway connects to Taxiway F on the north side of the open area, providing a north access to hangars in
the southwestern portion of the airport. Taxiway G measures 50-feet wide and was constructed in 2007 with
Taxiway F. Taxiway G terminates at Casa Cola Avenue.

Hangar Access Taxilanes

Hangar access taxilanes are different from taxiways in that they provide access to hangar facilities and not
runways. Additionally, the design and safety criteria for taxilanes are slightly less restrictive than those for
taxiways as taxilanes are classified as non-movement areas. Aircraft operating in these areas are expected to do
so at a low rate of speed. Taxilanes exist in the northeast development area, from Taxiway A; off Taxiway B2
for the Northrup Grumman development on the west side, and to the hangars off Taxiways D, F, and G for
hangar development on the southwest corner. The taxilanes in the south area measure 25-feet wide, which is
consistent with Design Group I aircraft.

2.1.2.1.  Airfield Hot Spot

The FAA has identified two hot spots (i.e., HS 1 and HS 2). A hot spot, defined as “a location on an airport
movement area with a bistory of potential risk of collision or runway incursion, and where beightened attention by pilots and drivers
Zs necessary.” HS 1 is located at the intersection of Taxiway B2 and Runway 2-20. HS 2 is located where the FBO
Apron connects to Runways 2 and 5 via taxiway connector. These areas will be reviewed during the facilities
section to determine if there is an action step to be taken to rectify the situation.
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2.1.3.  Aprons

There are three primary apron areas on the airport, two in the south part of the airport and the other in the
terminal/FBO area of the airport.

The south apron provides tie-down access primarily for the Florida Flyers European US Flight School, on the
main floor of the Airport Conference Center. This apron measutes about 95,000 SF (approximately 10,556 SY)
and has 26 tie-downs. In front of the Customs building is a small apron area set aside strictly for clearance of
aircraft by Customs. This area is approximately 17,000 SF (approximately 1,889 SY).

The terminal/FBO apron will be desctibed separately for ease of reading. Both are in the western section of
the airfield, about mid-field, but serve distinct purposes. The FBO apron measures about 165,000 SF
(approximately 18,333 SY), marked with 22 tie-downs. This apron solely serves the purposes of the FBO and
transient aircraft. The terminal apron, located east of the terminal building, is for the use of commercial service
aircraft. This apron is scheduled for design in Fall of 2017 and construction in 2018. The apron is marked
accordingly for two commercial service aircraft, to park in a “pull-in, pull-out” situation. When the commercial
carrier is active, the pavement becomes a secured area and is appropriately marked with a Security Identification
Display Area (SIDA), per Federal Aviation Regulation, Part 107.205.

There are miscellaneous access aprons outside hangars. These areas are for maneuverability of the aircraft
into/out of the respective hangars.

Seaplane Ramp

The 100-feet wide by 150-feet long concrete seaplane ramp, overlaid with asphalt, is located on the east side of
the airport, approximately 585 feet north of Runway 6-24. This ramp is primarily used by Northrup Grumman
to ship their military aircraft on barges. Occasionally this ramp is use by sea-plane aircraft. The concrete ramp
extends into the Tolomato River. In 20006, a seaplane floating deck system was installed, including a 50-foot-
long by 4-foot-wide aluminum gangway connecting to a composite floating dock and floating aircraft parking
pad. During Hurricane Matthew, in 2016, the floating dock and aircraft parking pad were destroyed.

Pavement Condition

The Airport Authority maintains their own database of pavement conditions, in which the last pavement study
was updated 2012. The key findings from the 2012 study were: Runway 2-20, Taxiway A, Taxiway D, hangar
taxilanes, and the FBO/Terminal apron need rehabilitation. Since 2012 Runway 2-20, Taxiway A, and Taxiway
D3 have been rehabilitated. The FBO apron pavement was rehabilitated in 2019. Figure 2-2 contains a graphic
of the pavement condition map.
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Figure 2-2. Pavement Condition Map
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2.2. Airfield Lighting/Vault

Proper airfield lighting is required at all airports that are utilized for
nighttime operations. The existing lighting systems at the Airport
allow for aircraft operations at night and are supported by equipment
in the airfield electrical vault. The airfield electrical vault is located
adjacent to the air traffic control tower. The vault, rehabilitated around
2010, is adequately sized to house the electrical needs of the airfield.
A diesel-powered backup generator is installed to improve the
operational reliability of the Airport in the event of a localized power
outage. This generator was last used during Hurricane Matthew in
2016.

Identification Lighting

i, -

Figure 2-3. Electrical Vault Backup
Generator

A rotating beacon universally indicates the location and presence of an airport at night or in adverse weather
conditions. The rotation beacon at SGJ is located atop the air traffic control tower. The beacon consists of an

optical rotating system which projects two beams of light, one green and
one white, 180 degrees apart. The beacon operates continuously during
nighttime hours, and when the airfield is under instrument conditions using
a photocell trigger.

Runway Lighting

Runway lights allow pilots to identify the edges of the runway and assist
them in determining the length remaining during periods of darkness or
otherwise restricted visibility. These lighting systems are classified by their
intensity or brightness. Presently Runway 13-31 is equipped with high
intensity runway lights (HIRL), and runway centerline lights; while Runways
6-24 and 2-20 are equipped with a medium intensity runway light (MIRL).
These lights are activated by air traffic control tower during attended hours,
or by pilots through the common traffic advisory frequency (CTAF) at
127.625 MHz by keying the on-aircraft microphone in a sequence when the
air traffic control tower is closed. Runway 31 runway centerline lights are
flush mounted. Cables run between the fixtures and overall this lighting
system is in good condition. The runway edge lights are white, except for
Runway 13 and Runway 31, where yellow lights replace white for
approximately the last 1,850 feet to indicate a caution zone for landings.

Runway 13-31 have displaced thresholds which have a specific lighting
schematic to identify the usable runway and the threshold. The edge of the
pavement is marked with four red lights, either side of the runway centerline.

= !' =
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Figure 2-4. Runway Lighting
Schematic

The displaced threshold is

marked with four outboard lights on each side. These lights are half green, only the outboard light has the color
yellow on the other side. Approaching aircraft will see green lights to indicate the threshold, while departing

aircraft will see yellow lights, cautioning the end of the usable runway.

