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Chapter One
AIRPORT VIS ION, DEVELOPMENT ISS UES , AND NEXT S TEPS
The future of the airport is determined
by a combination of the vision and
mission statements of the airport and
surrounding jurisdictions, the forces and
trends driving the airport, and the actual
urban and economic development taking
place in the area. Together these
elements combine to create many
development issues facing the airport in
the long term. In the face of these
development issues, the next steps for
the future development of the airport are
recommended to ensure the long-term
vitality of the airport.
1. Airport Master Plan Update
The Airport M aster Plan Update, with its
Airport Layout Plan, is the centerpiece
for airport planning at the local level that
addresses the development of an
individual airport during a typical 20year planning period. Updates are often
necessary for the airport to remain in
step with economic realities or changing
technical and political conditions. The
Federal Aviation Administration (FAA)
recommends that airports should update
their plans every five to 10 years.
Several key factors influence airport
capital development needs to achieve
full productivity for the aircraft using the
airport. The most notable factors are
growth in aviation activity and meeting
FAA recommended design standards.
These two factors typically represent
two-thirds of the estimated projects
eligible for federal grants. Three other
factors account for the remainder of the
eligible development projects: 1) the
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reconstruction of existing infrastructure
that is beyond its useful life; 2) upgrades
to the existing infrastructure to prepare
airport facilities to accommodate the
introduction of different aircraft; and 3)
addressing
safety,
security
and
environmental concerns.
Within the chapters of this report we will
define the role of Fort Smith Regional
Airport (FSM ) within the context of the
community and region it serves, its role
as expressed in the Arkansas State
Airport System Plan, and the FAA’s
National Plan of Integrated Airport
Systems (NPIAS); evaluate FSM ’s
vision, image, and strategic plan;
evaluate the airports existing facilities;
evaluate development alternatives and
recommend future facility options;
prepare a business plan; and define
future opportunities for development.
The primary goal of the M aster Plan
Update is to provide an approved Airport
Layout Plan that incorporates and
emphasizes
feasible
airport
improvements that can be successfully
implemented, keeping in mind the needs
of the airport and its users, as well as the
financial feasibility of implementing the
plan.
As part of the Study, M ichael Gallis &
Associates prepared a separate document
entitled “Fort Smith Regional Airport
Role and Vision.” This report was
presented to the Airport Commission in
January 2006 for their consideration and
future planning efforts, and is provided
in the remainder of this chapter.
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2. Vision and Mission S tatements
The city, Chamber of Commerce,
university and the Western Arkansas
Planning and Development District use
vision and mission statements to guide
the future direction and development of
Fort Smith. The vision and mission
statements of the city, county, and region
form the context for the airport and are
important to its long-term development.
City of Fort Smith. Late in 2002, The
City of Fort Smith adopted its first
"comprehensive plan that combined all
aspects
of
the
community'
s
development"…and "serves as a guide to
creating the future Fort Smith envisioned
by the community as a whole." The
stated vision is as follows: "Fort Smith is
a diversified regional community serving
a growing population while promoting a
high quality of life." Following the
vision, there are ten stated goals, none of
which mention the airport. However, the
airport was mentioned within a
subsection of Section 4 of the
comprehensive plan.
In this sub-section the airport is
primarily described in terms of its air
transportation functions with the
recommendation
that
land
uses
"compatible with airport functioning" be
encouraged in the area.
Fort Smith Regional Chamber of
Commerce. In its recent report "The
River Valley: At the Tipping Point" the
Chamber of Commerce has not
enunciated a specific vision, but has
identified three basic pillars of the future
economy: innovation, quality of place
and talent.
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University of Arkansas at Fort Smith
(UAFS). UAFS is a unique regional
university.
The
overall
mission
statement of University of Arkansas
states, “Fort Smith (UA Fort Smith) is to
raise the higher education achievement
level of the residents of the Western
Arkansas service area to meet or exceed
the national averages, at a cost that is
affordable."
Western Arkansas Planning and
Development District (WAPDD). Since
its establishment in 1966, WAPDD'
s
assistance to communities has centered
on building a better quality of life for
area residents through community and
economic development.
Fort Smith Regional Airport. The
mission statement of the Fort Smith
Regional Airport Commission states,
“As the ‘Airport of Choice,’ the Fort
Smith Regional Airport will be selfsustaining, exceed the expectations of
quality service, and meet the air
transportation
and
economic
development needs of our customers and
partners.” The vision statement for the
airport states the airport’s goal "To be
the Airport of Choice Supported by
Dedicated People and Great Facilities
and Service."
Opportunities for the Airport’s Vision.
There is an opportunity for the airport to
relate its vision of “great facilities and
service” to the city’s goal to become a
"City of Villages." Rather than being
treated as solely a transportation facility,
the airport could be seen as a specialized
"neighborhood" that would give it
greater ability to utilize its land envelope
and influence surrounding land uses to
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become a more integrated part of the city
and region.
3. Airport Development Issues
The Fort Smith Regional Airport faces
multiple issues as it and the region
continue to evolve. The airport
development issues are derived from the
many factors affecting the airport and
the fact that air transport will increase in
importance as an integral transportation
element in the future. As the Fort Smith
region continues to grow and evolve
under the impacts of global change, the
airport will have to change and adapt to
new conditions.
The airport development issues are
divided into two major categories. The
first category, “Demand Factors,”
provides the foundation for the second
category, “Strategic Airport Growth
Issues,” which addresses capacity,
access, and development factors.
Demand Factors
Demand factors for the airport are
directly linked to urban population
growth, to transportation, and to
economic and institutional growth in the
region.
Urban Population Growth
The Fort Smith M SA has experienced
uneven growth rates over the past three
decades and is projected to grow in the
coming decade at a rate only half that of
the previous decade. It is the "southern
anchor" of the metropolitan area. While
the airport'
s current capacity would
appear to be sufficient to handle
projected growth into the foreseeable
future, land costs continue to rise in the
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high-growth Northwest Arkansas area.
By serving this market from a more
affordable level, Fort Smith could begin
to play a stronger role as a regional
center that is also located along a major
east-west interstate.
Transportation
The size and extent of the Fort Smith
airport market area within the super
region is dependent not only on its air
service but also on the distance that
commuters will drive relative to other
airports in the surrounding market areas.
Interstate highways and other roadways
provide access between the airport and
the market area. I-40 and I-540 are the
interstates that provide regional access
for the Fort Smith Regional Airport. In
addition to the interstates, a network of
arterials provides connections between
the Fort Smith airport and the more local
market area. Because Fort Smith is built
at a bend on the river, the number of
bridges limits access across the Arkansas
River.
A new interstate, Interstate-49, will
expand access for customers arriving
from the north or south. However, this
new interstate will also provide easy
access to Northwest Arkansas Airport
and will bypass the existing Fort Smith
Regional Airport. Unless plans are
made to secure easy access to the
airport, I-49 could prove a competitive
disadvantage to the airport.
Economic Growth
The current economy is in a period of
transition and the future direction is not
entirely clear. However, Fort Smith has
experienced sudden growth spurts as the
economy makes a transition from one
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economic profile to another. This
happened previously in the late 60s and
through the 70s as the older furnituremaking economy gave way to a more
diversified manufacturing economy. As
mentioned before, Fort Smith is located
just south of one of the fastest growing
economies and M SAs in the region, the
Fayetteville-Springdale-Rogers,
AR,
M SA. In the short run there will be very
little impact from the adjacent M SA
economy to the north; however, in the
long run this is likely to change as Fort
Smith plays a stronger role in the super
regional, US 71/I-540 (future I-49)
corridor economy. Fort Smith could
emerge as a stronger distribution center,
and with the growth of its distribution
function, the airport may play a larger
role in the movement of freight through
the region. The airport is well positioned
in relation to the interstate system and
rail network to fulfill this role.
S trategic Airport Growth Issues
Due to modest growth in the Fort Smith
M SA, the most important strategic issues
for the airport will not be responding to a
high-growth environment but rather
consolidating and strengthening its
relationship to its core market area and
fully utilizing its location within the
existing urban fabric to emerge as a new
growth center in the region.
Access and Signage
Access to the airport remains a critical
issue. Because the existing access
structure was developed for the
passenger terminal'
s prior location, it
does not serve the needs of the new
location. The airport has the competitive
advantage of being located next to an
interstate freeway that should provide
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easy access. Instead, the access is
convoluted and confusing, which has
several detrimental effects on the airport.
The first is that it does not maximize the
potential of its proximity to either I-540
or Rogers Avenue. This dilutes, rather
than strengthens, its relationship to its
core market. This factor is noted in the
Chamber of Commerce report "The
River Valley: At the Tipping Point" and
is combined with the issue of visibility
and the gateway experience for new
visitors. The second issue is the effect of
the current access pattern on the
development potential of airport
property. Because the access does not
offer the enhanced visibility and ease of
access, the development potential of the
property the airport holds along Phoenix
Avenue is diminished. If 74th Street had
significant signage and were widened
and landscaped between Rogers Avenue
and Phoenix Avenue, it would become a
more desirable location. Similarly, if the
exit ramps off I-540 could be better
designed to direct people onto Phoenix
Avenue toward the new terminal, airport
property along Phoenix Avenue would
have enhanced value.
Land Envelope and Surrounding Land
Uses
Fort Smith Regional Airport is located in
a unique position to maximize its
relationship to both the Fort Smith
commercial market primarily along I540 and Rogers Avenue and industrial
developments along Zero Street and the
rail line. With this location, the airport is
ideally positioned to the industrial, retail,
office, hotel, and institutional markets.
This presents the airport with two main
development issues: how to maximize
the effects of and positively influence
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the surrounding land uses and how to
utilize unused land within the land
envelope of the airport.
Within the context of the "City of
Villages," concept, the airport has a
potential to develop a vision and plan
that could maximize the value of the
land, and benefit the community in the
form of new economic development and
a better designed environment that
together result in a stronger economy
and a higher quality of life. However,
this will depend on improving the
access, signage, and visibility of the
airport within the sub-market area.
Time Frame
Historic cities such as Fort Smith face
more changing/variable influences that
will affect the Fort Smith Regional
Airport. While there is demand for shortterm results, this should be coordinated
with long-term strategic goals, especially
in terms of the use of airport property.
The following questions should be
evaluated:
•

•

What is short-term and long-term for
the airport? Define these terms in
actual years (e.g., short-term can be
one to three years or three to five
years; long-term can be five to eight
years or 10 to 20 years). Each has a
different implication for airport
strategy. What is the time frame the
airport should use for building a
"long-term" airport vision, plan, or
development strategy?
What will be the size of the city, the
economy, and the university in the
next decade? What are the knowns
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and unknowns that may influence the
airport'
s development in the shortterm and long-term?
•

When will the airport property reach
its maximum development potential
and what will be the highest and best
use of land in the area surrounding
the airport? How should the airport
influence development in its market
area in the coming years to maximize
the
value
of
the
"Airport
Neighborhood”?

In order to successfully face the
challenges of the future, the airport
should select the appropriate time frames
and evaluate its vision, plan, and strategy
within a variety of time frames and
identify the points where critical
decisions will have to be made to ensure
the future vitality of the airport.
4. Next S teps
At this time the Fort Smith Regional
Airport has an opportunity to take the
steps to initiate strategies that will ensure
the long-term capacity and vitality of the
airport.
Recommendations
The following recommendations are
based on the need to initiate a short-term
framework that will ensure long-term
vitality.
Adopt a policy stating that the
appropriate time frame for airport
planning should be short-term, three to
five, and long-term, 10 to 20 years.
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•

The city and the airport have been in
the same location for decades and are
unlikely to move. It can be
reasonably expected that they will
continue to remain in the same
location for the foreseeable future.
The two time frames should provide
the basis for responding to shortterm needs within the context of a
long-term direction.

Take actions to ensure upgrades and
improvement of airport access, signage,
and visibility.
• The airport must strengthen its
relationship to its home market.
Improving access, signage and
visibility are key issues that must be
addressed in both the short-term and
long-term. As noted in the report,
this will also have important impact
on the airport property and its
development potential.
Develop a strategy to ensure that
development activity maximizes the
potential value of the airport’s land
envelope
and
surrounding
neighborhood.
• The current land envelope includes
parcels that could be used for
development and generate revenue
for the airport. Current market trends
would indicate that the land would
be primarily used for retail. While
this would provide income from the
sale or lease of the land, it would not
increase the economic value or wage
level of the city.
• A broader strategy linked to the
economic goals of Fort Smith and
integrated with the surrounding
development activity should be
developed to produce a higher
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economic return for the airport and
the city.
Encourage the development of strategic
partnerships to help support the longterm development of the airport.
• The business community, city and
university have common interests
with the airport. Developing closer
relationships between the various
governmental,
economic,
and
institutional organizations will be
important to shaping the future of the
airport and the offsite improvements.
To achieve the broader strategic
goals, new development partnerships
would have to be created to secure
the long-term future of the airport.
•

Located at the intersection of two
major commercial corridors next to a
residential area and with excess land
available, the airport could position
itself as a multifunction "airpark."
This would allow the airport to more
effectively market its land and
integrate itself into the broader
community.
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Chapter Two
INVENTORY OF EXIS TING CONDITIONS
To obtain an accurate inventory, pertinent
data that relates to the airport and the area
served by the airport must be evaluated.
Generally, an inventory of all existing airport
facilities, any pertinent local or regional
parameters, and any previous planning
documents are included and reviewed as part
of this study. This chapter updates the
information in the inventory chapter of the
previous airport master plan completed in
1997. The collected information provides the
essential background information for the
aviation forecasts, facility requirements, and
future layouts. The information pertaining
to the description of existing airport
facilities and services is based on conditions
and records as they existed in the Fall of
2005.
A. AIRFIELD CONFIGURATION
The existing runway and taxiway system at
Fort Smith Regional Airport (FSM ) is shown
in Exhibit 2–1.
1. Runway S ystem
Fort Smith Regional Airport has two runways.
Its primary runway is Runway 7-25 and its
crosswind runway is Runway 1-19. Runway
7-25 is 8,000 feet long and 150 feet wide.
Runway 1-19 is 5,002 feet long and 150 feet
wide. Both runways are a combination of
concrete and bituminous pavements. Runway
7-25 is equipped with arresting gear
mechanisms (BAK14) for military aircraft.
Table 2-1 presents an inventory of the
runway system.
2. Taxiway S ystem
FAA Advisory Circular (AC) 150/5300-13,
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“Airport Design,” presents design standards
for taxiway and taxilane development. A
taxiway is defined as a path established for
the taxiing of aircraft from one part of the
airport to another. A taxilane is defined as the
portion of the aircraft parking area used for
the access between taxiways and aircraft
parking positions. Runway 7-25 is supported
by a full-length parallel taxiway, Taxiway
‘A’. Taxiway ‘A’ is 75 feet wide and lighted
with medium-intensity edge lighting. The
east portion of Taxiway ‘A’ is located 400
feet from the runway centerline, while the
west portion is separated by 470 feet.
Taxiway ‘A’ provides a dual-use entrance/exit
taxiway to each end of Runway 7-25, with
Taxiways ‘C’, ‘D’, ‘E’, and ‘F’ serving as exit
taxiways from Runway 7-25 to Taxiway ‘A’.
Taxiways ‘C’, ‘D’, and ‘F’ are all cement
pavements. Taxiway ‘E’ south of Runway 725 is made of asphalt, while the north portion
between the runway and Taxiway ‘A’ is
asphalt over concrete. Holding aprons with
Arm/Dearm capability for the AANG, are
located on each end of Taxiway ‘A’. A berm
is located near the hold aprons for arming and
dearming for military aircraft.
Runway 1-19 is supported by a partial parallel
taxiway, Taxiway ‘B’, which extends from
Taxiway ‘A’, north to the threshold of
Runway 19. Taxiway ‘B’ varies in width
from 50 to 80 feet wide and is lighted with
medium-intensity edge lighting. M ost of
taxiway ‘B’ is located 313 feet west of the
Runway 1-19 centerline. The north portion of
Taxiway ‘B’ is located 350 feet from the
runway centerline. Taxiways ‘A’, ‘G’, and
‘H’ serve as exit taxiways from Runway 1-19,
and are of concrete construction. Taxiway ‘B’
is asphalt on the north 1,000 feet.
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Table 2-1
Fort Smith Regional Airport
Runway Data

Runway 7-25

Runway 1-19

8,000’

5,002'

Length
Width

150'

150'

75,000 lbs
175,000 lbs
295,000 lbs

55,000 lbs
70,000 lbs
120,000 lbs

Displaced Threshold

None

None

Threshold
Latitude / Longitude

Rwy 7 - N 34º 18’ 39.80”
W 94º 21’ 05.89”
Rwy 25 - N 35º 20’ 13.09”
E 94º 21’ 17.71”

Rwy 1 - N 35º 19’ 56.13”
W 94º 22’ 09.49”
Rwy 19 - N 35º 20’ 42.26”
W 94º 21’ 47.69”

Threshold Elevation
(MSL)