Runway 31 is also equipped with centerline lights, and a medium intensity
approach lighting system with runway end identification lights (MALSR).
The centerline lights are flush mounted, in pavement, and the lenses are
half red, half white, interspersed with all white. This system which starts
at the displaced threshold extends out 2,400 feet into the marsh. The
lights are on pole stanchions in the marsh, extending the visual airport
environment for use by pilots to identify the airport environment earlier
during low visibility conditions.
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Taxiway Lighting

The major taxiways are equipped with medium intensity taxiway lights (MITL). The taxiway near the
Customs/Airport Fuel building is marked with retroreflective markers.

2.2.1. Pavement Markings

Pavement markings delineate the various movement areas of the
airfield. There are several types of runway markings based on the /ﬁ‘i‘éﬁ‘é"'“’

Figure 2-5. Retroreflective Markers

type of instrument approach to the runway. Because Runway 13 = |\ ‘, — ,'
has precision instrument (PIR) approach procedures, Runway B o @00 o —
13-31 has PIR markings. Besides PIR markings, Runway 13-31 is ¥ o En i YEETEOGE

also marked with white displaced thresholds, runway designation B —
numbers, centerline striping, and aiming point markings. The N
Runway is also marked with white edge markings and yellow ’O _— —f}" i
hatch shoulder markings, to delineate the usable runway width / \\ L &
from the total pavement that exists. The blast pad off each miesiowo. P o o wamncs

runway end is marked with yellow chevrons. The blast pad  Figure 2-6. Non-Precision and Visual Runway
purpose is to prevent erosion due to jet blast.

Runways 6-24 and 2-20 are marked with basic markings,

consisting of runway designation markings and centerline striping. Basic markings on these runways result from
the lack of instrument approaches to the runway. Runway 2-20 also has white edge markings to delineate the
pavement edge.

All taxiways have visible yellow centerline stripes with holding position markings located before any runway
intersection. A runway hold position marking consists of 2 solid yellow lines, on the taxiway side, and two
dashed yellow lines, on the runway side. These marking ensure that aircraft have proper wingtip clearances.
Taxiways A, B, F and G provide taxiway edge markings with double yellow lines. When the pavement exceeds
the required dimensions of the taxiway, edge markings are added to inform pilots of the usable taxiway width.
There is also a hold line from the seaplane ramp prior to Runway 13-31.

The taxiways have enhanced markings on them, consisting of runway numbers in white paint, on a red
background at the runway hold lines. The taxiway centerline leading up to the hold line is enhanced to raise
pilots’ awareness about the upcoming hold line. The marking on Taxiway B, at the intersection of Runway 2-
20 is widely expansive, and creates a hotspot, movement issue, where aircraft may enter a runway without
stopping. Where a taxiway intersects another taxiway the hold line consists of a single solid yellow line and a
single dashed yellow line.

A compass calibration pad located on the east side of Runway 13-31, near Taxiway A3 is in poor condition,
and needs resurfacing and repainting. A compass calibration pad is used for calibrating an on-board aircraft
compass. The aircraft magnetic compass, which is used for navigation, must be calibrated to ensure there are
no errors in the compass. One method for calibrating the compass is to use a compass calibration pad to align
the aircraft on known magnetic headings and make adjustment to the compass and/or placards to indicate the
required correction. The pad consists of a series of 36 radials painted on the pavement with non-metallic paint.

Additional markings on Taxiway A include the ILS marking, two solid yellow horizontal lines the width of the
taxiway and shoulder, connected by vertical markings. This ILS critical area is to ensure that the area between
the markings remain clear of aircraft, vehicles, persons and obstructions to protect against signal interference
when the instrument landing system is in use.

2.2.2.  Airfield Signage

Connected to the airfield lighting system are several internally illuminated airfield signs. These include location,
direction, designation, and distance to go signs. The runway signs identify to a pilot the limits of the runway
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environment. Runway signs are white text on a red background, matching the enhanced pavement markings.
These signs are located on both sides of each taxiway abeam runway hold lines.

Directional signs are yellow backgrounds with black text. Designation signs, which convey the taxiway the pilot
is actively using, are black with yellow text. Distance to go signs, only exist on Runway 13-31, and provide the
number of feet (in thousands) remaining before the runway ends.

Two additional “no-entry” signs exist at the airport, one at Taxiway G for aircraft, where it intersects Pine Ridge
Road, and the other for vehicles at the end of Estrella Road.

Table 2-2 is a summary of the airside inventory.

Table 2-2. Existing Airside Facility Information

13 31 6 24 2 20
RUNWAY DESIGN CODE (RDC) C-111-2400 C-111-2400 B-1-VIS B-1-VIS B-1-VIS B-1-VIS
LENGTH 8001 2701 2609
WIDTH 150 60 75
LANDING PATTERN Left Left Left
SURFACE Asphalt Asphalt Asphalt
STRENGTH:
SINGLE WHEEL 100,000 lbs. 46,500 Ibs. 100,000 lbs.
DUAL WHEEL 280,000 Ibs. 85,000 Ibs. 203,500 Ibs.
2 DUAL TANDEM 560,000 Ibs. - -
PCN 126 /F/A/W/T 19 /F/A/X/T 53 /F/A/X/T
INSTRUMENT PROCEDURES NPI PIR - - - -
LIGHTING HIRL MIRL MIRL
APPROACH LIGHTING - MALSR - - - -
END IDENTIFIER - - - - - -
VGSI 4-light VASI | 4-light PAPI | 2-light PAPI - - -
MARKINGS Precision Instrument Basic Basic
RUNWAY HOLD LINE DISTANCE 250° 125 125
DISPLACED THRESHOLD 1,058 ft 805 ft - - - -

Source: FAA NFDC



PA Inventory of Existing Conditions | 2-11

2.2.3.  NAVAIDs

There are several navigational aids at the airport that aid in landing operations. Some are visual aids, while
others are electronic.

Wind Indicators

Perhaps the most basic takeoff and landing aid is the windsock which informs
pilots of wind direction and speed and suggests an operational pattern. An
internally lighted windsock exists within the center of the segmented circle,
located near the intersection of Taxiway D3 and Runway 6-24. Supplemental wind
cones are adjacent to the Runway 13 end, Taxiway B, Grumman property, and
the hush house on the east side of runway 13-31.

Figure 2-7. Windsock

Visual Glide Slope Indicators

There are two types of visual glide

slope indicators: visual approach slope oo cooe oo
indicator (VASI) and precision °e cees ceee

approach path indicator (PAPI). SGJ o T R T
1 O White

has both types on the airport. Both o

systems function the same — each

3 . ; Figure 2-8. 4-Box PAPI Schematic
system provides visual light clues to a

pilot if they are on glide slope, and

above or below on their approach to landing. Runways 6, 13 and 31 are equipped with PAPIs, which are the
current glide slope indicators for these runways. Table 2-3 provides a summary of the type of equipment, the
approximate location down the runway and the approach angle.

Table 2-3 Visual Glide Slope Indicator

A Type (Diret.:tion of Distance from Thresholt.i Crossing
centerline) Threshold Height
6 2-light PAPI (left) 835 ft 3.259 47’ AGL
13 4-Box VASI (left) 850 ft 3.000 44’ AGL
31 4-light PAPI (left) 1037 ft 3.000 54’ AGL

Source: FAA NFDC.
Instrument Landing System/Approach Lichting System

Runway 31 is equipped with an instrument landing system (ILS), which provides for improved approaches to
the primary runway. The ILS system at SGJ consists of several components: the localizer antennae and the end-
fire glideslope antennas. The localizer antenna is located beyond the Runway 13 end, approximately 450 feet
off the runway threshold location, while the end-fire glide slope antennae are on the east side, mid-field, of
Runway 13-31, just north of Runway 6-24.

VOR

The aitfield is equipped with a terminal Very high frequency Omni direction Range antennae, that aids in
providing non-precision approaches to the airport environment through radio signals on direct bearings. Only
Runway 13 utilized the VOR. The VOR is located approximately 118 feet east of Runway 31 on a small marsh
island in the Tolomato River, accessible by a gravel road.
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Automated Weather Observing System

The Airport has an automated weather obsetving system (AWOS) III P/T
located south of Taxiway B2, west of Taxiway A, before the terminal area.
The AWOS III P/T is an All Weather Inc. unit which report airfield
altimeter setting, wind data, temperature, dew point, and cloud/ceiling data,
as well as the time the data was collected. In addition, the AWOS III P/T
also provides information to the National Weather Service. Pilots can
receive this information on the assigned radio frequency (119.625 MHz) or
through the dedicated telephone number 904-824-7084. The AWOS
communication antennae and support shelter, are located near the
Administration Building. This facility is owned and maintained by the FAA.

2.3. Meteorological Conditions

The climatic conditions commonly experienced at an airport can play a large role in the layout and usage of the
facilities. Weather patterns characterized by periods of low visibility and cloud ceilings often lower the capacity
of an airfield, and wind direction and velocity dictate runway usage.

Figure 2-9. AWOS Communication

Meteorological data was obtained through the National Climatic Data Center (NCDC) consisting of 10 years
of houtly observation and environmental conditions as reported by the 3rd generation Automated Weather
Observing System (AWOS-11I) located at Northeast Florida Regional Airport for period 2007-2016. Utilizing
the FAA’s airport GIS windrose generator, this data was analyzed to explore ceiling, visibility, and wind
conditions at the Airport, for all weather, visual flight rule (VFR) conditions, and instrument flight rule (IFR)
conditions.

2.3.1.  Ceiling and Visibility

Total reports for all weather conditions were 122,773 during the 10-year period. FAA Advisory Circular (AC)
150/5060-5, Aérport Capacity and Delay, identifies categories of ceiling and visibility minimums. These categories
include Visual Flight Rules (VFR) and Instrument Flight Rules (IFR). Based on the reported data, following is
the percent of time each weather condition exists at the airport:

e VIR conditions, when the ceiling is equal to or greater than 1,000 feet above ground level (AGL) and
when visibility is equal to or greater than three (3) statute miles, occur at the Airport approximately 88
percent of the time.

e IFR conditions, when the ceiling is less than 1,000 feet AGL and/or when visibility is less than three
(3) statute miles, but when ceiling is greater than 200 feet AGL and visibility is greater than 0.5 statute
miles, occur at the Airport approximately 12 percent of the time.

2.3.2.  Wind Coverage

The orientation of runways for takeoff and landing operations is primarily a function of wind velocity and
direction taken together with the ability of aircraft to operate under adverse conditions. Generally, the primary
runway at an airport is oriented as closely as practical in the direction of the prevailing winds. The most desirable
runway configuration will provide the largest wind coverage for a given maximum crosswind component. The
crosswind component is the vector of wind velocity and direction, which acts at a right angle to the runway.
Further, runway wind coverage is that percentage of time in which operations can safely occur because of
acceptable crosswind components. The FAA has set the criterion for desirable wind coverage for a runway
system at 95% based on different allowable crosswind components based on the runway design code (RDC)
for each runway with: 10.5 knots (12 mph) for smallest aircraft categorized as A-I and B-I; 13 knots (15 mph)
for A-II and B-II; 16 knots (18 mph) for A-III and B-III and C-I through D-III; and 20 knots (23 mph) for A-
IV through D-IV. If 95 percent wind coverage is not provided at an airport for the maximum crosswind
component for the critical aircraft, then the addition of a crosswind runway should be considered.
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Based on the previous Master plan, Runway 13-31 was classified as RDC D-IV, Runways 2-20 was classified as
RDC B-I and Runway 6-24 was classified as RDC B-II. Table 2-4 presented percent wind coverage for each
runway individually, and then combined, for varying wind speeds. Figures 2-10, 2-11, and 2-12 present the All
Weather, VFR, and IFR windroses as required by the FAA, assuming Runway 13-31 has a wind speed of 20
knots, and Runways 2-20 has a wind coverage of 10.5 knots and Runway 6-24 has wind coverage of 13 knots,
based on the representative RDC for each runway based on the previous Master Plan.