Rwy 7 – 469.1’
Rwy 25 – 443.1’

Rwy 1 – 448.3’
Rwy 19 – 446.8’

Touchdown Zone Elevation
(MSL)

Rwy 7 – 469.1’
Rwy 25 – 443.1’

Rwy 1 – 448.6’
Rwy 19 – 447.1’

Lighting

HIRL

MIRL

Marking

Rwy 7 – Precision
Rwy 25 – Precision

Rwy 1 – Non-Precision
Rwy 19 – Non-Precision

Rwy 7 – MALSR
Rwy 25 – MALSR; VASI (V4L)

Rwy 19 – PAPI (P4L)

D-III

B-II

Bearing Capacity
Single
Dual Gear
Dual Tandem

Instrumentation
ARC

Source: Delta Airport Consultants, Inc.
FAA Airport Data Website (avnwww.jccbi.gov)
Airport Facilities Directory

Taxiway ‘E’ serves as an entrance/exit
taxiway for Runway 1. It extends diagonally
from the general aviation ramp and Taxiway
‘A’, across Runway 7-25 to the Runway 1
threshold. This taxiway is 50 feet wide and is
of bituminous construction.
There are numerous taxilanes of varying
widths which cross apron areas and serve
corporate and T-hangar buildings.
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3. Aircraft Parking Aprons
There are generally four areas for aircraft
parking at the airport. These are described as
follows:
a.
Air Carrier Apron. The airline apron
is approximately 55,000 square yards of
Portland Cement concrete immediately in
front of the terminal building. This apron is
in excellent condition and is accessed by two
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connector taxilanes to Taxiway ‘A’.
b.
General Aviation (GA) Apron.
Ramps for GA aircraft extend from the former
commercial terminal building apron west to
the airport’s T-hangars. This area is
approximately 54,000 square yards and is
comprised of Portland Cement in good
condition.
c.
Air National Guard Apron. The Air
National Guard operates from two ramps
within their leased space. The ramp for the F16s is Portland Cement concrete and is in
excellent condition.
Approximately 45,000 square yards of staging
space and covered aircraft parking stalls are
provided.
The second area is approximately 24,000
square yards of Portland Cement in front of
the former commercial terminal building.
M obilization/demobilization
of
military
personnel and fueling of military aircraft are
the primary functions of this ramp area. This
pavement is in fair condition.
4. Airport Pavements
Fort Smith Regional Airport has a large
investment in airfield pavements (runways,
taxiways, and apron areas) and in vehicular
pavements (roadways and auto parking).
Airfield pavements are designed, constructed,
and maintained to support the critical loads
imposed on them and produce a smooth, skidresistant surface necessary for the operation
of aircraft under all weather conditions.
Immediately after construction, airport
pavements begin a gradual deterioration that
is attributable to several factors. Traffic loads
in excess of those forecast during pavement
design may reduce the useful life
considerably.
Normal distresses in the
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pavement structure result from surface
weathering, fatigue effects, and differential
movement in the underlying base and/or subbase over a period of years. Consequently,
airport pavements require continual routine
maintenance, rehabilitation, and upgrading.
As a part of the M aster Plan Update effort,
Applied Pavement Technology is preparing a
Pavement M anagement Study. The Pavement
M anagement Study has been furnished to the
Airport in a separate document. The existing
condition and composition of the FSM
airfield pavements are highlighted in Table 22. The pavement branch, along with its
Pavement Condition Index (PCI) rating from
0 to 100, is shown. A PCI value of 100
represents a newly constructed pavement in
excellent condition, whereas a PCI value of 0
represents a pavement in failed condition.
PCI values surveyed at FSM ranged from 56
(Runway 25 holding pad) to 100 (Taxiway
‘F’).
5. Runway Designations
Runway numerals for each runway end are
determined from the approach direction to the
runway end and should be equal to one-tenth
of the magnetic azimuth of the runway
centerline, measured in the clockwise
direction from magnetic north. Although the
true bearing of the runways will not change
over time, the magnetic bearing will change
as the location of magnetic north shifts.
Table 2-3 provides a summary of the true
(geographic) compass readings for each
runway and notes the magnetic declination
required to adjust to the magnetic compass
readings.
Based on this analysis, the
designations for Runway 7-25 and 1-19
should be changed at FSM . Runway 7-25
should be re-marked as Runway 8-26 and
Runway 1-19 should be re-marked as Runway
2-20.
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Table 2-2
Fort Smith Regional Airport
Area-W eighted Branch Condition
Branch Name
Air National Guard Apron
West GA Apron
Runway 25 Hold Pad
Runway 7 Hold Pad
Old Terminal Apron
Terminal Apron
Runway 1-19

PCI
95
94
56
81
69
99
82

Runway 7-25
Corporate T-Hngars
Taxiway A
North ANG T axiway
Taxiway B

81
84
98
97
93

Taxiway C
Taxiway D
Taxiway E

89
86
72

Taxiway F
Taxiway G
Taxiway H
Terminal Apron Taxiways

100
93
99
95

Source: Applied Pavement Technology , 2005

Table 2-3
Fort Smith Regional Airport
Runway Compass Reading Analysis

Composition
Portland Cement
Portland Cement
Portland Cement
Portland Cement
Portland Cement
Portland Cement
Asphalt overlay on asphalt/
Asphalt overlay on Portland Cement
Asphalt overlay on Portland Cement
Portland Cement
Portland Cement
Portland Cement
Asphalt/
Asphalt overlay on asphalt/
Portland Cement
Portland Cement
Portland Cement
Portland Cement/
Asphalt overlay on asphalt
Portland Cement
Portland Cement
Portland Cement
Portland Cement

Runway 7-25

Runway 1-19

True Compass Reading

81.19 º

21.17 º

Magnetic Declination

3.07 º E

3.07 º E

Magnetic Compass Reading

78.12º

18.10º

Source: Delta Airport Consultants, Inc.
National Geophy sical Data Center Website (ngdc.noaa.gov)
http://avnwww.jccbi.gov/datasheet
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6. Runway Visibility Zone
The runway line of sight or visibility zone is
an area formed by imaginary lines connecting
the two runways’ visibility points. FAA AC
150/5300-13, “Airport Design,” publishes line
of sight standards for both individual and
intersecting runways. The AC has specific
guidelines for calculating the points that form
the runway visibility zone. Permanent objects
need to be designed or sited so that there will
be an unobstructed line of sight from any
point five feet above one runway centerline to
any point five feet above an intersecting
runway centerline, within the runway
visibility zone. The existing runway visibility
zone for FSM is depicted on Exhibit 2-1.
7. Wind Analysis
The orientation of the runway to the
prevailing wind direction is critical to the safe
operation of aircraft, especially small, singleengine aircraft, which are more susceptible to
crosswinds.
When prevailing winds are
consistently from one direction, runways are
best oriented in that direction. In many cases,
however, a high degree of consistency of
wind direction is not found, and thus the
crosswind component is also evaluated to
ensure acceptable wind coverage. Crosswinds
are winds which tend to be perpendicular to
the runway or path of an aircraft while
landing or taking off. At an airport with a
single runway, that runway should be oriented
with respect to the prevailing winds so that at
least 95 percent of the time, the crosswind
component does not exceed a velocity of 10.5
nautical miles per hour (knots). Where a
single runway does not provide at least 95
percent coverage, a combined system of
runways or a widened runway should be
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considered that will meet the 95 percent
criteria.
The FAA recommends 95 percent wind
coverage for various crosswind components
based on specific airport reference codes
(ARC). As detailed in AC 150/5300-13,
“Airport Design,” the 95 percent wind
coverage is computed on the basis of the
crosswinds not exceeding 10.5 knots for ARC
A-I and B-I; 13 knots for ARC A-II and B-II;
16 knots for ARC A-III and B-III; and C-I
through D-III; and 20 knots for ARC A-IV
through D-IV.
The existing ARC classification for Fort
Smith Regional Airport as indicated on the
approved ALP is D-III. Therefore, wind
coverage would be computed for a 16-knot
crosswind component. Although the wind
coverage criteria recommends coverage based
on the ARC of the runway, because Runway
1-19 has an ARC of B-II, the runways have
also been evaluated for the more conservative
10.5-knot and 13-knot crosswinds (Table 24). This analysis is warranted due to the
number of small, single-engine piston and
twin-engine piston aircraft that utilize the
airport on a regular basis.
The primary method of analyzing wind
conditions at an airport is by using a wind
rose. The All Weather, Instrument Flight
Rules (IFR), and Visual Flight Rules (VFR)
wind roses for FSM are shown in Exhibits 22, 2-3, and 2-4. Wind data is represented on
the wind rose in terms of the percentage of
time winds of different velocities blow from
various compass directions. The concentric
circles on the wind rose indicate wind
velocity in miles per hour.
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Table 2-4
Fort Smith Regional Airport
Wind Coverage (Percent)

10.5 Knots

13 Knots

16 Knots

95.80
98.34

97.54
99.05

99.51
99.62

93.16
88.22

96.25
93.80

98.93
98.60

98.51
98.45

99.58
99.56

99.99
99.99

Runway 7-25
ALLWEATHER
IMC*
Runway 1-19
ALLWEATHER
IMC*
Combined 7-25/1-19
ALLWEATHER
IMC*

*< 1,000'ceiling and /or visibility < 3.0 miles, but > 200'ceiling and visibility > 0.5 miles
The radial lines on the wind rose define the
compass directions from which the winds
originate. The numbers within the segments
are the percentages of time and velocity the
wind blows from that direction. For this
Airport M aster Plan Update, wind data for the
period of 1995 to 2004 was obtained from the
National Climatic Data Center in Asheville,
North Carolina, for Fort Smith, Arkansas. The
wind roses indicate that Runway 7-25 and 119 provide greater than 95 percent coverage,
and thus there is adequate wind coverage for
the airport with the existing runway
alignments.
8. Airfield Fencing
A six-foot chain link fence surrounds the
entire perimeter of the airport.
Access
through the fence is provided by keypad/card
entry automatic gates or manually locked
gates. All the fencing is in good condition.
9. Land Use
Fort Smith Regional Airport is located four
miles southeast of the Fort Smith central
business district. The current airport property
comprises approximately 1,381 acres. The
airport is surrounded by a variety of land uses
including
residential,
agricultural/open,
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parks/recreational, commercial, industrial,
and institutional. Land uses surrounding F SM
are illustrated in Exhibit 2-5. On the north
end of Runway 1-19 land use is residential
immediately adjacent to airport property.
Between the airport and Rogers Avenue,
further north, lie large areas of residentialand commercial-use land. Rogers Avenue is a
highly developed commercial/retail corridor
leading northwest to the central business
district. To the south of the airport, along
Zero Street, there are industrial uses and a
large open area. South of Zero Street are
residential,
commercial,
and
parks/recreational uses (including the 1,300acre Ben Geren Regional Park). To the west
of the airport are commercial, industrial, and
agricultural/open land uses. Of particular
note is the Home Depot located on airport
property along Phoenix Avenue, west of the
Arkansas Air National Guard facilities. Land
uses to the east consist of residential uses and
agricultural/open land uses. Southeast of the
airport is the Fort Chaffee M ilitary
Reservation and redevelopment area.
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B. AIRPORT LIGHTING

3. Runway Edge Lights

M any airport lighting devices and visual aids
are available at Fort Smith Regional Airport.
These systems aid the pilot in locating and
operating in the airport environment.

Runway edge lights outline the edges of
runways during periods of darkness or
restricted visibility conditions. These light
systems, classified according to their intensity
or brightness, are identified as High-Intensity
Runway Lights (HIRLs), M edium-Intensity
Runway Lights (M IRLs) or Low-Intensity
Runway Lights (LIRLs). Runway 7-25 is
equipped with HIRLs, while Runway 1-19 is
equipped with M IRLs. The runway edge
lights are currently in fair to poor condition.

1. Airport Beacon
The airport beacon, a two-sided rotating light
with green and white lenses that produce a
flashing effect, is a visual navigational aid
used to help approaching pilots locate the
airport environment. The airport beacon at
Fort Smith Regional Airport is mounted atop
a tower located east of the airfield
maintenance buildings. The beacon is in
excellent condition.
2. Segmented Circle and Wind Cone
The segmented circle and lighted wind cone
are objects on the ground that give visual
traffic pattern and wind direction information
to pilots in the air. The segmented circle is
located southeast of the intersection of the
runways and has a wind cone located at its
center.
Wind indicators pivot in the wind and may be
a tetrahedron, wind tee, windcone, windsock
or a combination thereof. Wind indicators are
installed at airports to aid pilots in
determining wind direction and approximate
intensity, which, in turn, yields visual takeoff
and landing reference information. The wind
cone and segmented circle for the Fort Smith
Regional Airport are located approximately
550 feet southeast of the intersection of
Runways 7-25 and 1-19. The airport has
indicated a desire to increase the wind cone
size from six feet to 12 feet. Additional
supplemental windsocks are located at each
end of Runway 7-25. All of the wind indicator
components are in good condition.
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4. Taxiway Edge Lights
Taxiway edge lights are used to outline the
edges of taxiways. Similar to runway edge
lights, these light systems are classified
according to the intensity of light they emit.
All taxiways at FSM are equipped with
M edium-Intensity Taxiway Lights (M ITLs)
and are currently in fair to poor condition.
5. Visual Approach S lope Indicators
Visual approach slope indicators (VASIs) are
a system of lights that provide visual descent
guidance during the approach to a runway.
These lights are typically visible from three to
five miles during the day and up to 20 miles
or more at night.
M ost airport VASI
installations consist of two-bar (boxes) or
four-bar (boxes). The basic principle of the
VASI is that of color differentiation between
red and white. Each light unit projects a
beam of light having a white segment in the
upper part of the beam and a red segment in
the lower part of the beam. The light units are
arranged so that the pilot using the VASI
during an approach will see the combination
of red over white when flying the appropriate
descent glide path to the runway touchdown
point between the bars (boxes). Runway 25 is
currently equipped with a four-bar VASI
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located on the left side of the runway. It is in
good condition and maintained by the FAA.
6. Precision Approach Path In dicators
Precision Approach Path Indicators (PAPIs)
are a system of lights that provide visual
descent guidance during the approach to a
runway. PAPIs are an enhancement to VASIs
and are less expensive to maintain over time.
These lights are typically visible from three to
five miles during the day and up to 20 miles
or more at night. PAPI light installations are
installed in a single row of either two- or fourlight units. The unit is normally installed on
the left side of the runway. The basic
principle of the PAPI is that of color
differentiation between red and white. Each
light unit projects a beam of light having a
white segment in the upper part and a red
segment in the lower part of the beam. For a
four-bar (box) PAPI, the light units are
arranged so that the pilot using the PAPI
during an approach will see two white beams
on the outside and two red beams on the
inside if on the proper glide-path angle. If the
approach is too high, the lights will be all
white; if too low, the lights will be all red. A
combination of three and one is slightly high
or low. The touchdown point for a PAPI is
abeam the light units.
Fort Smith Regional Airport has a PAPI
installation to assist with approaches to
Runway 19. A four-box (light) unit is
installed for Runway 19. The current aiming
angle for the units is reported to be a standard
three-degree glide path. The PAPI unit is
maintained by the FAA, which conducts
routine monthly inspections of the unit. The
unit is in excellent condition.
7. Approach Lighting S ystem
Approach lighting systems provide a visual
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aid to transition from enroute instrument
flight to landing approach. Approach minima
dictate the sophistication of the approach light
system for a particular runway. Approach
lighting systems are a configuration of lights
starting at the landing threshold and extending
in the approach area a distance of 2,400 to
3,000 feet for precision instrument runways
and 1,400 to 1,500 feet for non-precision
instrument runways. Some systems include
sequenced flashing lights which appear to the
pilot as a ball of light traveling toward the
runway at high speed. Runway 7-25 is
equipped with a medium-intensity approach
lighting system (M ALSR) at both ends of the
runway, and are in good condition.
8. Control of Airport Lighting S ystems
The air traffic control tower (ATCT) at FSM
is open between the hours of 5:30 a.m. and 11
p.m. daily. FSM is one of many airports that
are not staffed 24 hours and thus have pilotcontrolled lighting systems for use when the
ATCT is not operational. These systems are
activated by keying the aircraft’s microphone
switch several times in rapid succession on a
predetermined and published radio frequency.
These systems provide a greater degree of
safety for the pilot and reduce the operating
cost and maintenance for airport operators.
The radio frequency, also known as the
Common Traffic Advisory Frequency
(CTAF), eliminates the need for pilots to
change frequencies to turn the lights on and
allows a continuous listening watch on a
single frequency. A CTAF is a frequency
designated for the purpose of carrying out
airport advisories while operating to or from
an airport without an operating control tower.
The CTAF is published on the instrument
approach chart and in other appropriate
aeronautical publications. The CTAF for
FSM is 118.3.
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9. Electrical Vault
The airport’s electrical vault is located on the
south side of the airport in the vicinity of the
air traffic control tower. The vault contains
the airfield’s main electrical power supply
and controls for the airfield lighting system
including runway, taxiway, and apron edge
lights. It is in very good condition. An
emergency generator is available for power
outages.

C. PASS ENGER TERMIN AL FACILITY

the traditional architectural heritage of Fort
Smith while maintaining modern airport
geometry and design efficiency. The terminal
currently accommodates two regional airlines
(American Eagle and Northwest Airlink) and
four rental car companies (Avis, Hertz,
National, and Budget), as well as a restaurant
(the Landing Café), and offices for the
Transportation
Security
Administration
(TSA). The second floor of the terminal
contains offices for airport management.
Facilities in the vicinity of the passenger
terminal are presented on Exhibit 2-6.
Primary access to the airport passenger
terminal building is via M cKennon
Boulevard. This road joins South 66th Street
and then splits into a loop around the parking
lot. In front of the terminal the roadway
provides one through lanes with free drop-off
parking provided on both sides for
approximately 12 vehicles. Plans are to
change to two (2) through lanes with a
curbside drop-off lane in early 2006.
1.

The passenger terminal area at Fort Smith
Regional Airport is located in the northeast
quadrant of airport property. The passenger
terminal area development consists of a
52,200-square-foot passenger terminal which
was completed in September 2002. It is
supported by an air carrier apron, a public
auto parking lot, an employee parking lot, and
a rental car parking lot. The new terminal
was designed to meet current and future air
traffic needs, and was completed at an
approximate cost of $12.8 million, reflecting
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Terminal Layout

Floor plans of the terminal building are
included as Exhibit 2-7, for the first floor,
and Exhibit 2-8, for the second floor. The
first floor serves the flying public and their
need for air travel access. Second-floor space
houses the Airport Administration offices.
Constructed in 2002, the terminal building is
in excellent condition.
The terminal is well configured with
departure and arrival functions located on
opposing sides of the central circulation
corridor. Restrooms, snack facilities, and TSA
passenger screening are located in the central
corridor area. A large passenger hold room is
located at the end of the central corridor.
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described as “just like home.” Furnishings in
the hold room are upholstered sofas and
wingback chairs, with adjacent coffee
table/end table space. This unique hold room
design is well received by the local
community and visitors to the region.

Currently, TSA is utilizing ticket counter
space and adjoining office space for
administrative and baggage screening
functions. They are located between the two
existing airlines, which minimizes the
movement of checked baggage.
2.

Airline S pace

Two airlines, American Eagle and Northwest
Airlink, occupy space in the ticketing area
and hold room. Space is available for another
airline. TSA currently occupies ticket counter
space between the two existing airlines for
convenient and timely baggage screening.

4. Snack Bar
The Landing Café offers limited food and
beverage service for passengers. Beverages,
snacks, and sandwiches are available. The
seating area contains a few tables, as well as a
sofa and chair around a coffee table. The
operator would like to have more space and
reported the need for a grill, fryer, and
ventilation hood.
5. Baggage Claim/Rental Cars
One conveyor handles the baggage arriving at
Fort Smith. Four rental car agencies are
conveniently located opposite the baggage
claim belt.
6. Public Restrooms

3. Passenger Hold Room
The Airport Commission embraced a concept
for the new terminal which might be
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Of special note is that the restrooms in the
passenger terminal received the honor of
being named “America’s Best Restroom” in
2005. This award, presented annually, was
presented to Fort Smith Regional Airport by
Cincinnati-based Cintas Corporation, a
leading provider of restroom hygiene products
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8. Automobile Parking

and services.
These award-winning restrooms outpaced
other contenders for the prize including the
Columbia Tower
Club
in
Seattle,
Washington, the Blue Gate Restaurant in
Shipshewana, Indiana, the Associated Travel
Group in Lafayette, Louisiana, and the
M adonna Inn in San Luis Obispo, California.

D. MAINTENANC E AND/S NOW
REMOVAL EQUIPMENT AND
S TORAGE

7. Aviation Museum
Across from the airline ticket counters is an
area of enclosed cases of aviation
memorabilia relative to Fort Smith and to the
history of the airport. The museum holds a
wide variety of displays honoring the pioneer
and military aviators from the area and
chronicling the history of airline service to
Fort Smith.
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Short-term and long-term parking is
combined in one paved lot conveniently
located just north of the passenger terminal.
The parking lot is operated by Republic
Parking Systems. There are 256 public
automobile parking spaces in front of the
passenger terminal. A project to expand the
public parking by 359 spaces (for a total of
615 public spaces) is scheduled to be
completed in November 2005. Rental car
parking, to the east of the passenger terminal,
consists of 152 parking spaces. The rental car
companies have expressed a desire for more
vehicle spaces. The Airport is currently
constructing a common car wash facility.
Employee parking, located to the west of the
passenger terminal, consists of 58 parking
spaces.

The airport’s maintenance and snow removal
equipment are stored, repaired, and
maintained in the airport maintenance
buildings located at the end of M aintenance
Road “B”, southwest of the passenger
terminal and a single building at the east end
of terminal. These buildings and sheds are in
good condition. A list of the airport’s GSE
and snow removal equipment is provided in
Table 2-5. This list indicates the vehicle
number or type of machine, the model/make
or year, the vehicle or equipment description,
and the proposed replacement year.
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Table 2-5
Fort Smith Regional Airport
Maintenance and Snow Removal Equipment
Vehicle Number
Make/
or Type
Year
Model
20
1994
Ford
30
1992
Ford
40
1996
Ford
10
1980
JD
5
1996
GMC
6
1998
GMC
8
2003
Ford 250
9
1993
Ford 350
Loader
1986
JD 644C
Back Hoe
1984
555A
Grader
1980
JD770A
Sweeper
1996
Snow Broom
1976
SMI 300
Flink Spreader
1998
Brush Hog
1993
Brush Hog
1995
Brush Hog
1995
T ar Machine
1964
Flail
1996
Sprayer
1990
Sprayer
1996
Box Blade
1978
T ine Rack
2002
Pressure Washer
2004
STP-2015D
Drag Blade
1978
Lighted 2 Xs
2002
Weed Eater
1996
Weed Eater
2004
Chain Saw
1994
Generator
1996
Water Pump
SPA-1 1/2E
T railer
1991
T railer
1992
T railer
2001
Auger
Rhino
Snow Auger
Erskins A40R
Roll Over Plow
1978
Auger
1978
Air Compressor
1996
Sears
Welder
2003
Lincoln 225/125
Leaf Blower
2001
Source: Airport Operations P ersonnel, May 2005
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Description
6640 T ractor
6640 T ractor
1630 T ractor
JD 401B
¾ T on T ruck
¾ T on T ruck
¾ T on T ruck
1 T on Dump T ruck
Front End Loader
Back Hoe
Grader
T ymco Runway Sweeper
Snow Broom
Sand Spreader
15’ Brush Hog
15’ Brush Hog
7’ Brush Hog
Crack Seal Machine
Drag Flail
Hand Wand Sprayer (300 Gal)
Hand Wand Sprayer (500 Gal)
Box Blade (3 pt hookup)
Rear T ines (3 pt hookup)
Shark Pressure Washer
5’ Drag Blade (3 pt hookup)
Runway Xs Closure Markings
Stihl FS76 Weed Eater
Stihl FS110 Weed Eater
Stihl Chain Saw
5000 W Portable Generator
12 Volt Pump/Porta Pump
8’ Utility Tilt T railer
T andem Axle/T railer Ramps
16’ Enclosed Emergency T railer
9” to 12” Dirt Auger
Rotary Snow Blower
Snow Plow
5 T on Rear Auger fo r Spreader
Portable Air Compressor
220 volt AC/DC Welder
Stihl B400 Leaf Blower
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Proposed
Replacement
Year
2015
2013
2010
2006
2008
2010
2015
2010
2015
2005
2015
2012
2009
2015
2011
2013
2015
2005
2015
2015
2015
2020
2020
2015
2020
2020
2007
2014
2015
2019
2015
2020
2020
2025
2025
2025
2025
2025
2015
2025
2015
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E. GEN ERAL AVIATION FACILITIES
General Aviation (GA) facilities consist of
hangars, aircraft parking aprons, and Fixed
Base Operators (FBO) and their associated
facilities. The primary function of the general
aviation facilities is to serve as the focal point
for GA pilot and passenger transfer between
ground transportation and general aviation
aircraft. As such, it serves as a gateway to the
local community for general aviation
travelers. A secondary purpose is to provide
office space for FBO personnel who service
these aircraft. Also, pilots are able to access
weather information and flight planning
resources.
The GA facilities at FSM are located on the
west side of the airport, north of Runway 725. The complex is illustrated on Exhibit 2-9
and
consists
of
corporate hangars,
FBO/SASO hangars, T-hangars, office
buildings, a fuel farm, a self-fueling station,
and aircraft tie-down aprons.
1. Fixed Base Operators (FBOs)
A full-service FBO is defined as a full-service
commercial operator who engages in the
primary activity of aircraft refueling and one
or more of the following secondary activities:
airframe and power plant maintenance, flight
training, aircraft rental, air charter or taxi,
avionics maintenance and sales, and aircraft
storage.
There is one full-service FBO at FSM , TAC
Air. Services include fueling, maintenance,
hangar storage, and transient aircraft services.
TAC Air offers no flight instruction and has
no aircraft for charter services; however, the
company will broker charter services when
requested. Three licensed mechanics are
included in a staff of 18-20 employees. TAC
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Air also administers the leasing of some of
the hangars owned by the Airport
Commission at the airport.
Discussions with the FBO manager indicated
that the primary fuel customer (90%) is the
U.S. military. Training operations of F-16s, F18s, T-38s, and other military aircraft
consume approximately 150,000 gallons per
month. Another issue for the FBO is parking
of very large transport aircraft when the
military brings in troops related to activities at
Fort Chaffee.
Although there is some corporate aviation
activity, it is limited. Corporate customers
cited were Whirlpool, Gerber, Borg Warner,
and the local hospital. There is very limited
demand for air freight reported.
Eight
corporations base aircraft at the airport and
four have their own fueling capability
(Hangars 16, 20, 21, 22).
The FBO manager relayed several issues of
concern which he hoped the M aster Plan
would address:
a. New T-hangars are needed
b. Access to hangars is not convenient since
traffic to all but one of the hangars must
cross the active GA ramp
c. The configuration of the ramp is very
irregular, which causes significant aircraft
placement concerns
2. S pecialized Aeronautical Service
Operators (S ASOs)
A specialize aeronautical service operator
typically provides only one or two services,
without fueling. These operators would
typically require less space, although public
access is still important.
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At Fort Smith, Northwest Arkansas Avionics
is a SASO. Avionics repair and replacement
are accomplished on aircraft ranging from
Cessna 150s to Gulfstream IIs. They have
five employees at FSM . They rent their
hangar, Building #2, from TAC Air. The
hangar is reported in fair to poor condition
with a leaky roof and an ineffective heating
system. Due to the limitations of the hangar,
they report that their operations at FSM are
limited.
3.

Flight Training

There are two flight training alternatives at
Fort Smith Regional Airport.
The Fort Smith Flying Club is a nonprofit
operation which has two Cessna 172 (C-172)
aircraft. The club has approximately 40
members with nine active students and three
instructors. Operating currently out of TAC
Air facilities, the club expressed a desire for a
hangar and apron space.
Fort Smith Aviation Academy operates four
C-172 aircraft from a small office in TAC
Air Hangar #6. They report 26 full-time
students and six part-time students and
expressed a desire for more space. Flight
training for GA was reported to be limited at
FSM due to the very active military presence.
4. Corporate Aircraft
There are several corporate aircraft operators
based at Fort Smith. Their aircraft include
Citation II, Citation XL, and a Westwind.
Airport enhancements requested by the
corporate users included a PAPI on Runway
7, wider taxilanes, more parking, more
competitive fuel prices, and reduced
vehicular traffic through the GA gate.
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In addition to the FBO, there are other
tenants that maintain facilities in the GA area
at FSM .
These include a variety of
companies, some of which base their
corporate aircraft in hangars on the field.
These companies include the following:
•
•
•
•
•
•
•
•

Arkansas Best
Airman'
s Aviation
Beverly Enterprises
Baldor Electric
Dude Inc.
Stephen'
s Inc.
Canary
Providence

5. Based Aircraft
According to FBO records, there are 73
based aircraft. The majority of the based
aircraft are single-engine piston aircraft. As
shown in Table 2-6, 61 percent of the based
aircraft are single-engine piston aircraft, 12
percent are multi-engine piston aircraft, 11
percent are multi-engine turboprops, five
percent are jets, and one percent are
helicopters.
6. Aircraft Hangars/Buildings
Conventional hangars typically provide
storage for multiple aircraft of various sizes
and types. There are eight corporate hangars
at Fort Smith Regional Airport, ranging in
size from 5,000 square feet to over 15,000
square feet (Buildings 13, 16, 17, 18, 19, 20,
21, and 22).
There are seven community hangars, ranging
in size from 4,800 square feet to over 13,000
square feet (Buildings 2, 3, 4, 5, 6, 8, and 14).
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Table 2-6
Fort Smith Regional Airport
Based Aircraft by Type
SE Piston

ME Piston

ME TurboProp

Jet

Rotorcraft

Total

Number Based

44

9

8

11

1

73

Percentage of
Fleet

61%

12%

11%

15%

1%

100%

Source:

FBO Records

There are two T-hangars (Buildings 11 and
12). The T-hangar structures at the airport
offer a total of 14 units (10 in Building 12, 4
in Building 11). There are three office
buildings within this area (Buildings 1, 7, and
10), one fuel farm, and one self-fueling
station.
According to FBO records, there are 25 based
single-engine piston, eight based multi-engine
piston, six based multi-engine turboprops, and
three based jets stored in conventional
hangars.
7. Aircraft Apron and Tie-downs
Another method of aircraft storage is apron
tie-downs. All existing aircraft tie-downs for
Fort Smith Regional Airport are located in
front of the TAC Air FBO building (Building
7) or behind conventional Hangars 3 and 4.
According to FBO records, there are 65 tiedown spaces (approximately 64,000 square
feet) available. Thirty of these tie-downs are
located behind Hangars 3 and 4. There are 15
based single-engine aircraft in these tie-down
areas.
8. Fuel Storage and Dispensing Equipment
Fort Smith Regional Airport has nine aboveground storage tanks (AST) and four tender
trucks for fueling services. The airport has six
tanks for Jet-A fuel, two tanks for 100LL
AvGas, and one tank for waste oil. Four of
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the Jet-A fuel tanks are owned by corporate
operators, and the other two are operated by
TAC Air. Fuel is dispensed via four trucks
(three for Jet-A and one for Avgas) owned
and operated by TAC Air.
The fuel
equipment,
owner/operator,
capacity,
condition, and contents are listed in Table 27.
F. MILITARY FACILITIES
The Arkansas Air National Guard (AANG)
facilities and apron area, home of the 188th
Fighter Wing (Flying Razorbacks), consists of
110 acres of land leased from the Airport
Commission and is located at the north side of
the airport, west of Runway 1-19. The wing
has been in Fort Smith since 1953 and has
been estimated to have an economic impact of
$51 million to the region.
The 188th Fighter Wing employs 335 full-time
military and civilian employees, as well as a
contingent of up to 991 reservists. The
current mission of the 188th Fighter Wing is
twofold. At the federal level their mission is
to achieve and maintain the level of
operational readiness necessary to provide
trained, combat-ready air units capable of
global deployment and available for
immediate integration into the regular Air
Force in the event of a national emergency.
At the state level, on orders from the
governor, their mission is to assist local
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Table 2-7
Fort Smith Regional Airport
Fuel Storage and Dispensing Equipment
Owner/
Capacity
Equipment
Operator
(Gallons)
T ank
T AC Air
20,000
T ank
T AC Air
20,000
T ank
T AC Air
12,000
T ank
T AC Air
6,000
T ank
T AC Air
1,000
T ank
Arkansas Best
12,000
T ank
Baldor
12,000
T ank
Beverly Ent.
12,000
T ank
Canary
12,000
T ruck
T AC Air
5,000
T ruck
T AC Air
3,000
T ruck
T AC Air
3,000
T ruck
T AC Air
1,500
Source:

Above/Under
Ground
Under
Under
Under
Under
Above
Under
Under
Under
Under
Above
Above
Above
Above

Condition
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good

FSM Airport Personnel, May 2005

authorities in the event of a disaster,
disturbance, or other emergencies. 1
Vehicular access to the AANG facility is by
way of Phoenix Avenue. Phoenix Avenue
connects to Interstate 540, which runs
generally in a northeast to southwest direction
west of the airport. The AANG facilities are
composed of over 50 buildings and include
administrative
offices,
warehouses,
maintenance shops and hangars, a fire station,
base fuel supplies, and an aircraft parking
apron. These facilities are illustrated in
Exhibits 2-10 and listed in Exhibit 2-11. The
188th Fighter Wing currently operates a fleet
of 17 F-16s, 15 PAA (Primary Assigned
Aircraft) plus two extra. The AANG provides
all aircraft rescue and firefighting (ARFF)
services for the airport, with a staff of 24
firefighters on duty, 24 hours a day, seven
days a week. ARFF equipment operated by
the AANG fire department is shown in Table
2-8.
The fire department personnel are
1