Table 2-4. Percent Wind Coverage

Crosswind Component

Airfield Configuration 10.5 knots 13 knots 16 knots 20 knots
(12 mph) (15 mph) (18 mph) (23 mph)
All-Weather
Runway 13-31 89.64% 94.05% 98.17% 99.51%
Runway 2-20 90.84% 95.08% N/A N/A
Runway 6-24 90.40% 95.28% N/A N/A
Runway 13-31/2-20 98.53% 99.55% 99.84% 99.96%
Runway 13-31/6-24 97.04% 99.15% 99.80% 99.96%
All Runways 99.86% 99.79% 99.99% 100.00%
VFR Conditions
(Ceiling >1,000 feet; visibility > 3 statute miles)
Runway 13-31 89.90% 94.19% 98.31% 99.59%
Runway 2-20 90.47% 94.96% N/A N/A
Runway 6-24 90.95% 95.65% N/A N/A
Runway 13-31/2-20 98.61% 99.65% 99.89% 99.98%
Runway 13-31/6-24 97.57% 99.35% 99.87% 99.99%
All Runways 99.90% 99.99% 100.00% 100.00%
IFR Conditions
(Ceiling between 250 feet and 1000 feet; visibility between 0.75 and 3 statute miles)
Runway 13-31 86.18% 92.22% 96.87% 98.98%
Runway 2-20 93.45% 95.89% N/A N/A
Runway 6-24 84.96% 91.94% N/A N/A
Runway 13-31/2-20 97.86% 98.73% 99.42% 99.87%
Runway 13-31/6-24 92.25% 97.44% 99.32% 99.86%
All Runways 99.51% 99.88% 99.99% 100.00%

Source: National Climatic Data Center, 2007-2016, SGJ, Wind coverage calculated from FAA AGIS wind rose generator

Individually none of the runways provide 95% coverage for 10.5 knots.
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Figure 2-10. All Weather Wind Rose
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Figure 2-11. VFR Weather Wind Rose
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Figure 2-12. IFR Weather Wind Rose
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2.4. Air Traffic Management, Airspace and Obstructions
2.4.1.  Air Traffic Management

SGJ has a contracted Air Traffic Control Tower, located to the west of Runway 13-31, south of Runway 6-24,
operating between the hours of 7: 00 a.m. to 9:00 pm daily.

2.4.2.  Airspace

The International Civil Aviation Organization (ICAO) airspace classes were adopted by the U.S. in 1993. The
airspaces are identified as controlled airspace: Class A, B, C, D or E, requiring two-way communication, and
uncontrolled airspace: Class G.

Class A: All airspace above 18,000 feet mean sea level (MSL) and up to 60,000 feet MSL. Class A airspace
contains high altitude airways, known as jet routes.

Class B and C: The airspace surrounding major commercial airports. Within Class B and C airspace. Aircraft
are required to communicate with air traffic control (ATC). To enter this airspace, communication and/or
clearances must be received from ATC. Class B and C airspace is denoted on a sectional map with the words
“Class B or C”. Jacksonville International Airport is a Class C airport.

Class D: Identified on a sectional map by blue dashed line. The terminal airspace surrounding towered and
military airports with a radius of 5 statute miles. When the air traffic control tower is operational, the airspace
around SGJ is considered Class D, when it is not operational then Class E is in effect. The ceiling of the Class
D airspace is 2,500 feet for SGJ. See Figure 2-13 for a graphic presentation of classes of airspace.

Class Il General controlled airspace that includes most of the remaining airspace. This airspace contains the
low altitude airways. Aircraft operating in Class E must follow the general regulations for controlled airspace.
Class E airspace extends upwards from Class C airspace to the overlying Class A airspace. Beyond the
boundaries of Class C airspace, Class E airspace may extend to the ground for un-towered certified airports,
but generally begins at 700 feet for SGJ.

Class G: All airspace that has not been designated as controlled or special use, and within which ATC has
neither the authority nor the responsibility to control. This airspace typically extends beyond the limits of Class
C airspace, from the ground up to 700 feet or 1,200 feet.

Special Use Airspace: An area of special concern or restriction due to unusual hazards (e.g., military activity).
Special use airspace includes designated Prohibited Areas, Restricted Areas, Warning Areas, Military Operating
Areas (MOA), and alert Areas. Special use airspace near SGJ includes warning areas to the east, specifically W-
136E. There is a special military activity route around the airport. Denoted in black numbers, over the water
the area starts at 500 feet AGL and continues to 6,000 feet AGL. There is a military activity route, denoted by
“IR32”, that passes the airport to the north, connecting the water military activity are to another area inland,
west of the airport, which starts at 3,000 feet AGL and continues to 6,000 feet AGL.
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Figure 2-13. Airspace Graphic
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Airports in the Region

When conducting a master plan study, it is critical to consider the proximity of other airports and services
provided within the region. Not only is air traftic directly affected by regional activity, but airports in near
proximity to each other often compete for market share of based aircraft, fuel sales, and other services.
Furthermore, there is a potential for airspace conflict with nearby airports. Often airspace interaction requires
adjustments to operating procedures to ensute the safe and efficient flow of traffic at all facilities. Table 2-5
lists public use airports within 30 nautical miles of the airport. Figure 2-14 shows the sectional map around
SGJ.

Table 2-5. Airports in the Region

LOCATION ID NAME HEADING FROM SGJ DISTANCE
KNOP Jacksonville Naval Air Station (Towers Field) NW 24 nm
KCRG Jacksonville Executive Airport at Craig N 24 nm
K28J Palatka Municipal Airport — Lt Kay Larkin Field SW 26 nm
KNRM Mayport Naval Station (Adm David L McDonald Field) N 26 nm
KFIN Flagler Executive Airport S 30 nm

Source: Airnav

2.4.3. Instrument Approaches

During times of inclement weather, instrument approaches enable pilots to safely descend into the airport
environment for landing. There are several different instrument approaches that can be established, each with
specific limitations. As the height of clouds and visibility detetiorate, the necessity for instrument approaches
increases. When the cloud ceiling is greater than 1,000 feet above ground level (AGL) and the visibility is greater
than three statute miles, the conditions are considered visual and pilots can operate under visual flight rules
(VFR). In VIR conditions, no published approaches are required for an aircraft to safely land at an airport.
However, once the cloud ceiling is less than 1,000 feet AGL and/or the visibility is less than three statute miles,
pilots must operate under instrument flight rules (IFR). Additional air traffic control services are provided to
pilots during IFR conditions. During the arrival phase, instrument approaches are what allow a pilot to safely
navigate to and land on a runway using on-board instrumentation.

Categories of Instrument Approaches

There are two basic categories for instrument approaches: precision and non-precision. Both precision and
non-precision approaches provide course guidance to the runway centerline they serve. The degree of
horizontal guidance increases with the sophistication of the instrument approach aid, which is reflected through
the minimum operating parameters for each approach. The primary difference between a precision and non-
precision approach is that the precision approach will also have vertical guidance in additional to horizontal
guidance for a specific runway end. This allows an aircraft to descend safely on a fixed glideslope signal, even
when the runway environment is not yet in sight.

All instrument approaches have heights published that dictate how low a pilot can descend without the runway
environment in sight before having to abandon the approach and try again. For precision approaches this is
called the decision altitude (DA) and for non-precision approaches, it is referred to as the minimum descent
altitude (MDA). Both heights are published in the number of feet above the intended runway’s touchdown
zone elevation. In addition, every instrument approach has minimum visibility requirements, measured in feet
or miles, at which an instrument approach can be attempted. For either type of approach, if visual contact
cannot be made before
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Figure 2-14. Sectional Graphic

|euonoag podiy

i
yoeagAueases) -
J/  Od8dA Wolisy
/ e<mmm\7,
¥
[ AN
yoeeg s.»sm:ﬁm
VS| EE\AAY/
m\.iw«. YN/ < -@
7% %w\\..
ifisnbny s
mm o:w__>.

n%mm:
ow ;
08! .. 9

, mmc 6 w_.E
.. 0 ,.,.% 21 310 ;
.8@ ._zwm <e_m@.c 5<m:.Eez

Jﬁ

Hodiy [euoibay epLo|4 1SEaylON

SALVIDOSSY Od3SSvd

<m

% @ ezzl
09 7. 8%,
6611 E-SOMYV.s
NIMHYL

\iz9e) ¢ M.Wﬁ

ﬁ E

081 ITUASINI 3
[OR] SE.._E

3 .QN AL
WRWayelo|
\Bre)NT

Source: Federal Aviation Administration



PA Inventory of Existing Conditions |

the decision height or missed approach point, then the aircraft must execute a missed approach and either try
again or go to an alternate airport.

Published Approaches for Northeast Florida Regional Airport

Presently, SGJ has published straight-in, non-precision instrument approaches to the Runway 13 end and the
Runway 31 ends. Both are area navigation (RNAYV) procedures based on global positioning satellites (GPS).
For both Runway 13 and Runway 31 multiple types of RNAV GPS-based approaches exist, including: lateral
navigation (LNAV), and citcling. The more sophisticated lateral/vertical navigation (LNAV/VNAYV) and
localizer performance with vertical guidance (LPV) based approaches take advantage of the refined accuracy of
GPS information provided by a wide area augmentation system (WAAS) - a system of ground based receivers
across the United States which provide regular correction to GPS signals for WAAS-enabled GPS equipment
to utilize for improved accuracy. LNAV and Circling procedures are like historic GPS approaches prior to the
initiation of WAAS in 2003. These approaches can be flown by aircraft with or without WAAS enabled GPS
equipment. Because of the potential loss of accuracy however, these types of approaches typically have higher
approach minima. Additionally, Runway 13 has a very high frequency omni-directional range (VOR) non-
precision approach, which works off the VOR located near the Runway 31 end. Lastly, Runway 31 is equipped
with a precision instrument approach, through an instrument landing system (ILS), or localizer with distance
measuring equipment (LOC/DME). This approach provides vertical guidance to an aircraft through use of
radio signals, allowing the aircraft to continue a descent to the runway during low visibility conditions. The
remaining runways are visual, and do not have instrument approach capabilities with straight-in procedures.

Approach minima consist of either a decision height (DA) or a minimum decent altitude (MDA) and a visibility
condition. The DA and MDA essentially provide a pilot with a floor in the airspace he/she must remain above
until making visual conformation of the runway end. The visibility condition expresses how poor the visibility
can be before the approach is not available to any pilot and the airport is closed to all traffic. The Table 2-6
tabulates the approach minima for all types of approaches to both Runway ends. Appendix C contains the
FAA instrument approach charts for Runway 13 and 31.
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Table 2-6. Instrument Approach Minima

RUNWAY 13 RUNWAY 31 \
DA/MDA VISIBILITY DA/MDA VISIBILITY
Y 357 AGL 1% Mile 258’ AGL 7/8 Mile
“2‘ LNAV/VNAV 391’ AGL 1% Mile 292’ AGL 7/8 Mile
; LNAV 460’ AGL 1 Mile 520’ AGL 1 Mile
Y CIRCLING 480" AGL 1 Mile 520’ AGL 1 Mile
VOR APPROACH? 620’ AGL 1 Mile - -
CIRCLNG - - 620’ AGL 1 Mile
ILS (5-31) - - 258’ AGL % Mile
LOC (s-31) - - 520’ AGL 1 Mile
CIRCLING - - 520’ AGL 1 Mile

Source: FAA published instrument approach charts valid 02-MAR 2017 to 30-MAR 2017.

Notes: 1) Runway 13 LNAV is 460’ AGL with 1 mile visibility for Category A/B, increasing to 460’ AGLs with 1 % mile visibility for
Category Cand 460’ AGLS with 1 % mile visibility for Category D. Circling is 480° AGL with 1 mile visibility for Category A, increasing
to 580’ AGL with 1 mile visibility for Category B, increasing to 580’ AGL with 1 % mile visibility for Category C, and 580" AGL with
2 mile visibility for category D.

2) RNAV Rwy 31, LNAV increases to 520’ AGL with 1 3/8 Mile visibility for Categories C and D; Circling increases to 580" AGL
with 1 mile visibility for Category B, increasing to 580’ AGL with 1 % mile visibility for Category C and 2 mile visibility for Category
D.