Contents
Jet-A
Jet-A
Avgas
Waste Oil
Avgas
Jet-A
Jet-A
Jet-A
Jet-A
Jet-A
Jet-A
Jet-A
Avgas

th

188 Fighter Wing Master Plan, T he Benham Group,
July 9, 2003.
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trained in Hazardous M aterial Response. A
fire-training facility certified by the FAA and
the Department of Defense is located on the
airport.
Table 2-8
Fort Smith Regional Airport
ARFF Equipment
Number
Equipment Type
2
1,500-Gallon T ruck
w/280 Gallons of Foam
1
1,000-Gallon T ruck
w/180 Gallons of Foam
1
Rescue T ruck
1
2,000-Gallon Water T ender
1
1,000-Gallon Portable
Emergen cy Foam T ank
Source: Arkansas Air National Guard 188 th Fighter Wing

A new headquarters building was completed
in 2005 at a cost of about $5 million. This
building was the first of a phased
improvement program scheduled through the
year 2020. However, in M ay 2005, the
Department of Defense recommended that the
F-16s be relocated to Fresno, ARFF to Tulsa
and Rapid Runway Repair (RRR) relocated to
Savannah, Georgia as part of the Base
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Realignment and Closure Commission
(BRAC) process. News releases indicated
that 186 full-time positions and 484 part-time
guardsmen would be lost. In July 2005, a
contingent from the City of Fort Smith, the
Fort Smith Regional Airport, the Fort Smith
Regional Chamber of Commerce and the
188th AANG made a presentation to the
BRAC Commission in San Antonio, Texas,
and the chairman of the BRAC Commission
visited FSM and toured the AANG facilities.
In August 2005, the BRAC Commission
voted to keep the AANG unit at FSM and to
give it a new mission and a new type of
aircraft with which to accomplish it. The
unit'
s F-16s are expected to be replaced with
18 A-10 Warthogs PAA which could result in
20 to 24 aircraft. The ARFF Facility and
ARFF training remains while the RRR is still
being relocated to Savannah.
G. AIR C ARGO FACILITIES
There are two all-cargo carriers located on the
airport: DHL and FEDEX. Both facilities are
located at the west end of the airport, having
access to Phoenix Avenue. Neither of these
cargo operators transport cargo into or out of
FSM by aircraft. All cargo is shipped to/from
FSM on trucks to Tulsa, Oklahoma, where it
is flown to each carrier’s sorting hub. Neither
of these facilities have direct access to the
airside pavements, however, space is
available on airport property for such access
immediately behind their facilities.
H. AIRPORT FIRE PROTECTION AND
UTILITIES
Support services at the airport include fire
protection and utilities.

F ORT S MITH R EGIONAL AIRPORT

1. Fire Protection
Fire protection for the airport is currently
provided by the Arkansas Air National Guard
(AANG), located at the northwest quadrant of
the airport, and has been previously
described. Index B is maintained for Part 139
with capabilities for Index D at the discretion
of the AANG.
2. Utilities
Electrical power to the airport is provided by
Oklahoma Gas and Electric (OG&E).
Telephone
service
is
provided
by
Southwestern Bell. Water is supplied to the
airport by the City of Fort Smith. Sanitary
sewage disposal and solid waste disposal for
the airport are provided by the City of Fort
Smith. Natural gas is provided to the airport
by Arkansas and Oklahoma Gas (AOG).
I. AIRPORT WEATHER CONDITIONS
AND S ERVICES
Weather is a factor which can significantly
affect the airfield operating environment. In
relation to aircraft operational conditions and
the associated aircraft approach activity,
weather conditions are comprised of two
categories: 1) instrument meteorological
conditions and 2) visual meteorological
conditions.
Instrument M eteorological
Conditions (IM C) exist when the pilot
operating the aircraft must use available
navigational aids and FAA Instrument Flight
Rules (IFR) to operate an aircraft under less
than adequate (reduced visibility, fog, rain,
snow, etc.) weather conditions.
Visual M eteorological Conditions (VM C)
exist when the pilot operating the aircraft
must establish visual contact with the runway
and rely on this view to prepare for initial and
final approach procedures under FAA Visual
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Flight Rules (VFR), which includes alignment
with the runway before landing the aircraft.
Fort Smith Regional Airport operates under
VM C conditions the majority of the time;
however, precision and non-precision
instrument approaches are available to both
Runway 7 and Runway 25, with a nonprecision approach to Runway 1.
Airport weather conditions are often
monitored by automated observing systems.
These systems provide detailed data that is
available to pilots via a recorded message
accessed by a specified radio frequency or
telephone contact. Two such systems are
currently in use: 1) Automated Surface
Observing System (ASOS), primarily
deployed by the U.S. National Weather
Service and 2) Automated Weather Observing
System (AWOS), which provides similar
information based on specifications from the
FAA. FSM has an ASOS that reports present
weather conditions, including temperature,
dew point, wind, altimeter setting, visibility,
sky condition, storms, and precipitation. It is
Table 2-9
Fort Smith Regional Airport
Instrument Approaches
Runway

Approach Type

located 1,600 feet west of the Air Traffic
Control Tower.
J. INS TRUMENT APPROACH
PROCEDURES AND NAVAIDS
The Fort Smith Regional Airport has various
types of electronic NAVAIDS that provide
specific support to the system of air
navigation.
NAVAIDS provide enroute
navigation support, as well as assistance in
performing established instrument approach
procedures for the purpose of landing at an
airport.
The Fort Smith Regional Airport has eight
published instrument approach procedures.
Runway 7 has a precision ILS (Instrument
Landing System) approach and two nonprecision approaches, Runway 25 has a
precision ILS approach and three nonprecision approaches, and Runway 1 has a
non-precision approach. These are listed by
runway, approach type, and lowest visibility
minimums in Table 2-9.

Minimums
Altitude (AGL)
Visibility
200 feet
½ mile

7

ILS

7

RNAV (GPS)

431 feet

1 mile

7

VOR/DME or T ACAN

611 feet

1 mile

25

ILS

200 feet

25

NDB

695 feet

½ mile
2,400 RVR
¾ mile

25

RNAV (GPS)

514 feet

25

VOR or T ACAN

535 feet

1 ¼ mile
6,000 RVR
1 mile

1

RNAV (GPS)

432 feet

1 ½ mile

Notes: Minimums indicated are for Category A aircraft
Source: U.S. Department of Transportation, Federal Aviation Administration, National
Charting Office, U. S. Terminal Procedures (South Central), April 15, 2005.
Compiled by Delta Airport Consultants, Inc.
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Each instrument approach procedure includes
a decision height (DH) or minimum descent
altitude (M DA) and minimum visibility,
beyond which point the pilot must execute a
missed approach and re-attempt the landing
effort, or divert to another airport. The
altitude references are expressed in both M SL
(M ean Sea Level) and AGL (Above Ground
Level) on published instrument approach
charts used by pilots.
The visibility
minimums for FSM ’s published approaches
vary depending on the approach category of
the given aircraft. A brief description of each
NAVAID, and the related procedure,
available to support instrument approaches to
the Fort Smith Regional Airport is presented
in the following sections.
1. Instrument Landing S ystem (ILS )
The ILS is designed to provide an approach
path for precision alignment and vertical
guidance of an aircraft on final approach to a
runway. The standard ILS, as in service at the
Fort Smith Regional Airport, is a Category I
system, which consists of a localizer,
providing lateral guidance, and a glideslope,
providing vertical guidance. The ILS is used
when instrument meteorological conditions
(IM C) require the pilot to employ instrument
flying rules (IFR).
The ILS approach for Runway 7 is initiated
approximately 15 nautical miles west of the
airport on the 76 degrees radial of the JEM BO
NDB which serves as the initial approach fix
and outer marker.
As published, the
minimums for the straight-in ILS approach
are DH of 669 feet M SL (approximately 200
feet AGL) with one-half statute mile visibility
for aircraft in any approach category. The
published ILS approach for Runway 7 is
depicted in Exhibit 2-12. The approach
procedure also allows for a Localizer/DM E
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approach to be flown at higher minimums
should the glideslope not be available.
The ILS approach for Runway 25 is initiated
approximately 15 nautical miles east of the
airport on the 256 degrees radial of the
WIZER NDB. As published, the minimums
for the straight-in ILS approach are DH of
646 feet M SL (approximately 194 feet AGL)
with 2,400-foot runway visual range (RVR)
visibility for aircraft in any approach
category. The published ILS approach for
Runway 25 is depicted in Exhibit 2-13.
2. NDB Approaches
A Non-Directional Beacon (NDB) is a
navigational aid that sends out a broad signal
which can be received by any aircraft
equipped with an ADF (automatic direction
finder). The NDB station is a single 35-foot
pole with ground radials extending
underground 100 feet out from the center
pole. NDBs may be located on airport
property or may be within a few miles from
the airport. The stations are often collocated
with the Outer M arker in ILS approaches and
provide two principal functions: (1) homing
for VFR operations and (2) ADF instrument
approach capability for IFR operations.
The Initial Approach Fix for the NDB
approach to Runway 25 is the WIZER NDB.
As published, the minimums for the straightin NDB approach are an M DA of 1,140 feet
M SL (approximately 691 feet AGL) and
three-fourths statute mile visibility for aircraft
in approach categories A and B.
The
visibility minima increase to 1-1/2 mile and
two miles with approach category C and D
aircraft, respectively. The published NDB
approach procedure for Runway 25 is shown
on Exhibit 2-14.
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3. GPS Approaches
The Global Positioning System (GPS) is a
space-based radio navigation system operated
by the Department of Defense. It consists of
24 satellites, which orbit the earth at an
altitude of approximately 11,000 miles, and
ground stations. GPS provides users with
accurate information on position, velocity,
and time anywhere in the world and in all
weather conditions, by cross-referencing
signals from at least four of the satellites.
GPS airport instrument approach procedures
can typically be subdivided into two types:
the overlay approach, and the AreaNavigation (RNAV) approach (stand alone).
The GPS overlay approach procedures from
the early 1990s are continually being replaced
by RNAV (GPS) procedures, and the RNAV
(GPS) procedures are continually receiving
enhancements to improve their accuracy. The
first step enhancement is an LNAV (or
Lateral Navigation) category that is similar to
the traditional non-precision approach. As of
the end of 2003, approximately 2600 LNAVs
published including over 1900 at general
aviation airports. All GPS procedures require
the aircraft be equipped with the appropriate
receiver for a given approach category.
The second level of enhancement to the
RNAV (GPS) procedures have been from the
introduction of vertical guidance resulting
from the commissioning of the GPS Wide
Area Augmentation System (WAAS) in July
2003. With vertical guidance, the approach
minima table adds another category,
(LNAV/VNAV), allowing decision altitude
minima as low as 350 feet AGL assuming no
controlling obstructions require greater. As of
the end of 2003, there were over 650
LNAV/VNAV procedures published; 80
percent of these are at commercial service
airports.
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The third level of enhancement is the LPV
category, which offers decision altitude
minima as low as 250 feet AGL assuming no
obstructions. The first approach categories
were published in September 2003 and the
FAA estimates the procedures will be created
at the rate of 300 per year. Currently there are
eight; four at commercial service airports and
four at GA airports.
The Fort Smith Regional Airport has stand
alone GPS approaches to Runways 7, 25, and
1. These are illustrated in Exhibits 2-15, 216, and 2-17.
4. Very High Frequency Omnidirectional
Range S tations (VOR)
The VOR station forms the basic element of
the enroute electronic navigation system in
the United States by transmitting a very high
frequency (VHF) signal providing azimuth
information to the pilot. Since the signal is
VHF, it is subject to the line of sight
restriction and the range varies with the
altitude of the receiving equipment. A VOR
located on or near an airport that is used for
non-precision approaches is known as a
terminal class VOR (TVOR).
VORs can also be co-located with Distance
M easuring Equipment (DM E), which
provides distance information (in nautical
miles) from the aircraft to the DM E station.
VOR/DM E equipment used by civilian
aircraft was enhanced to support military
operations in development of the Tactical Air
Navigation (TACAN) system.
These
TACAN stations were integrated with civil
VOR/DM E stations and are known as
VORTAC stations. Both Runways 7 and 25
have published VOR/DM E or TACAN
approaches. These are shown in Exhibits 218 and 2-19.

S EPTEMBER 9, 2005

P AGE 2-34

This Page Intentionally Left Blank

K. AIRS PAC E
The airspace over the United States, to an
altitude of approximately 60,000 feet M SL
(Flight Level – FL600), is separated into two
parts, terminal and enroute airspace.
Terminal airspace is that area around the
nation’s major airports extending to a
specified altitude that may encompass an
area of 60 miles in diameter and include
several airports. Enroute airspace is the area
within which aircraft transit from one
terminal airspace to another. There is no
specified bottom altitude for enroute
airspace and the top extends to the upper
performance limits of civil aircraft. U.S.
airspace is further divided into several
different categories, each having different
rules and regulations.
The airspace categories are designated Class
A, B, C, D, E, and G, transition areas and
continental control area. Exhibit 2-20
illustrates the different classes of airspace.
Class A covers the United States and
encompasses all airspace from 18,000 feet
M ean Sea Level (M SL) to 60,000 feet M SL.
Aircraft flying in Class A airspace must
operate under Instrument Flight Rules (IFR).
The Class B, C, and D areas are ascribed to
Airport Traffic Areas (ATA). Each class of
ATA has a given radius, with Classes B and
C having extensions (transition areas) to
encompass the final portion of an instrument
approach procedure. There is no Class B or
C airspace in the immediate vicinity of
FSM . Class G airspace is uncontrolled
airspace and consists of all airspace not
classified as A, B, C, D, or E. Pilots flying
in Class G airspace have the responsibility
to see and avoid other aircraft. No air traffic
control services are available in Class G
airspace.
The Fort

Smith

Regional Airport
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surrounded by Class D and E airspace, and
to the southeast there are several military
operation areas (MOA). This is illustrated
on Exhibit 2-21. Additionally, there is a
Terminal Radar Service Area (TRSA)
surrounding FSM . The airspace in a fivenautical mile radius surrounding FSM (the
primary airport in this TRSA) is classified as
Class D airspace. Pilots operating within
Class D airspace are required to have an
operational two-way radio, unless otherwise
authorized by FAA Air Traffic Control
(ATC), while Class E airspace requires no
specific certification or equipment. Pilots
operating under Visual Flight Rules (VFR)
are encouraged to contact the radar approach
control and avail themselves of the TRSA
services.
However, participation is
voluntary on the part of the pilot.
1. Terminal Radar S ervice Area (TRS A)
A TRSA is a defined portion of airspace
where pilots can receive additional radar
services, such as vectoring, sequencing, and
separation on a full-time basis. The TRSA
at FSM extends approximately five nautical
miles in all directions from the airfield. The
most inner ring of the TRSA extends from
the ground surface to 7,000 feet AGL. The
middle ring of the TRSA extends from 1,500
feet AGL to 7,000 feet AGL M ost of the
outer ring of the TRSA extends from 2,500
feet AGL to 7,000 feet AGL. A small
corridor through the TRSA outer ring,
located to the west of FSM , extends from
2,000 feet AGL to 7,000 feet AGL.

is
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2. S pecial Use Airspace
According to the Airman’s Information
M anual, special use areas consist of that
airspace wherein activities must be confined
because of their nature, or wherein limitations
are imposed upon aircraft operations that are
not a part of those activities, or both. Special
use airspace consists of Prohibited and
Restricted Areas, Warning Areas, M ilitary
Operation Areas (M OAs), Alert Areas, and
Controlled Firing Areas.
There are two areas of special use airspace in
the vicinity of FSM . The first is a restricted
area,
Razorback
Range,
located
approximately five nautical miles southeast of
the airport. The second special use area is
HOG MOA that is located approximately
seven nautical miles southeast of the airport.
Both the Razorback Range and the HOG
MOA are comprised of several subcomponents.
The restricted area is comprised of three
components designated as R-2401A, R2401B, and R-2402. These areas extend from
the surface to an altitude of 30,000 feet M SL.
The portion of the FSM TRSA overlying R2401A and R-2401B is not effective when
these restricted areas are active.
3. Military Operation Areas (MOAs)
The M OAs include HOG north, HOG south
and HOG JRTC. They are used by the 188th
Fighter Group and by the Army and National
Guard for bomb ranges and air-to-ground
training areas. The HOG north and south
MOAs are also divided into low- and highaltitude components.
The low-altitude
components extend from 1,500 AGL up to,
but not including, 6,000 feet M SL, while the
high-altitude components extend from 6,000
feet M SL to 18,000 feet M SL. The HOG
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JRTC MOA has a floor of 100 feet AGL and
extends to 18,000 feet M SL.
4. FAR Part 77 Imaginary S urfaces
Federal Aviation Regulation (FAR) Part 77
establishes
standards
for
determining
obstructions in navigable airspace; sets forth
the requirements for notice to the FAA
Administrator
of
certain
proposed
construction or alteration; provides for
aeronautical studies of obstructions to air
navigation, to determine their effect on the
safe and efficient use of airspace; provides for
public hearings on the hazardous effect of
proposed construction or alteration on air
navigation; and provides standards for
establishing antenna farm areas.
For the purposes of FAR Part 77 obstruction
analysis, the Fort Smith Regional Airport is
considered a public use airport with one
precision instrument runway (7-25) and one
non-precision runway (1-19). The airport is
currently designated a class D-III airfield. It
offers precision instrument approaches (50:1
and 40:1 slopes) to Runway 7 and 25 with
approach visibility minimums as low as 2,400
feet RVR or 1/2 statute mile, and nonprecision instrument approaches (34:1 slope)
to Runway 7, 25, and 1 with approach
visibility minimums greater than or equal to
3/4, 1 mile and 1 1/4 mile. Runway 19 is a
visual runway (20:1 slope) with approach
visibility minimums of 3 miles. Any existing
fixed or mobile objects are, and future objects
may be, obstructions to air navigation if they
are of greater height than any of the heights or
surfaces outlined in FAR Part 77.23. The
determination of whether an obstruction is
actually a hazard is accomplished through an
aeronautical study conducted by the FAA.
The standards apply to all objects, whether
manufactured, objects of natural growth, or
terrain.
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Specifically, the following civil airport
imaginary surfaces are established under FAR
Part 77 with relation to each airport and to
each runway:
•
•
•
•
•

Primary Surface
Approach Surface
Transitional Surface
Horizontal Surface
Conical Surface

In order to fully protect the Fort Smith
Regional Airport environs from potential
hazards to air navigation, it is important that
an obstruction analysis evaluate penetrations
based on the Part 77 imaginary surfaces for
all runway approaches.