3) VOR Rwy 13 Cat A/B is 620 AGL with 1 mile visibility, increasing to 620 AGL with 13/4 mile visibility for Category C and D; circling
is 620’ AGL with 1 mile visibility for Category A/B aircraft, increasing to 620’ AGL with 1 % mile visibility to Category C and 620’
AGL with 2 mile visibility for Category D aircraft

4) S-LOC 31 Cat A/B is 520’ AGL with 1 mile visibility, increasing to 520’ AGL with 11/2 mile visibility for Category C, and 520’ AGL
with 13/4 mile visibility for Category D

5) Circling from the ILS or LPC/DME Rwy 31: Cat A is 520’ AGL with 1 mile visibility, increasing to 580’ AGL with 1 mile visibility for
Category B, and 580’ AGL with 1 % mile visibility for Category C, and 580’ AGL with 2 mile visibility for Category D aircraft

2.4.4.  Obstructions (To Air Navigation)

The sectional chart identifies obstructions around the airport. The towers around the airport measure 300’
above ground level or higher. If two or more peaks exist, the obstruction is a group. These obstructions exist
to the north, northwest and southwest.

Published Obstructions

Obstructions near the Airport that cannot be removed must be marked or lighted to alert pilots of their location
with respect to the Airport. The obstructions are identified on approach charts and on the Jacksonville Sectional
Chart, published by the FAA National Aeronautical Charting Office. Per these chatts, several objects of height
exist around the airport, particulatly to the north, northwest and southwest. Per the FAAs digital obstacle file
(DOF) there are 42 towers reported within St. Augustine, ranging in heights from 143-feet to 460-feet above
mean sea level (AMSL). Overall, the average height of these 42 structures is roughly 288-feet AMSL.

These objects of height will be mapped on the Part 77 Airspace sheet of the Airport Layout Plan (ALP) drawing
set in a subsequent chapter of this report.

Surveyed Obstructions

Some airspace obstructions are not tall communications towers located miles from the airport, but rather
buildings, trees, light/utility poles, etc., near a runway or runway end and may not present an appatent airspace
concern. However, these objects are often the most critical when determining the operational utility of an
airfield. To begin to explore the known obstructions near the Airport’s runway ends, Appendix C also presents
the takeoff and departure procedure minimums published for pilots operating from SGJ. As part of this Master
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Planning effort new aerial photogrammetry was acquired to better understand if there are objects near the
runway end that may adversely affect the instrument procedures to Runway 13-31. These obstructions will be
identified in later sections of this report aiding in evaluating operational utility.

Airspace Protection

Airspace protection is required to preserve and protect public airports, as well as the navigable airspace
necessary to operate them safely and efficiently. Federal Aviation Regulation, Part 77, Safe, Efficient Use, and
preservation of the Navigable Airspace, along with Florida Legislature Chapter 333, Airport Zoning outline guidelines
to help control the loss of navigable airspace to non-aviation uses, through regulating the height of man-made
objects. By preventing objects from becoming obstructions to airspace, operational safety of the airport facility
can be preserved.

St. Johns County included, as Objective B.1.12, Airport Compatibility, in their Comprehensive Plan 2025 to
“ensure that all new development is consistent and compatible with the Airport District Future Land Use Map designation and
the St. Augustine Airport through the implementation of the Land Development code.” St. Johns County established an
airport overlay district for the airport, see Figure 2-15 for a graphic.

The Florida Department of Transportation maintains an Aiport Compatible Land Use Guidebook to aid in
protection of airspace. These will be references further in subsequent chapters to ensure future development
will be compatible with land uses.
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Figure 2-15. St. Johns County Overlay District

Inventory of Existing Conditions |

Legend
\

Airport Overlay District

Municipal Boundaries
Major Roads

Local Roads

Proposed Roads
Other

£ ‘)})7*. = v‘w“‘
Guh ¢
— 4/":' “-‘ %
L“\ _"’3;
\ ‘})
L % (9 4
p
D
City of
St. Augustine
Sourée:St. Johns County, FE Mapping Departmefit N.T.S.
m Northeast F'Ionda Regional St. Johns County Airport Overlay District | Fig. 2-15
Airport
PASSERO ASSOCIATES
Source: St Johns County, FL.




PA Inventory of Existing Conditions | 2-25

2.5. Commercial Service/Airline Facilities
2.5.1. Commercial Service

Commercial passenger service is provided by Frontier Airlines and Via Air. Frontier Airlines, re-convening
service on April 21, 2017, is scheduled to provide service four days a week, Monday, Wednesday, Friday and
Saturday, using Airbus 319 aircraft. The route served will be non-stop from St. Augustine to Philadelphia, PA.
Via Air provides two flights per week, on Sunday and Thursday, non-stop service between St Augustine and
Charlotte, NC using Embraer 145 regional jet aircraft.

2.5.2.  Terminal/Security

After the 2005 Master Plan a terminal expansion was suggested. In 2007 a 10,000-square foot terminal building
was constructed. This building quickly was not capable of handling the increased passenger service, and in 2016
a new 23,305 square foot terminal building was constructed. This facility can accommodate four passenger
gates. It is equipped with rollers for baggage check-in, and loading, and has a separate outside area, under a
canopy for baggage claim upon deplaning. A new canopy is being installed outside the terminal building at
curbside to provide additional protection from the elements for passengers using curbside access.

The terminal building has car rental counters within the facility for Avis, Enterprise and Hertz. TSA provides
passenger security screening at the airport. As of this Master Plan, TSA is equipped with metal detector arches,
but per Airport Authority personnel, the system is scheduled to be updated to full body scanners.

2.5.3.  Aircraft Parking Apron

The apron area outside the terminal building is presently designed to accommodate two large aircraft within
the Security Identification Designation Area (SIDA), an area on the pavement marked with red outline, which
is in effect when a commercial service aircraft is using the apron. The aircraft markings are situated that the
aircraft park parallel to the terminal building, in a pull-in/pull-out, under their own power, with the nose of the
aircraft situated to the north.

2.5.4.  Auto Parking and Access

Terminal building auto parking is north of the building, along the airport fence line, offering approximately 186
parking spots. Access to the terminal building is through a narrow roadway, with access to U.S. 1. The terminal
building cannot be seen from U.S. 1. There is a counter-clockwise entrance road for the terminal buildings
allowing curbside drop-off or pick-up.

2.6. Ground Access, Circulation, and Vehicle Parking
2.6.1. Ground Access

Direct access to the airport is from U.S. 1. To access the western portion of the airport, an entrance exists north
of the FBO building. To access the southern portion of the airport, entrances are via Estrella Ave, Araquay
Ave or Indian Bend Rd, directly off U.S. 1. Turning right onto Casa Cola Ave leads to the entrance to the SGJ’s
Conference Center. Access to the west-side of the airfield is off Gun Club Rd then right onto Hawkeye View
Lane.
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2.6.2.  Vehicle Parking

East side of airport has parking set aside outside the FBO building along U.S. 1. The south area has automobile
parking outside the conference center with 46 parking spots available, and an additional 7 spots outside the
existing maintenance hangar in the south portion of the airport. The west side has parking set aside outside the
fence for Northrup Grumman employees. There is no vehicle parking outside the fence for hangars in the
northern most section of the airport.

2.7.Rental Car Facilities

The rental car counters are located within the terminal building for airline passengers. The actual rental car
facility is a surface lot outside the terminal building, about 600 feet from the terminal building. Avis, Enterprise
and Hertz provide car rentals at the airport. The FBO also has car rental counters inside the FBO building for
business passengers. There are approximately 26 parking spaces set aside for the car rental companies.

2.8. General Aviation Buildings/Leaseholds

Support buildings and structures typically accessible to the airfield, that were not discussed under the airside
facilities section can include general aviation buildings, including aircraft storage or offices, both aviation and
non-aviation facilities. Given the runway configuration, three sections of the airport will be examined separately.

An on-site facility inspection was performed in March 2017 by an architect to determine the existing condition
of on-airport buildings. Such information provides an indication of the remaining useful life of on-airport
buildings and allows for recommendations regarding any upgrades necessary to appropriately improve or
preserve the structure to support airfield demands throughout a 20-year planning horizon. All tenants, on the
airport, except Nimbus and Florida Army National Guard, are under leaseholds with the Airport Authority.
Figure 2-16 provides a graphic of each building, its square footage and existing condition as determined by an
architect. It should be noted that in 2019, Buildings 23, 24 and 25 (i.e., six port-a-port units) were demolished.
These buildings were in poor condition.

2.8.1. West Side

This refers to the area west of Runway 13-31 and north of Runway 2-20. Consisting of the Fixed Base Operator,
the terminal building and the main apron, it also supports Northrup-Grumman’s main facility. Atlantic Aviation
is the Fixed Base Operator at the airport. In its 9,489 SF building, this FBO provides tie-down services, hangar
space, oxygen services, pilot’s lounge, conference room, fuel services and Hertz rental cars. There is also a flight
school located in this area.

Northrup Grumman (NGC) houses a major manufacturing facility in this section. Their main facility is on
adjacent property to the airport, but they also lease lands from Airport Authority for airside access. NGC
supports military contracts for E-2 Hawkeye aircraft. NGC maintains and operates an aircraft rescue and
firefighting facility (ARFF), located on their property, to respond to aircraft incident that arise while they are
working on an aircraft.

The main terminal building to support commercial service aircraft is near the FBO. The terminal was expanded
in 2016 to 23,305 SF, providing 2-4 passenger gate positions, improved luggage handling facilities and providing
passenger access from the terminal to the aircraft through portable jetways. Frontier Airlines and Via Air
provide commercial, scheduled airline service.
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Figure 2-16. General Aviation Buildings/Leaseholds (Source: Passero Associates)
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2.8.2. East Side

This refers to the area east of Runway 13-31, and north of Runway 2-20. This area consists of several private
bulk hangars off Gun Club Road or Hawkeye View Lane. The northern most tenants are Infinity Aviation Co,
Ring Power Roberts Aviation and Scott Lagasse Racing. These hangars are under lease from the Airport
Authority. Taxilanes off Taxiway A provide airside access to these facilities. The Air National Guard hangar,
also in this area, is not under lease to the Airport Authority.

Heading further south on Hawkeye View Lane there is a combination of hangars, ramps and vehicular parking
spaces. There are seven hangars in this area, all under lease to the Airport Authority. Hangars to the north are
Southeast Aero Services, Inc and Patty Wagstaff Aerobatic School, along with Southeast Aero Services, Roberts
Aviation and Vino Air, all bulk hangars, with direct airside access. The last tenant in this area is Northrup
Grumman, who is fenced off from main airside, given the sensitive nature of their business. The automobile
parking area in this area is primarily for use by Northrup Grumman.

Taxiway A provides airside access to these facilities. Further south along the east side is a run-up ramp used by
Northrup Grumman to test jet engines on their aircraft. This pad, commonly referred to as “hush house”, is
located north of Runway 20 end, leased from the Airport Authority.

2.8.3. South Side

This refers to the area south or Runway 6-24, west of Runway 13-31. This area supports general aviation
activities at the airport. It also houses the air traffic control tower, U.S. Customs, self-service fuel facility, airport
maintenance facility, Airport Authority’s Administrative offices, a Conference Center and the newly constructed
Aircraft Rescue and Firefighting (ARFF) building.

The air traffic control tower, directly located off Estrella Avenue, stands about 100 feet above ground. Access
to the tower is through a secured gate. It operates 7:00 a.m. to 9:00 pm daily. The self-service fuel station is
adjacent, north, of the tower. Access to the fuel tank is via Taxiways I or D. To the east of the tower is the
Customs building. As a port of entry to the airport, Customs services are available for aircraft flying to and
from foreign countries. Vehicle access to the Customs office is off Estrella Avenue. Across Taxiway I from
the customs office is the ARFF Facility. Vehicular access is through a secured gate on Estrella Avenue. Direct
airside access to the ARFF is from Taxiway F, with direct connection to Taxiway D and B. The ARFF is
manned only when commercial service is active, typically for a three-hour window.

Taxiway D and E provide access to the T-hangars that are near Runway 6-24. In this area, there are
approximately 92 aircraft storage areas between T-hangars, Box hangars and Port-A-Ports. Most of these
hangars are in fair to poor condition.