Access to the ATCT by automobile is from
Bieker Road (South 66th Street), off of Zero
Street.
Table 2-10
Fort Smith Regional Airport
Radio Frequencies
Source
Frequency
CTAF
118.30
Unicom
122.95
Ground Control
121.90
Clearance Delivery
133.85
ATIS
126.30
Ra zorback Approach/
Departure Control
120.90
Memphis Center
119.25
Approach /Departure
Control
Source: Airfield Facility Directory

The airport administration may be reached by
calling (479) 452-7000.
It can also be
reached on the airport’s website at
www.fortsmithairport.com. The airport also
has an on-site ASOS that provides up-to-date
local weather reporting at (479) 646-2504.
Aviation radio communications available at
Fort Smith Regional Airport and within the
airport area are listed in Table 2-10.
M. S ECURITY

L. AIRPORT COMMUNICATIONS
The Airport has an FAA Air Traffic Control
Tower (ATCT) and Terminal Radar Approach
Control (TRACON). The facility is located
southeast of the intersection of Runway 7-25
with Runway 1-19 and is in operation from
5:30 a.m. to 11:00 p.m. daily. The field is
uncontrolled between 11:00 p.m. and 5:30
a.m. Instrument operations to and from the
Fort Smith Regional Airport are supported by
the M emphis Center Approach Control.
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The Fort Smith Regional Airport is
categorized in the NPIAS (2005-2009) as a
primary,
commercial
service
airport.
Commercial service typically refers to
scheduled air carrier activity utilizing an
aircraft having more than 30 seats and
conducted
under
Federal
Aviation
Regulations (FAR) Part 121. If an airport
receives such commercial service or intends
to, then it must fully comply with FAR Part
139 and develop an airport certification
manual as defined in the regulations.
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Airports certificated under FAR Part 139 are
required to comply with security regulations
since airports are the first practical line of
defense in protecting air carrier aircraft in
flight. Specifically, the airport is required to
regulate the movement of persons and
vehicles having access to aircraft while on the
ground and within the airport boundary. In all
respects, the security of air carrier operations
begins at an airport’s perimeter fence and
terminal building interface. Prior to the
events of September 11, 2001, these security
measures were prescribed under FAR Part
107, Airport Security.
Since that time,
however, the rules governing civil aviation
security have been transferred to the newly
formed
Transportation
Security
Administration (TSA) and codified as 49 CFR
Part 1542, Airport Security, effective
February 17, 2002. Though largely the same
as Part 107, some sections from Part 107 were
moved to Part 1540, Civil Aviation Security:
General Rules.
Airports are charged with providing a secure
operating environment for air carriers. In
order to achieve this, TSAR Part 1542
requires that an airport operator develop an
Airport Security Program (A SP), obtain TSA
approval of the program, follow the approved
program, and make the changes necessary to
keep the program viable. While ASPs are
tailored to each airport, they all include
standard requirements for ensuring that:
•
•
•

Law enforcement officials respond to
various security threats,
Physical security (such as airport
perimeter fencing) is provided, and
Access to operations areas is restricted.

Fort Smith Regional Airport’s primary
security measures are the perimeter fencing
and access control via a series of pedestrian
and vehicle gates. Access authority for the
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gates is granted to airport operations and
maintenance personnel, as well as key airport
tenants and users.
N. EXIS TING NON-S TANDARD
CONDITIONS
FAA AC 150/5300-13, “Airport Design,”
provides design standards for airport
geometrical
layout,
runway
and
taxiway/taxilane design, and associated
elements. The guidance provided by AC
150/5300-13 references many other AC
documents for specific applications and is
complemented by FAR Part 77, which
establishes
standards
for
determining
obstructions in navigable airspace and
provides for aeronautical studies of potential
hazards to air navigation.
A key objective of any planning project
should be to identify any non-standard
conditions that exist on an airport, and offer
recommendations on actions to achieve full
compliance with FAA standards. There are
no known non-standard conditions at the Fort
Smith Regional Airport.
O. FAA GRANT HIS TORY
In order to better understand the growth of the
Fort Smith Regional Airport, a review of
federal funding for the airport provides a
valuable road map of the development over
time. The Arkansas Airport’s District Office
provided the information to allow the project
listings created in the following tables. After
World War II, Congress recognized the
importance of a national system of airports
and enacted legislation to provide federal
funds. One of the earlier sources of federal
funding was the Federal Aid Airport Program
(FAAP) of 1946. Table 2-11 provides the
FAAP project number, the fiscal year of
funding, and the project description, with
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minor editing.
Although the project
descriptions do not give a complete picture,
they do provide some background.
For
example, the runway length for 7-25
(east/west runway) can be traced to 5,280 feet
in 1950, but there is no clear explanation for
the 8,000-foot runway which received an
overlay in 1970. It is possible that the
military provided funds for the longer
extension. Airport funding by FAA following
the FAAP program was administered under
the provisions of the Airport Development
Aid Program (ADAP) of 1970. Table 2-12
provides the ADAP project number, the fiscal
year of funding, and the project description,
with minor editing. Congress enacted the
current Airport Improvement Program (AIP)
in 1982. Table 2-13 provides the AIP project
number, the fiscal year of funding, and a very
brief project description. This tabulation also
includes the total federal funding for the
project.
P.

S TATE FUNDING

Q. LEAS ED PROPERTIES
There are several leases of airport property as
shown on Exhibit 2-22. The leased property
is shown in a color coded format. The primary
leasehold is to the Arkansas Air National
Guard, home of the 188th Fighter Wing. The
Air Guard occupies about 110 acres of airport
property in two separate tracts. The
Headquarters, hangars, aircraft and support
facilities are in the northwest quadrant of the
airport. A firefighting training facility is
located to the far east side of the southeast
quadrant of the airport. TAC Air has a Fixed
Base Operator (FBO) lease for existing
facilities just north of the parallel taxiway for
Runway 7/25 west of Runway 1-19. This
lease includes hangar facilities and a fuel
farm. Two other leases are across Phoenix
Avenue. Home Depot USA, Inc. has their
store just off Interstate 540 and Young &
Young Development Company has leased
property just north of the Runway 19 runway
protection zone.

In addition to FAA funding, the airport has
received funding from the Arkansas
Department of Aeronautics (ARDOA) for
many aviation related projects. The ARDOA
program currently provides five percent
funding for AIP projects. In the past, they
provided one half of the non-federal share. In
addition, the ARDOA has other funding
programs for GA terminals, hangars, fuel
farms, and pavement rehabilitation. These
programs vary in project share and most
include a maximum funding amount. Table 214 provides a listing of State funded projects
at Fort Smith Regional Airport since 1988. A
brief description and the Grant and final
amounts are listed.
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Table 2-11
Fort Smith Regional Airport
FAAP Project History
Grant No.
Fiscal Year

Project Des cription

01

1948

02

1949

03

1949

Acquire L and; Clear, grub, grade & drain east/west landing strip, taxiways, apron &
intermediate area; pav e east/west runway (150'x 4,600'
), taxiways (50'wide) and
apron; electrical ducts; fen cing
Acquire Land; Clear & grub, grade & drain no rth/south landing strip; pave
north/south runway (150'x 4,114.5'
), and connecting taxiways; electrical ducts;
fencing
Install HIRL on east/west runway; Install MIRL on north/south runway

04

1950

Grade, drain and pave east/west runway extension (150'x 680'
), apron, taxiway

05

1951

Construct public restrooms and administrative space for nonscheduled operations

06

1953

07

1957

Reconstruct existing apron; Construct additional apron and bleed -o ff taxiway
between east/west runway and parallel taxiway
Acquire Land

08

1960

09

1963

10

1970

Table 2-12
Fort Smith Regional Airport
ADAP Project History
Grant No.
Fiscal Year

Acquire land; Construct n ew administrative building; Construct new terminal apron
and stub taxiways; Install security fen cing; Apron lighting; Construct access road;
Clearing and /or lighting in approaches to east/west runway
Acquired land; Strength en & construct GA aprons; Re-m ark RW 7-25; Construct
connecting taxiway between terminal apron & GA apron
Overlay RW 7-25 (150'x 8,000'
) extend west side o f terminal apron (160'x 200'
);
pavement marking

Project Des cription

01

1973

Reconstruct & overlay portion of GA aircraft parking apron ( 35,000 sy)

02

1974

03

1976

04

1977

05

1977

Overlay & widen parallel & connecting taxiways for RW 7-25; Overlay &
widen partial parallel taxiways for RW 1-19; Install MIT L & guidance signs on
taxiways; construct hold aprons w/blast shoulders at each end RW 7-25
Phase I: Strengthen RW 1-19 (150'x 4,115'
); Install HIRL RW 7-25 (8,000'
)&
rotating beacon; Construct electrical equipment building
Phase II: Strengthen RW 1-19 (150'x 4,115'
); Install HIRL RW 7-25 (8,000'
)&
rotating beacon; Construct electrical equipment building
Overlay terminal apron ( 24,500 SY) and GA apron ( 18,250 SY)

06

1977

Acquire two (2) CFR vehicles

07

1978

08

1978

Construct CFR building, access road, & utilities; TW subgrade drainag e;
Incidental fen cing
Acquire snow removal equipment

09

1979

Overlay, groove & mark RW 7-25, including lighting and BAK-14 arrestor
adjustments; Acquire snow removal equipment

10

1979

Construct alterations & additions to existing terminal building

11

1980

Reconstruct ( 3,550 SY) and extend ( 6,800 SY), GA apron, including
drainage; Construct snow removal equipment building; Install fence ( 5,200 lf)
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Table 2-13
Fort Smith Regional Airport
Grant History Report
Grant
Number
FY
Project Des cription
001-1982
1982 Acquire Land for Noise Compatibility within 75 DNL
002-1983
1983 Construct Apron
002-1983
1983 Construct T axiway
002-1983
1983 Rehabilitate T axiway
002-1983
1983 Acquire Security Equipment
002-1983
1983 Install Apron Lighting
003-1984
1984 Acquire Land for Noise Compatibility within 75 DNL
004-1984
1984 Conduct Noise Compatibility Plan Study
004-1984
1984 Conduct Airport Master Plan Study
005-1985
1985 Acquire Snow Removal Equipment
006-1985
1985 Rehabilitate Runway Lighting
006-1985
1985 Groove Runway
006-1985
1985 Install Apron Lighting
006-1985
1985 Extend Runway
006-1985
1985 Install Runway Lighting
007-1987
1987 Improve Airport Drain age
008-1988
1988 Install Apron Lighting
008-1988
1988 Extend T axiway
009-1989
1989 Acquire Land For Approaches
009-1989
1989 Improve Airport Drain age
010-1989
1989 Conduct Airport Master Plan Study
011-1990
1990 Rehabilitate Runway Lighting
011-1990
1990 Rehabilitate T axiway
011-1990
1990 Install Apron Lighting
012-1991
1991 Acquire Land for Noise Compatibility within 75 DNL
012-1991
1991 Noise Mitigation Measures for Public Buildings
013-1991
1991 Rehabilitate Apron
014-1992
1992 Rehabilitate Apron
014-1992
1992 Expand Apron
015-1992
1992 Conduct Noise Compatibility Plan Study
016-1992
1992 Rehabilitate T axiway
016-1992
1992 Rehabilitate T axiway Lighting
016-1992
1992 Install Guidance Signs
017-1993
1993 Install Guidance Signs
017-1993
1993 Construct T axiway
018-1994
1994 Acquire Aircraft Rescu e & Fire Fighting Safety Equipment
018-1994
1994 Acquire Snow Removal Equipment
019-1994
1994 Conduct Airport Master Plan Study
020-1994
1994 Rehabilitate Apron
021-1995
1995 Rehabilitate T axiway
021-1995
1995 Expand Apron
022-1996
1996 Rehabilitate Runway
023-1997
1997 Rehabilitate Runway
023-1997
1997 Extend Runway
023-1997
1997 Improve Runway Safety Area
024-1998
1998 Rehabilitate Apron
025-1999
1999 Construct Apron
025-1999
1999 Install Perimeter Fencing
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Total
$647,003.00
$226,765.00
$65,077.00
$83,021.00
$13,837.00
$39,986.00
$1,248,478.00
$66,386.00
$27,530.00
$67,442.00
$40,500.00
$53,310.00
$19,710.00
$893,195.00
$7,200.00
$137,934.00
$41,809.00
$489,217.00
$139,804.00
$392,938.00
$90,000.00
$146,000.00
$1,213,679.00
$52,895.00
$1,326,432.00
$108,000.00
$351,494.00
$803,000.00
$398,417.00
$29,096.00
$2,815,843.00
$55,000.00
$50,000.00
$373,947.00
$681,164.00
$55,407.00
$47,700.00
$200,232.00
$948,322.00
$607,240.00
$2,772,900.00
$1,529,779.00
$836,468.00
$283,000.00
$419,207.00
$2,050,928.00
$205,632.00
$40,500.00
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Table 2-13 (Continued)
Fort Smith Regional Airport
Grant History Report
Grant
Number
FY
Project Des cription
026-1999
1999
Construct Apron
027-2000
2000
Construct Apron
027-2000
2000
Construct T erminal Building
028-2001
2001
Improve Service Road
029-2001
2001
Construct T erminal Building
030-2002
2002
Construct T erminal Building
031-2002
2002
Security Enhancements
032-2002
2002
Acquire Security Equipment
032-2002
2002
Security Enhancements
033-2003
2003
Construct T erminal Building
034-2004
2004
Improve T erminal Building
035-2005
2005
Update Airport Master Plan Study

Total
$3,800,574.00
$211,861.00
$1,806,265.00
$2,290,182.00
$1,750,000.00
$1,284,089.00
$223,923.00
$370,732.00
$84,290.00
$1,294,727.00
$911,431.00
$543,210.00

Source: Federal Aviation Administration, Office of Airports, July 2005.
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Table 2-14
Fort Smith Regional Airport
State Funding History
GRANT
DATE

GRANT
NUMBER

GRANT
PROGRAM

PROJECT
DESCRIPTI ON

03-88
09-88
06-89
01-90
03-90
08-90
04-91
04-91
05-91
09-91
11-91
05-92
05-92
05-92
01-93
01-93
04-93
04-93
10-93
01-94
02-94
10-94
05-95
09-95
09-95
10-95
11-95
12-95
10-96
12-96
12-96
03-98
05-98
03-99
10-99
10-99
08-00
08-01
11-01
11-01
02-02
05-02
05-02
06-02
04-03
09-03
11-03
04-05

818-88
860-88
895-89
933-90
945-90
957-90
1006-91
1007-91
1013-91
1051-91
1065-91
1100-92
1101-92
1102-92
1149-93
1150-93
1162-93
1164-93
1206-93
1224-94
1226-94
1252-94
1288-95
1313-95
1314-95
1326-95
1341-95
1350-95
1412-96
1437-96
1438-96
1518-98
1531-98
1587-99
1647-99
1648-99
1726-00
1829-01
1854-01
1855-01
1872-02
1901-02
1902-02
1908-02
1977-03
2019-03
2028-03
2147-05