Casa Cola Way provides access to the new Conference Center, maintenance hangar and flying school. The
Conference Center building, a 2-floor 16,760 SF building with 46 automobile parking spaces, provides a home
to the Florida Flyers European US Flight School, and several companies. Airfield access to the building is
provided from Taxiway F. The two meeting rooms upstairs in the conference center are leased out for events.
There are approximately 48 aircraft storage areas in this portion of the airport, all in good condition.
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2.9. Airport Support Facilities
2.9.1.  Airport Security and Access Control

The airport property is fenced on all sides but the inner coastal area. The fence is 8 feet with 3 rows barbed
wire. There are several access (electric and manual) control points around the perimeter fence. The electric
gates are controlled through an electronic badge providing access to the airside. Airport management maintains
a database of all users that have badge access. The fence does not extend along the east side of the airport along
the Tolomato River.

2.9.2. Air Traffic Control Tower

The air traffic control is a contracted tower, meaning Federal Aviation Administration (FAA) personnel do not
man the tower. The air traffic controllers are contractors to the FAA, who wotk the tower from 7:00 a.m. to
9:00 p.m. daily. They provide positive control over the intensive flight environment at the airport, and control
all aviation activity at the airport. Access to the control tower is at the end of Estrella Avenue.

2.9.3.  Airport Maintenance Facilities

Airport maintenance is conducted by Airport Authority employees. Their maintenance structure is located on
the south side of the airfield, and consists of a greenhouse, shed, garage, warehouse and office. Combined this
accounts for approximately 6,500 SF.

2.9.4. U.S. Customs

The U.S. Customs facility is located on the south side of the airfield. Constructed in 2009, this 3,000 SF facility
is manned Thursdays thru Mondays from 12:00 p.m. to 8:00 p.m., and upon request, providing clearance for
internationally arriving aircraft. There is an apron area outside the Customs building for use by Customs when
processing aircraft.

2.9.5.  Aircraft Rescue and Fire Fighting Facilities (ARFF)

The 5,046 SF aircraft rescue and firefighting facility was constructed in 2012. Per Federal Aviation Regulation
Part 139, regulations set forth for an airport that offers commercial service, the airport must have dedicated
ARFF equipment, and training to combat a fire with the scheduled air service provider. Based on the
commercial service aircraft that use the airport, the designated ARFF Index is A. The ARFF equipment consists
of one 300-gallon water tank, two 20-gallon foam concentrate tank, and one 450 Ib. dry chemical tank.

The ARFF is manned for three- hour blocks when commercial service is scheduled. When no one is working
in the ARFF, the airport authority has a relationship with the St. Johns County Fire Rescue to provide service
to the airport. There are designated entrances for the outside fire department to use to access the airside.

2.9.6.  Aviation Fuel and Aircraft Servicing Systems

There are two fueling facilities at the airport. The FBO maintains, through lease agreement with Airport
Authority, a fuel system off Estrella Avenue, beyond a controlled access point, that is used as its supply chain
for its various fuel trucks. This facility offers 100LL, Jet A and automobile gas. The second facility, which is
maintained by the airport authority, is located adjacent to the US Customs Building and the air traffic control
tower. This self-service facility offers both 100LL and Jet A.

2.9.7. Aircraft Wash Racks

To protect the contaminated runoff from infiltrating the grass, the airport is equipped with two wash racks.
These paved areas are equipped with oil/water separator grates, and solids are emptied out periodically from
the self-contained system. These wash racks are used by aircraft and rental car companies, accessed through
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the badge system. One wash rack is on the south side of the field closest to the airport’s administration building,
west of the T-hangars. The other wash rack is in the south general aviation apron area, off Taxiway G, near the
airport maintenance shop.

2.10. Adjacent Development

Adjacent to the airport, along U.S. 1, is Northrup Grumman, who provides repair and sale of military grade
aircraft. They are also a tenant on the airport, with a separate facility both on the west and east side of the
airport. Northrup Grumman utilize the seaplane ramp to ship aircraft via barge.

The Airport Authority maintains ownership of approximately 900 acres of land on the west side of U.S. 1
that can be developed for aviation and non-aviation development, including multi-modal opportunities.

2.11. Utilities

The existing utility infrastructure serving the airport includes electric power, sanitary sewer, water and gas.
Existing utility providers on the airfield are identified in Table 2-7.

Table 2-7. Existing Utility Providers

UTILITY PROVIDER ‘
Electric Florida Power and Light
Water/Sewer City of St. Augustine
Gas Florida Power and Light

Source: Passero Associates

Electric power ties into the main electric power lines along U.S. 1. The airport’s electrical vaults redistribute the electricity to the
airfield and supporting facilities. Sanitary sewer is provided by City of St Augustine. The main eight-inch force main runs along U.S.
1 with branches to pump stations, including one in the north area, one by the main GA terminal and another near the intersection
of Araquay Avenue and U.S. 1. The remaining lines on airport property are considered private lines. Discharges from the aircraft
wash rack, located in the south area, are fed into the sewer system. Water supply comes from City of St Augustine’s main eight-
inch lines along the eastside of U.S. 1. Facilities in the west area tie into this main. Facilities in the east area are serviced by an
eight and twelve-inch sections along Gun Club Road and Hawkeye View Lane. South area facilities are supplied by an eight-inch
service line that runs from U.S. 1 along Estrella Avenue.

2.12. Land Use/Zoning

Most of the airport land, between U.S. 1 and the inter-coastal area is developed. Airport lands are used to
support aviation activity.

Since the last master plan was completed in 2005, the Airport Authority has been actively purchasing properties,
both on the southern portion of the airport property, east side of U.S. 1, as well as on the west side of U.S.1
for future development. The property map is being updated as part of this master plan, and will be presented
in a later chapter. For now, the airport maintains approximately 710 contiguous acres on the east side of U.S.
1, as calculated from the St. Johns county property assessment tool, for all acronautical activity today. The
airport is bordered by U.S. 1 to the west, Gun Club Road to the north, Tolomato River to the east and marsh
and residential development to the south. Airport property interest will be presented in detail as part of the
ALP set developed as part of this study.

St. Johns County identifies the zoning for the airport property on the east side of U.S. 1 as AD (Airport
District) while on the west side of U.S. 1 as AD, RS-3 (Residential) or IW (Industrial-Warehousing) as shown
in Figure 2-17. The physical land use of the airport property east of U.S. 1 is to support aeronautical activity.
Lands on the west side are a mix of residential properties, that are no