5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
50-50 %
5 % AIP
50-50 %
50-50 %
33%
50-50 %
50-50 %
50-50 %
5 % AIP
50-50 %
5 % AIP
5 % AIP
5 % AIP
5 % AIP
5 % AIP
50-50 %
50-50 %
5 % AIP
5 % AIP
5 % AIP
5 % AIP
50-50 %
50-50 %
5 % AIP
50-50 %
50-50 %
5 % AIP
5 % AIP
5 % AIP
5 % AIP
50-50 %
5 % AIP
5 % AIP

RUNWAY EXTENSION
FENCE; EMERGENCY GENERATOR; WINDCONE
TAXIWAY SIGNS & LIGHTS
FENCE EASEMENTS
MASTER PLAN UPDATE
NOISE STUDY
TAXIWAY WORK
RUNWAY & TAXIWAY CRACK SEAL
RUNWAY 7/25 HIRL & SIGNAGE
NOISE STUDY
RUNWAY & TAXIWAY MARKING
RECONST RUCT TAXIWAY A & F
NOISE STUDY
RECONSTRUCT WEST GA RAMP
DRAINAGE IMPROVEMENTS
APRON IMPROVEMENTS
T AXIWAY "A" CONSTRUCTION
RUNWAY1/19 & T AXIWAY LIGHTING
MARKING RUNWAY
TAXIWAY RECONST RUCTION
ACCESS ROAD
ELECTRICAL REHABILITATION
SECURITY FENCE GA
GENERAL AVIATION RAMP
GENERAL AVIATION RAMP
PAVING LIGHTS & SIGNAGE
LAND; NOISE STUDY
GENERAL AVIATION RAMP
REHABILITATE RUNWAY 7/25
MASTER PLAN UPDATE
ENVIRONMENTAL ASSESSMENT
VEHICLE PARKING
1-19 RUNWAY REHABILITATION
GENERAL AVIATION RAMP REHABILITATION
RAMP DESIGN
RAMP CONSTRUCTION
REROUTE MAJOR DRAINAGE CREEK
HANGAR REPAIRS
NEW PERIMETER ROAD
REMARK RUNWAY 7/25 & TAXIWAY
NEW TERMINAL SITE DEVELOP
PHASE I OF NEW PASSENGER TERMINAL
PHASE II OF NEW PASSENGER TERMINAL
PHASE III OF NEW TERMINAL BUILDING
SCASDPP - AIR SERVICE PROGRAM
PURCHASE AND INSTALL NEW BEACON
PHASE IV TERMINAL BUILDING
JET BRIDGES FOR TERMINAL BUILDING
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GRANT
AMOUNT
$3 0,000.00
$ 7,662.99
$2 9,851.44
$3 0,319.75
$ 5,000.00
$ 5,217.60
$4 0,000.00
$2 7,775.00
$ 9,797.66
$1 2,500.00
$2 8,495.45
$4 0,000.00
$ 1,616.00
$4 0,000.00
$5 0,713.26
$1 9,527.45
$5 0,000.00
$2 5,115.00
$ 4,391.50
$12 8,320.00
$1 9,598.24
$ 9,459.02
$ 2,030.50
$2 9,614.20
$6 0,000.00
$5 0,000.00
$5 0,000.00
$5 0,000.00
$9 7,059.00
$1 1,136.76
$ 6,861.00
$17 2,770.00
$8 5,482.00
$10 0,000.00
$1 0,536.00
$15 0,000.00
$2 4,111.00
$ 3,750.00
$12 5,950.00
$ 3,989.00
$39 5,300.00
$11 0,339.00
$9 7,222.00
$7 1,338.00
$1 0,000.00
$ 4,090.00
$7 1,929.00
$4 7,970.00

P AGE 2-50

AMOUNT
PAID
$30,000.00
$7,662.99
$29,851.44
$29,596.79
$5,000.00
$5,217.60
$40,000.00
$27,759.18
$9,146.18
$10,222.05
$28,495.45
$40,000.00
$1,616.00
$40,000.00
$19,527.45
$50,713.26
$50,000.00
$25,115.00
$4,391.50
$ 128,320.00
$19,598.24
$9,459.94
$2,030.50
$29,614.20
$14,203.37
$50,000.00
$50,000.00
$50,000.00
$84,987.72
$11,136.76
$6,861.00
$ 169,110.10
$85,482.00
$ 100,000.00
$10,536.00
$ 150,000.00
$24,111.00
$3,750.00
$ 125,950.00
$3,989.00
$ 395,220.00
$ 110,339.00
$97,222.00
$71,338.00
$10,000.00
$4,090.00
$71,929.00
$47,970.00
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Chapter Three
AVIATION DEMAND FORECAS TS
Forecasts of aviation demand are a key
element in all airport planning. Demand
forecasts, based upon the desires and needs
of the service area, provide a basis for
determining the type, size, and timing of
aviation facility development at Fort Smith
Regional Airport (FSM ) and are a platform
upon which this master planning study will
be based. Consequently, these forecasts
influence virtually all phases of the planning
process.
This chapter is organized to
include the following sections:
•
•
•
•
•
•
•
•

Purpose
Aviation Demand Elements
Approach
Aviation Demand Forecasts
Aviation Demand Forecast Summary
Critical Aircraft
Comparisons With Other Forecasts
Airline Service and Passenger Leakage

A. PURPOS E
The aviation demand forecasts will serve
four purposes in the development of this
master plan. Specifically, they provide the
basis for the following:
•

•
•
•

Determining the necessary capacity of
the airfield, passenger terminal area,
general aviation area, and ground access
system serving the airport;
Determining the airport's future facility
size and type of expansion needed;
Evaluating potential environmental
effects
of
alternative
airport
development layouts; and,
Evaluating the financial feasibility of
alternative
airport
development
scenarios.
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B. AVIATION DEMAND ELEMENTS
Forecasts of aviation demand can be
developed for numerous elements. In the
case of Fort Smith Regional Airport, the key
demand elements focus on airline passenger
traffic, airline operations, and general
aviation descriptors such as based aircraft
and operations. Other important elements
are derived from these basic indicators. For
this study aviation activity forecasts were
prepared for the following:
Airline Passenger Enplanements: Defined
as air travelers who have boarded departing
airline aircraft
-Total Annual
-Peak Hour
Airline Aircraft Operations: A takeoff or a
landing of an airline aircraft. A takeoff and
landing are two operations.
-Total Annual
-Fleet M ix
-Peak Hour
Air Cargo Activity: Expressed as total
enplaned and deplaned air cargo pounds,
tonnage, this activity measures the volume
of air freight and mail carried as “belly”
cargo by the airlines.
Registered Aircraft: Defined as being either
fixed- or rotary-wing civil aircraft, operated
in non-airline service with a current
registration.
Based Aircraft: Defined as a general
aviation aircraft which is stationed at an
airport on a permanent basis.
-Based Aircraft Fleet M ix
General

Aviation

Enplaned

Passengers:

Defined as air travelers who have boarded
departing general aviation aircraft.
General Aviation Aircraft Operations:
Takeoff or a landing of a general aviation
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aircraft.
-Total Annual
-Local Versus Itinerant
-Fleet M ix
-Peak Hour
Military Aircraft Operations: A takeoff or a
landing of a military aircraft.
Instrument Approaches: This type of
operation is recorded only during Instrument
M eteorological Conditions (IM C) by aircraft
completing the Instrument Flight Rules
approach procedures.
C.

APPROACH

Generally, the approach used in developing
aviation demand forecasts for Fort Smith
Regional
Airport
focused
on
the
examination of historical trends and the
projection of these trends into future time
frames. Key impacts in the Fort Smith
airline passenger market in recent years have
been the September 11, 2001, terrorist attack
on the United States, the continuing
development of Northwest Arkansas
Regional Airport, and the low fares
available in Little Rock and Tulsa from
Southwest Airlines.
Even with these
impacts, enplanement activity at Fort Smith
Regional increased in both 2003 and 2004.
These increases reverse a downward trend
that began in 1999. Fort Smith is currently
enjoying economic expansion, and the
airport enplanement totals reflect that
growth.
The forecast approach uses a variety of
methods. The results of these different
methods were compared to see if
“reasonable” or "consensus" projections of
activity indicators emerged. Consideration
of these factors, supplemented with
interviews with airport management,
provided the basis for selecting a preferred
projection. If more than one projection
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appeared valid, or if the true forecast was
believed to fall between an upper and lower
range, the selected or preferred forecast
became an average of the projections.
Forecasting techniques such as market share,
socioeconomic regression, trend analysis,
and the Federal Aviation Administration
(FAA) Terminal Area Forecast (TAF)
comparison were used to project forecasts of
demand.
1. Market S hare Projection
M arket share projections are developed by
calculating historical shares of aviation
activity measures and projecting these
respective shares into future time frames.
This method of projection reflects demand
based upon trends occurring in Arkansas and
Oklahoma and in the entire United States.
(Socioeconomic and per capita projections,
on the other hand, are based upon local
factors.) M arket share projections reflect
historical trends and may include static
(constant) or dynamic (increasing or
decreasing) future market shares.
2. S ocioeconomic Regression Analysis
The socioeconomic regression projection is
based upon an assumed causal relationship
between population, income, or employment
and aviation activity in a particular area. To
obtain this projection of demand,
socioeconomic data are related via
regression analysis to aviation activity. The
resulting set of regression equations,
coupled with independent projections of
future socioeconomic data, produces a
projection of aviation activity.
Socioeconomic variables collected for use in
this study included population, income, and
employment. Both historical and forecast
variables were available for use in the
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forecasting
model.
Socioeconomic
Regression Analysis was used in forecasting
airline enplanements and general aviation
registered aircraft.
3. Trend Analysis
Trend projections use historical data to
formulate predictions of future activity. For
this study, least squares linear trending was
used to project demand. This method uses
aviation activity regressed against time to
produce a projection. No assumptions about
the causes of trends are included in the
trending methodology.
4. TAF Forecast Comparison
One test of the reasonableness of an aviation
forecast is its relationship to FAA TAF
projections of demand. Although master
plan forecasts can differ from TAF
projections, if the difference is greater than
10 percent, the master plan forecast must be
reviewed by the FAA’s aviation demand
forecast experts. For this reason, the TAF
was included as a projection within this
forecasting framework.
D. AVIATION DEMAND FOREC AS TS
Aviation demand forecasts were developed
for all of the demand elements listed earlier
in the Aviation Demand Elements section.
The following major components are
addressed:
•
•
•

Airline Demand Forecasts
General Aviation Demand Forecasts
M ilitary Aircraft Operations Forecasts

1. Airline Demand Forecasts
The forecasts of airline demand for Fort
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Smith
Regional Airport focus
on
enplanements as the driving force for all of
the other components of airline demand.
Thus, if the number of annual and peak hour
enplanement forecasts is realistic, all of the
other portions of demand should be
reasonable, as well. Components of the
airline forecast include the following:
Airline Passenger Enplanements
-Total Annual
-Peak M onth, Average Day of Peak
M onth, Peak Day, Peak Hour
Airline Aircraft Operations
-Total Annual
-Fleet M ix
-Peak M onth, Average Day of Peak
M onth, Peak Hour
Air Cargo Acti vity
Airline Enplanement Forecast
Because of its importance in the overall
master planning process, the forecast of
airline enplanements used several different
means of projecting airline enplanements to
see if consistent trends evolved. M ethods
used in the forecasting process included in
the following:
•
•
•
•

M arket Share
Socioeconomic Regression
Trend Analysis
FAA Terminal Area Forecasts (TAF)

Exhibit 3-1 shows the historical trend of
scheduled passenger enplanements at FSM
since 1990. As shown, historical levels of
enplanements grew significantly until the
high-water mark of 1998. Intermediate
declines between 1993-1995 and 1998-2002
have interrupted an otherwise steady growth.
Historically, air service at FSM has been
provided by regional/commuter carriers of

S EPTEMBER 9, 2005 (REV 11/22/05)

P AGE 3-3

American, Delta, Northwest, and TWA
Airlines. In the early 1990s, nonstop air
service was available to Dallas, M emphis,
Nashville, and St. Louis. American used 34seat Saab 340s and Delta used 30-seat
Embraer 120s, while Northwest and TWA
commuters used 19-seat turboprop aircraft.
In 1993, TWA abandoned the market, and
with it their service to St. Louis. American
then dropped Nashville service, and Fort
Smith was reduced to Dallas and M emphis
nonstops. Delta departed FSM in the second
quarter of 2002. There was a brief restart of
service to St. Louis in late 2002 by AA’s
American Connection, but that service
ended in 2003. The first regional jets were
introduced into the Fort Smith market in the
fall of 2002. By the end of 2004, all of the
turboprops had been replaced and the two
carriers, American and Northwest, served
Fort Smith exclusively with regional jets.
Driving alternatives to other larger airports
from the Fort Smith service area have
increased with the development of better
highways, greater service options, and lower
fares at other airports. Other airports used
by Fort Smith air travelers to begin the air
portion of their trips include Northwest
Arkansas Regional, Little Rock, and Tulsa.
Market Share Projections
The market share projection examined
historical enplanements at FSM and
compared these numbers to the historical
U.S. enplanement totals. This comparison
revealed that the enplanement market share
at FSM has decreased since the early 1990s.
Factors creating this decline, such as air
service quality and lower fares at other
airports, and the local business climate, are
not considered in the market share
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forecasting method -- only the trends for
historical market share. Other causative
factors are considered in subsequent
projection methods. To obtain a forecast,
projected market shares were applied to the
FAA’s latest forecast of total U.S.
enplanements. Both static and dynamic
market shares were evaluated. The static
market share was calculated based upon the
last year of available data carried forward
into future time frames. The dynamic share
was estimated using a modified trend
projection of market shares for the 20-year
forecast period. Table 3-1 presents the
market share projections of airline
enplanement demand for F SM .
Socioeconomic Regression Projections
Three socioeconomic regression projections
were developed for FSM . These projections
are used to correlate causative factors and
their historical growth to the growth of
airline enplanements.
The socioeconomic regressions used
population, employment, and income
statistics from the airline passenger service
area (Fort Smith M etropolitan Statistical
Area: Crawford, Franklin, and Sebastian
Counties in Arkansas and LeFlore and
Sequoyah Counties in Oklahoma). The
socioeconomic statistics were regressed
against
airline
enplanements,
and
projections were made based upon the
resulting regression equations. Table 3-1
presents the socioeconomic regression
projections of airline enplanements for FSM .
Also presented are the coefficients of
2
determination (R
values) for each
projection.
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Exhibit 3-1
Fort Smith Regional Airport
Historical Airline Enplanements

Historical Enplanements
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99967

102575105429
94656

98687 95858 97968

106950 109034108072104182
95419

92928
87944 90493

80000
60000
40000
20000
0
1990 1991 1992 1993

1994 1995 1996

1997 1998 1999 2000

2001 2002 2003

2004

Enplanements

It should be noted that all of the
socioeconomic regression projections have
low R2 values. This indicates that there are
relatively weak statistical relationships
between these factors and the growth or
decline of airline passenger enplanements at
FSM .
Trend Projection
Trend projections use historical enplanement
data to formulate predictions of future
activity. As discussed previously, the trend
projection used least squares linear trend
analysis to extrapolate projections. Table 31 presents a summary of this projection and
its resulting statistics.
FAA TAF
The FAA’s TAF was used as a measure of
reasonability for all of the other projections.
It is included in Table 3-1 and shows the
FAA’s
latest
thinking
on
airline
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enplanement activity at FSM . Year 2025 for
this projection was extrapolated by the
consultant.
Selection of Preferred Enplanement
Forecast
Table 3-1 presents a summary of all of the
projections of airline enplanement demand
at FSM . Exhibit 3-2 graphically shows the
same data. There is a wide range in the
projection numbers, with a clustering of
several projections in a mid-range area. In
addition to the market share, socioeconomic
regression, TAF, and trend projections, there
are two derived projections: High/Low
Average and M ulti-Average. The High/Low
Average projection was an average of the
Constant M arket Share and Population
Regression projections, while the M ultiAverage Projection included an average of
all the projections.
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Table 3-1
Fort Smith Regional Airport
Summary of Airline Enplanement Projections
2004

2010

2015

2025

R squared

Population

92,928

103,664

106,410

112,143

0.23

Employment

92,928

105,432

107,533

111,905

0.38

Income

92,928

110,514

115,983

126,922

0.23

Constant

92,928

116,737

136,956

195,938

Dynamic

92,928

114,167

130,896

181,463

92,928

112,892

119,101

131,520

88,983

101,931

112,163

132,627

High/Low Average

92,928

110,201

121,683

153,922

Multi-Average

92,928

109,334

118,435

141,788

Individual Forecast

92,928

112,892

119,101

131,520

Selected Forecas t

92,928

109,300

118,400

141,800

Market Share

Trend Analysis
Linear Trend
FAA TAF*

0.28

Preferred Forecast

* Terminal Area Forecast Year 2025 extrapolated by consultant.

In selecting a preferred forecast, a number of
factors were considered. One factor, and the
primary threat to continued growth in the
FSM market, is competition from Northwest
Arkansas Regional, Little Rock National,
and Tulsa International Airports. Passenger
leakage to these airports is discussed in a
later section. However, it should be noted
that even with low fare inducements and
more flight destination selection, Fort Smith
has held its own and has actually added
passengers each
year since 2002.
Conversely, both Tulsa and Little Rock have
had declines in passenger enplanements
during that period. Northwest Arkansas
Regional (XNA) has had strong growth and
consequently poses the greatest competitive
threat to FSM . The FAA’s TAF predicts
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continued strong growth at XNA with slow
recoveries for both Little Rock and Tulsa. If
these projections are realized, enplanements
at Fort Smith are likely to fall in the midrange. Strong economic development in the
Fort Smith area is likely to provide XNA
with some of its growth, but will also fuel
continued moderate growth at FSM . For
these reasons, the M ulti-Average projection
was selected as preferred. The M ultiAverage projection is roughly 7 percent
higher than the FAA’s TAF projection and
thus can be considered reasonable. The
selected forecast predicts enplanement
growth from the year 2004 level of 92,900
to 109,300 in 2010, 118,400 in 2015, and
141,800 by the year 2025.
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Exhibit 3-2
Fort Smith Regional Airport
Enplanement Projections

Enplanement Projections
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Airline Aircraft Operations Forecast

consisted of the following steps:

A forecast of airline operations is required to
assess the adequacy of the terminal and
airfield system throughout the planning
period and to help determine the financial
impact and the environmental effects
associated with future air traffic levels.
Airline operations are defined as all
scheduled airline takeoffs and landings.

•

Table 3-2 presents the historical level of
airline operations, including several ratios:
enplanements per departure, average number
of seats per departure, and passenger load
factors. The forecast of annual airline
operations, each operation consisting of one
takeoff or landing, was derived from the
forecast of annual enplaned airline
passengers. The methodology used
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•

•
•

Determine the historical ratio of
enplaned passengers to airline departures
((enplanements/operations) times 2);
Determine average passenger load
factors by dividing the average number
of seats per departure by the average
number of enplanements per departure.
Project changes in load factors and in the
enplaned passengers per departure ratios
for the planning period;
Apply the projected enplaned passengers
per departure ratios to the forecasts of
annual enplaned passengers to calculate
airline
operations
((enplanements/enplanements
per
departure) times 2).
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The key component of the forecast,
therefore, is the projection of a reasonable
load factor, which then results in a
reasonable enplanement per departure ratio.
In this regard, the historical record provides
insight into the recent trends at FSM . In the
period from 2000 to 2004, the number of

Table 3-2
Fort Smith Regional Airport
Forecas t of Airline Operations
Year
Airline
Enplanements
Operations

enplanements per departure increased from
15.7 to 31.6. This growth is directly related
to the introduction of regional jets into the
market during the period.
Those jets
replaced Saab 340s, Embraer 120s, and
Jetstream 41s. As a result, the average
number of seats per departure was increased,

Enplanements Per
Departure Ratio

Averag e Seats Per Passenger Load
Departure
Factor

2000

13,241

104,182

15.7

32.9

0.48

2001

10,695

95,419

17.8

36.8

0.48

2002

9,093

87,944

19.3

34.0

0.57

2003

9,284

90,493

19.5

33.4

0.58

2004

5,880

92,928

31.6

48.3

0.65

2010

6,370

109,300

34.3

52.0

0.66

2015

6,450

118,400

36.7

54.0

0.68

7,235

141,800

39.2

56.0

0.70

2025
Source:

Historical Airline Operations - Official Airline Guide schedules by month (2000-2004)
Historical Enplanements
Airport Management records.

permitting a higher number of enplanements
per departure. At the same time, the number
of airline operations declined as larger
aircraft needed fewer trips to carry the same
number of passengers.
For the future, the current service pattern
will likely continue, with the introduction of
some 70-seat regional jets into the market.
With nine flights per day, peak period
activity in the morning and evenings will
require larger aircraft. Ultimately, three
large 70-seat regional jet departures and
seven 50-seat regional jet departures per day
are forecast (year 2025). The impact on
airline aircraft operations is an increase from
the 2004 level of 5,880 to 7,235 by the year
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2025.
Airline Fleet Mix
Related to the number of airline operations
at FSM is the size and makeup of each
airline’s fleet serving the market.
Forecasting the airline fleet mix permits
planners to estimate the need for airport
facilities in terms of runway length, strength,
and terminal building requirements. The
current use of 50-seat aircraft will not affect
the need for any of these facilities. For the
future, the possible use of 70-seat regional
jet aircraft in the market would increase the
fleet size, but would not significantly change
facility needs.
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For the future, Table 3-3 presents the
forecast of fleet mix at FSM . As shown,
there is a gradual introduction of 70-seat
aircraft over the planning period. It is
Table 3-3
Fort Smith Regional Airport
Airline Fleet Mix Forecast
Year
50- Seat Regional
Jet

70-Seat
Regional Jet

Total

5,880

0

5,880

100.0%

0.0%

100.0%

2010 Operations

5,669

701

6,370

%

89.0%

11.0%

100.0%

2015 Operations

5,031

1,419

6,450

%
2025 Operations

78.0%
5,065

22.0%
2,171

100.0%
7,235

%

70.0%

30.0%

100.0%

2004 Operations
%
Forecas t

Source:

Historical Airline Operations - Official Airline Guide schedules by month.

The forecast trend of average airline airplane
size, in terms of the number of seats per
departure at FSM includes the following:
Aircraft Size
Average Seats/Departure
•
•
•
•

believed that up to 30 percent of the
airport’s airline operations will be conducted
by 70-seat regional jets by the year 2025.

2004
2010
2015
2025

48.3
52.0
54.0
56.0

Peak Period Airline Activity
Airline activity is subject to peak period
movements. M easures of this activity can
include peak month, average day of the peak
month, and peak hour operations and
enplanements. These indicators are used by
airport planners to estimate airfield layouts
and terminal building and parking area size
and
configurations.
Because
airline
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operations are scheduled, it is easier to track
peak period activity than to establish similar
measurements for general aviation activity.
Peak Period Airline Operations
For this study, the Official Airline Guide
schedule was consulted to determine FSM ’s
peak period airline operations. From the
schedule it was determined that with two
carriers and nine departures per day, airline
peak period operations are limited to four.
That number is predicted to remain constant
throughout the planning period.
The
monthly and daily peak period forecasts are
included in Table 3-4, along with peak hour
departures.
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Table 3-4
Fort Smith Regional Airport
Airline Peak Hour Operations
Year

Annual Airline
Operations

Peak Month
Operations

Ave Day of
Peak Month

Peak Hour
Operations

2004

5,880

539

18

4

2010

6,370

584

19

4

2015

6,450

591

19

4

7,235

663

21

4

Forecas t

2025
Source:

2004 Airline Operations - Official Airline Guide

Peak Period Airline Enplanements

period departures times the peak number of
enplanements per departure will yield peak
hour enplanements. For this analysis, it was
assumed that the peak number of
enplanements per departure equaled 100
percent of available seating capacity per
departure.

Peak period airline enplanements include the
peak month, peak day, average day of the
peak month, and peak hour enplanements.
Peak month enplanements were assumed to
be 10 percent greater than average month
enplanements. The average day of the peak
month was estimated by dividing the peak
month by 30. Estimating the peak hour in a
non-survey method is relatively simple
using inputs already generated by this
forecasting methodology. Normally, peak

Table 3-5 presents the results of the peak
period enplanement forecasts for FSM . For
the forecast period, peak hour enplanements
are anticipated to grow from 100 in 2004 to
140 by the year 2025.

Table 3-5
Fort Smith Regional Airport
Airline Peak Period Enplanements
Year
2004

Annual Airline
Enplanements

Peak Month
Enplanements

Ave Day of Peak
Month

Peak Hour
Enplanements

92,928

8,518

284

100

2010

109,300

10,019

334

120

2015

118,400

10,853

362

140

2025

141,800

12,998

433

140

Forecas t

Source: 2004 Enplanement data from Airport Management records
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Air Cargo Activity
Air cargo is defined as all air freight, U.S.
mail, and door-to-door small-package air
express service. In effect, everything that
goes into an air freighter or the cargo
compartment on a passenger flight, except
passenger baggage, is considered air cargo.
Air cargo is transported by the following
types of air carriers:
•
•

•

Special air cargo airlines such as
Federal Express, DHL, or United
Parcel Service (UPS),
Regularly scheduled passenger
airlines and commuter carriers,
using excess space in the
baggage compartment (usually in
the airplane's belly or tail
section), and
Contract or charter air cargo
carriers.

Air cargo activity has grown significantly
over the past 30 years. This growth has
been possible as a result of the design,
development, and production of increasingly
larger and more efficient aircraft.
For
example, the DC-3 aircraft of the 1940s
carried less than 8,000 pounds. Today's
largest civilian air freighter, the Boeing 747200F (all-cargo), can carry almost 250,000
pounds and has more than 24,300 cubic feet
of cargo volume. Another key factor in the
growth of air cargo has been the economic
value of shipping by air versus competing
ground transportation modes. Air cargo
rates are described in cents per ton-mile. As
the size and efficiency of aircraft have
increased, the corresponding air freight rates
have decreased on a ton-mile basis. Thus,
air cargo has become more competitive,
relative to trucking or other ground modes.
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Between 1990 and 2004, air cargo ton-miles
transported by carriers in the United States
increased by 250 percent. This translates
into a 6.6 percent annual rate of growth over
a 14-year period. The highest growth period
was 1992-1998. Currently, the outlook for
air cargo growth is robust in both the
domestic and the international markets.
Locally, it is anticipated that FSM will
experience slower growth than the national
average regarding air cargo activity.
At FSM , air cargo is carried in the “belly” of
passenger aircraft. All-cargo carriers such
as FedEx, UP S, and DHL do not fly from
Fort Smith Regional, but instead truck cargo
to other airports such as Little Rock and
Tulsa for air shipment. Thus, the historical
air cargo statistics at Fort Smith represent a
shrinking market share of total air cargo
shipments. While the United States is
predicted to grow at an annual rate of 5.1
percent in the future, the Fort Smith growth
was projected at a much lower 2.0 percent
growth. Table 3-6 presents a summary of
the recent history, along with a forecast of
air cargo pounds enplaned and deplaned at
the airport.
2. General Aviation Demand Forecasts
General aviation activity is defined as all
flying except the airlines and the military.
At FSM , general aviation accounts for most
of the aircraft operations, with military and
airline activity making up the balance.
Forecasts of general aviation activity
indicators are presented in the following
sections:
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Table 3-6
Fort Smith Regional Airport
Forecas t of Total Air Cargo Pounds
Year

Totals

2000

209,922

2001

154,094

2002

85,220

2003

70,955

2004

79,621

Forecas t
2010

89,670

2015

99,000

2025

120,680

Source: Consultant estimates

•
•
•
•

•
•

Registered Aircraft
Based Aircraft
Based Aircraft Fleet M ix
General Aviation Aircraft Operations
-Total Annual
-Local Versus Itinerant
-Fleet M ix
-Peak Period
General Aviation Enplaned Passengers
Instrument Approach Operations

Study Area Registered Aircraft
The number of aircraft based at FSM is
dependent, in part, upon the nature and
magnitude of aircraft ownership in the study
area surrounding the airport. Therefore, the
first step in forecasting the number of
aircraft based at FSM was to determine the
number of registered aircraft within the
study area.

Fort Smith M etropolitan Statistical Area
(M SA), which includes Crawford, Franklin,
and Sebastian Counties in Arkansas and
LeFlore and Sequoyah Counties in
Oklahoma. A registered aircraft is defined
as a civil aircraft, either fixed- or rotarywing, that has been flown one or more hours
during the previous calendar year. Excluded
are aircraft owned and operated in regularly
scheduled, nonscheduled, or charter service
by commercial air carriers. Until 1994, the
historical information used to develop the
registered aircraft forecast was based on data
compiled by the FAA and published
annually in the Census of Civil Aircraft
The FAA has discontinued publishing this
data and since 1995, registered aircraft
statistics have been gathered from private
vendors that collect and distribute that
information. Exhibit 3-3 presents a graphic
illustration of the study area registered
aircraft growth trends since 1991.

For this study, the airport service area
defined for general aviation users was the
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Exhibit 3-3
Fort Smith Regional Airport
Historical Registered Aircraft

Historical Registered Aircraft
247

250

237
225

230

212
200

203

206

2002

2003

202

188

180

169

172

1992

1993

177

156

130

80
1991

1994

1995

1996

1997

1998

1999

2000

2001

2004

Registered AC

Source: Census of US Civil Aircraft (1991-1994),
International Air CD (1995-2001), Avantext (2002-2004)
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Preparation of the registered general
aviation aircraft forecast for the study area
began with a review of historical aircraft
ownership within the area. Similar to the
Table 3-7
Fort Smith Regional Airport
Projections of Registered Aircraft
Year

forecast of airline enplanements, seven
projections were made using market share,
socioeconomic regression, and trend
analysis methodologies (see Table 3-7).

2004

2010

2015

2025

R squared

Population

202

229

239

259

0.58

Employment

202

228

234

247

0.60

Income

202

248

266

301

0.47

Constant

202

220

232

251

Dynamic

202

207

211

215

202

251

269

306

High/Low Average

202

229

240

261

Multi-Average

202

230

242

263

Individual Forecast

202

220

232

251

Selected Forecast

202

220

232

251

Socioeconomic Regressions

Market Share

Trend Analysis
Linear Trend

0.47

Preferred Forecast

In selecting a preferred forecast, a number of
factors were taken into consideration,
including the historical trend in the Fort
Smith general aviation service area and the
future outlook for the area. As a result, it
appeared that the Constant M arket Share of
U.S. registered aircraft growth incorporated
a slightly lower total than the High-Low
Average or the M ulti-Average projections.
This conservative forecast of demand
predicts that the year 2025 registered aircraft
total will reach the year 2001 high-water
mark set for the M SA. Thus, the Constant
M arket Share Projection was selected as
Preferred. This forecast predicts the growth
of registered aircraft to reach 220 by the
year 2010, 232 by 2015, and 251 by the year
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2025.
Based Aircraft
By definition, a based aircraft is a general
aviation aircraft that is permanently
stationed at an airport. Forecasting based
aircraft at FSM ideally would proceed
through the same process as all other
demand elements: an analysis of historical
data followed by forecasting into future
years. Research into historical records for
FSM revealed that one primary published
source was available: the Federal Aviation
Administration's Form 5010-1, Airport
M aster Record, confirmed by Airport
M anagement records.
For 2004 based
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aircraft at FSM was estimated at 71 civil
aircraft and 17 military aircraft.
For this forecast, civil based aircraft growth
was assumed to occur at the same rate as
that of registered aircraft in the study region.
This natural growth represents a constant
market share of overall demand. It is
possible that proactive measures taken to
increase the market share for Fort Smith

Regional may increase the total number of
based aircraft at the airport over the forecast
period. That scenario and its implications
will be addressed later in the business plan
portion of the M aster Plan. Table 3-8
presents the forecast of based aircraft for
FSM . As shown, civilian based aircraft are
predicted to grow from 71 to 88, while
military aircraft remain at a level of 20
throughout the forecast period.

Table 3-8
Fort Smith Regional Airport
Forecas t of Based Aircraft
Year

Civilian Based Aircraft

2004
Forecas t

71

Civilian Aircraft
Military Aircraft Registered Aircraft Market Share
20

202

35.15%

Static Share

2010

77

20

220

35.15%

2015

82

20

232

35.15%

2025

88

20

251

35.15%

Source: Airport Management Records

Based Aircraft Fleet Mix
An aircraft fleet mix refers to the
characteristics of a population of aircraft.
General aviation aircraft are classified with
regard to specific physical traits such as
aircraft type (whether fixed wing or
rotorcraft), their weight, and number and
type of engines. Aircraft having dissimilar
physical and operating traits require varying
types and amounts of airport facilities. For
this reason, it is important to identify and
estimate the types of general aviation
aircraft that will be operating and based at
FSM .
In the forecasting process, the based aircraft
fleet mix can be used later to help determine
operational fleet mix forecasts. Fleet mix
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categories included single-engine, multiengine, turbojet, rotorcraft, and military.
This information was collected from the onsite inventory taken at the airport.
Projection of the fleet mix involved the
consideration of the effects of the national
trends in aircraft manufacturing, the service
area registered aircraft fleet mix, and the
projected role of FSM . These changes will
involve a shift toward larger, more
sophisticated aircraft, as reflected by
manufacturing trends and the proliferation
of fractional ownership of jets and large
turboprop aircraft. Table 3-9 presents the
forecast of based aircraft fleet mix
anticipated for FSM . As shown, there is
growth anticipated in all but the military
category of aircraft.

S EPTEMBER 9, 2005 (REV 11/22/05)

P AGE 3-15

Table 3-9
Fort Smith Regional Airport
GA Based Aircraft Fleet Mix
Year
Single Engine Multi Engine
2004
%

Turbo Jet

Rotorcraft

Military

Total

43

16

11

1

17

88

48.9%

18.2%

12.5%

1.1%

19.3%

100.0%

45

16

14

2

20

94

47.9%

17.0%

14.9%

2.1%

18.1%

100.0%

47

16

17

2

20

99

47.5%

16.2%

17.2%

2.0%

17.2%

100.0%

49

17

20

2

20

105

46.7%

16.2%

19.0%

1.9%

16.2%

100.0%

Forecas t
2010
%
2015
%
2025
%

Source: Year 2004 - Airport Management records and FAA Form 5010

Annual General Aviation Operations
An aircraft operation is defined as either a
takeoff or a landing. The annual general
aviation operations forecast was derived for
both local and itinerant operations through
the use of an operations per based aircraft
(OPBA) ratio. Typically, the OPBA ratios
are calculated as an average of historical
information.
For this study, both historical information
and judgmental data were used to develop
reasonable OPBA relationships that could be
forecast throughout the planning period. For
2004, general aviation aircraft operations at
FSM were 26,834, which corresponds to an
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OPBA of roughly 380. As shown in the
2004 information, local general aviation
operations are significantly less in
proportion to itinerant general aviation
operations (23 percent/77 percent). Over the
past 15 years, this split has averaged roughly
25 percent/75 percent split, local to itinerant
operations. Future years show a combined
local/itinerant OPBA remaining constant as
the number of based aircraft increase for
each of the forecast periods through the year
2025 (see Table 3-10).
The aircraft
utilization ratios yield forecasts of total
general aviation operations of 30,800 in
2010, 32,800 in 2015, and 35,200 by the
year 2025.
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Table 3-10
Fort Smith Regional Airport
Annual General Aviation Operations Forecast
Local Operations

Itinerant Operations

GA Based
Aircraft

Number

OPBA

Number

OPBA

Total

2004
Forecas t

71

6,185

87

20,649

291

26,834

2010

77

7,700

100

23,100

300

30,800

2015

82

8,200

100

24,600

300

32,800

2025

88

8,800

100

26,400

300

35,200

Year

Source: 2004 Operations - Airport Management records

GA Operational Fleet Mix Forecast

consideration of the historical patterns at the
airport. It was assumed that the forecast GA
fleet mix levels, similar to the based aircraft
fleet mix forecast, will continue to move
slowly toward larger, more sophisticated
aircraft. Table 3-11 presents the results of
this forecast process.

The GA operational fleet mix forecast tells a
great deal about the operational character of
the airport, and therefore can serve as a basis
for developing airfield and landside facility
designs. A forecast of the general aviation
operational fleet mix was developed after
Table 3-11
Fort Smith Regional Airport
GA Operational Fleet Mix
Year
Single Engine Multi Engine

Turbo Jet

Rotorcraft

Military

Total

2004

16,252

6,047

4,157

378

NA

26,834

2010

18,000

6,400

5,600

800

NA

30,800

2015

18,800

6,400

6,800

800

NA

32,800

2025

19,600

6,800

8,000

800

NA

35,200

Source: Consultant estimates

Peak Period Operations
Since many of the airport's general aviation
and airfield facility needs are related to the
levels of activity during peak periods,
forecasts were developed for peak month,
peak day, and peak hour general aviation
operations.
The approach used in
developing the peak period operations
forecasts is outlined as follows:
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Peak Month GA Operations: This level of
activity is defined as the calendar month
when peak aircraft operations occur. Peak
M onth percentages at FSM were estimated
using the assumption that peak month
operations are 10 percent greater than
average month operations.
Design Day Operations: This level of
operations is defined as the average day
within the peak month. This indicator can
be readily developed by dividing peak
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Table 3-12 presents the forecast of peaking
characteristics
for
general
aviation
operations at FSM . As shown, general
aviation peak hour operations are expected
to grow from 16 to 22 during the planning
period. It should be noted that forecast
airline and military peak hour operations
will be added to the general aviation
segment to develop a total forecast peak
hour operations potential for the airport.

month operations by 30.
Peak Hour Operations:
This level of
operations is defined as the peak hour within
the design day. For airports of similar size
and activity as FSM , general aviation peak
hour operations tend to be 20 percent of
design day operations.

Table 3-12
Fort Smith Regional Airport
General Aviation Operational Peaking Forecast
Annual
Peak Month
Year
Operations
Operations

Design Day
Operations

Peak Hour
Operations

2004

26,834

2,460

82

16

Forecas t
2010

30,800

2,823

94

19

2015

32,800

3,007

100

20

2025

35,200

3,227

108

22

Source: Consultant estimates

General Aviation Enplanements
Forecasts of annual general aviation
enplaned passengers play an important role
in shaping such landside facilities as access
roads, the general aviation terminal building
sizes, and the size and number of automobile
parking areas. This activity indicator is
often ignored due to the lack of historical
data.
To forecast general aviation enplaned
passengers, an aircraft occupancy rate was
multiplied by the number of itinerant general
aviation departures from the airport. In
1998 the Aircraft Owners and Pilots
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Association (AOPA) estimated that an
average of 2.5 passengers per general
aviation itinerant departure was a reasonable
estimate of aircraft occupancy. For this
study, this factor was applied to forecast
general aviation itinerant departures in order
to tabulate a forecast of general aviation
enplanements.
Local or touch-and-go
operations were not included in the totals
since they involve the same enplanements
on a repeating bas is. These enplanements
would overstate the use of airport landside
facilities if they were included in the
forecast totals.
Table 3-13 presents a
forecast of general aviation enplanements at
FSM .
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Table 3-13
Fort Smith Regional Airport
Forecas t of General Aviation Enplanements
Itinerant GA
Year
Departures

Averag e Occupancy
Rate

Forecas t of GA
Enplanements

2004
Forecas t

10,325

2.5

25,813

2010
2015

11,550
12,300

2.5
2.5

28,875
30,750

2025

13,200

2.5

33,000

Source: Consultant estimates

Instrument Approach Operations
A necessary task in assessing the need for
new or improved landing aids is a forecast
of the levels of instrument approaches at the
airport. An instrument approach can be
defined as a series of predetermined
maneuvers for the orderly transfer of an
aircraft under instrument flight conditions
from the beginning of the initial approach to
a landing or to a point from which a landing
may be made visually. It is important to
note that instrument approaches are recorded
only during Instrument M eteorological
Condition (IM C) weather and only for
aircraft that do not cancel Instrument Flight
Rule (IFR) when they make visual contact
with the airport. Thus, the number of
recorded instrument approaches is always
less than the number of instrument-assisted
landings.
Presently, FSM has both precision and nonprecision instrument approaches to its
runways.
Over the last five years,
instrument approaches averaged almost 3.5
percent of total airport operations. Thus, a
long-term average was derived for
instrument approaches at FSM of 3.5
percent. Assuming that this ratio is used for
future years, a forecast can be developed
using the airport’s total forecast operations
(which include military operations from
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Table 3-15). Table 3-14 presents the result
of this forecasting process.
3. Military Aircraft Operations Forecast
M ilitary activity shows little or no
correlation to community socioeconomic
data or other recognized air traffic
indicators. The level of military activity is a
function of Department of Defense policy
and congressional funding. Therefore, it is
difficult to accurately predict the level of
military aircraft operations for FSM .
Historically, both training and transport
operations by military aircraft have occurred
at FSM . The recent Base Realignment and
Closure Commission has determined that the
Air National Guard F-16 unit will be
relocated and replaced with A-10 Warthogs.
As a result, the forecast was simply the
average of historical military operations
from 1990 - 2004. Between 1990 and 2004,
FSM has averaged near 24,500 annual
military operations.
For forecasting
purposes, it was assumed that these
operations would continue at the same level
throughout the planning period. Therefore,
an average of 24,500 operations was used in
the forecast of military operations (Table 315). Also presented in Table 3-15 is a
forecast of military peak hour operations.

S EPTEMBER 9, 2005 (REV 11/22/05)

P AGE 3-19

Table 3-14
Fort Smith Regional Airport
Annual Instrument Approach Forecast
Total Annual Airport
Year
Operations

Instrument Approach
%

Instrument
Approaches

2000
2001

70,057
61,837

1.70%
3.38%

1,189
2,088

2002
2003

54,879
62,333

3.98%
3.43%

2,183
2,140

2004

64,615

3.34%

2,155

2010

61,670

3.50%

2,158

2015
2025

63,750
66,935

3.50%
3.50%

2,231
2,343

Forecas t

Source: 2000-2003 Instrument Approach data from FAA Terminal Operations Data. Year 2004 extrapolated by consultant from first 5 months
actual data.

Table 3-15
Fort Smith Regional Airport
Forecas t of Military Operations
Year

Military Operations

Peak Hour Military Operations

1990

17,135

13

1995

27,257

21

2000

25,894

20

2004

31,901

24

2010

24,500

19

2015

24,500

19

2025

24,500

19

E. AVIATION DEMAND FORECAS T
S UMMARY
The major demand forecast elements of the
study are summarized in Table 3-16.
Demand elements from these forecasts will
be used throughout the master plan to help
in the development of facility requirements
and the identification of alternatives.
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F. CRITICAL AIRC RAFT
Based upon the forecast of airline and
general aviation demand, a critical aircraft
forecast was developed. Critical aircraft are
defined as the most demanding aircraft type
forecast to use airport on a regular basis.
“Regular” is defined as 500 itinerant
operations per year.
Given these
parameters, the largest airline aircraft
predicted to use the airport within the
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planning period is the 70-seat regional jet.
Bombardier’s CRJ-700 or Embraer’s EM B170 would qualify for designation as critical
aircraft for airline use. For general aviation,
either the Gulfstream V or the Boeing
Business Jet (BBJ) would be the largest
general aviation aircraft to use the facility.
The BBJ is a modified Boeing 737 jet
Table 3-16
Fort Smith Regional Airport
Summary of Aviation Demand Forecasts
Aviation Demand Element

aircraft. Although the civilian airport master
planning process does not include planning
for military aircraft, it is likely that the
largest military aircraft to use the facility
would be the C-5 Galaxy or C-17 transport
aircraft. It is unlikely that those aircraft
would use the facility on a regular basis.

2004

2010

2015

2025

92,928

109,300

118,400

141,800

100

120

140

140

25,813

28,875

30,750

33,000

76,621

89,670

99,000

123,680

Airline

5,880

6,370

6,450

7,235

General Aviation

26,834

30,800

32,800

35,200

GA Local

6,185

7,700

8,200

8,800

GA Itinerant
Military

20,649
31,901

23,100
24,500

24,600
24,500

26,400
24,500

TOTAL AIRPORT

64,615

61,670

63,750

66,935

2,155

2,158

2,231

2,343

Airline Peak Hour
GA Peak Hour

4
16

4
19

4
20

4
22

Military Peak Hour

24

19

19

19

TOTAL AIRPORT POTENTIAL*

44

42

43

45

202
88

220
94

232
99

251
105

ENPLANEMENTS
Airline (Annual)
Airline Peak Hour
General Aviation (Annual)
AIR CARGO
Total Pounds (Enplaned and Deplaned)
AIRCRAFT OPERATIONS

Annual Instrument Approaches
PEAK PERIOD OPERATIONS

GENERAL AVIATION AIRCRAFT
Service Area Registered Aircraft**
Based Aircraft (including Military aircraft)**
*
**

The total potential applies only to the possible occurrence of all categories of operations experiencing a peak period simultaneously .
Year 2004 used to reflect latest information.
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G. COMPARIS ON WITH FAA’S
TERMINAL AREA FOREC AS TS
One
method
of
estimating
the
reasonableness of a set of forecasts is to
compare them with other previous or
existing forecasts. Only one comparable
forecast is updated annually -- the FAA’s

Terminal Area Forecasts (TAF). For this
section, then, a comparison was made
between the most recent TAF and the
forecasts generated in this M aster Plan
Update. Key comparisons involved the
forecasts of airline enplanements and overall
airport operations. These comparisons are
shown in Table 3-17.

Table 3-17
Fort Smith Regional Airport
Forecas t Comparisons
FORECAST/COMPONENT

2004

FORECAST

FAA Terminal Area Forecasts (2005)

2004

2010

2015

2025*

Enplanements

88,983

101,931

112,163

132,627

Total Aircraft Operations

67,642

69,837

71,717

75,580

Enplanements

92,928

109,300

118,400

141,800

Total Aircraft Operations

64,615

61,670

63,750

66,935

Master Plan Update (2005)

* Year 2025 extrapolated by consultant.

As shown, the FAA’s 2005 Terminal Area
Forecasts are lower for enplanements, but
higher for total aircraft operations. The
lower number of enplanements is within
seven percent and thus can be considered
reasonable. However, the difference in total
aircraft operations is 12.9 percent. The
primary cause of this difference involves the
number of military operations projected into
the future. While the TAF projects 31,091
into the future, the M aster Plan Update
projects 24,500 -- a difference of 7,401. If
that difference were eliminated, the overall
operations projections would be within 1.7
percent. Given the Base Realignment and
Closure recommendation to change the
military mission at Fort Smith Regional, a
lower projection of military aircraft
operations is reasonable.
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H. AIRLIN E S ERVIC E AND
PASS ENGER LEAKAGE
In order to make informed decisions
concerning air service improvement actions,
it is important to know the size and direction
of airline passenger leakage from the local
area to other competing airports. Three
airports have been mentioned as possible
recipients of Fort Smith area passenger
demand:
Northwest Arkansas Regional
(XNA), Little Rock National (LIT), and
Tulsa International (TUL). Low fares from
Southwest Airlines are featured at LIT and
TUL, while XNA has a wider selection of
airlines and flight frequencies than FSM .
Table 3-18 presents a brief history of airline
passenger enplanements at all four airports.
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Table 3-18
Fort Smith Regional Airport
Historical Airline Enplanements
Year

FSM

XNA

LIT

TUL

1995

95,858

NA

1,273,827

1,576,745

1996

97,968

NA

1,269,469

1,648,056

1997

106,950

NA

1,266,632

1,720,901

1998

109,034

NA

1,266,303

1,725,286

1999

108,072

256,878

1,284,312

1,709,305

2000

104,182

359,000

1,290,529

1,728,358

2001

95,419

362,776

1,253,211

1,668,956

2002

87,944

371,322

1,101,456

1,429,700

2003

90,493

411,085

1,066,120

1,356,175

2004

92,928

537,489

1,100,189

1,306,145

As shown, the first year of operation of
XNA (1999) corresponded with a drop in
passenger enplanements at FSM . Decreases
since 2001 at both LIT and TUL makes
them less obvious competitive threats to
FSM traffic. The continued rapid growth of
XNA, on the other hand, makes XNA the
primary threat from a passenger leakage
standpoint. XNA features five airlines and
14 non-stop destinations, all of which are
major hubs. F SM has two airlines and two
hubs.
1. Airline Passenger Leakage
Measurement
There are a number of methods of
measuring airline passenger leakage from
one market to another. The most direct
method is a survey or census of airline
passengers at each of the markets with
questions concerning their place of origin.
Other direct methods include license plate
surveys in airport parking lots and airline
ticket lifts from travel agencies.
The
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primary goal of these studies is to estimate
the number of passengers driving past one
airport to go to another.
Because of the limited resources of this
study effort, estimating techniques were
used that did not involve direct surveys or
ticket lifts. Instead the two methods used in
this analysis both involved an estimation of
the total actual passenger demand in the
FSM market area. If the total number of
potential passengers is known or estimated,
it can be compared to actual enplanements
and some estimate of “leaked” demand can
be generated. Each of the methods used is
described in the following subsections.
Comparative Analysis
A comparative methodology developed for
air service studies was employed in this
study. A comparative analysis examines
historical performance of other airports that
are similar in size and economic profile to
FSM .
Obviously, there are numerous
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factors that contribute to the success of an
airline operation and no two communities
are exactly alike. But there is value in
looking at the common measures of airline
demand, including the number of
enplanements per capita that occur in
different communities and the impact of
larger nearby airports on demand.
For this study, a model was used that
estimates total potential air travel demand
from small-to-medium sized cities located
near major alternate airports. Because we
know that large airports (or airports with
low fares) attract a certain percentage of
passengers from smaller airports, one way of
estimating the effects of this phenomenon is
to chart the information from many different
airports concerning their number of
enplanements, their population, and their
distance to the nearest larger airport. A final
level of comparison dealt with the types of
airline service available and how that, in
itself, either limits or enables local
enplanement growth.
Recent statistical
information
from
91
communities
throughout the United States was gathered in
developing the model. Information input to
the model included enplanements, county
population, distance to the nearest large hub
air terminal, and type of airline service
available (turboprop, jet, etc.).

Given that 2004 actual enplanements were
92,928, it could be assumed from this
estimate that roughly 33,700 passengers
were lost to other competing airports. This
translates into a leakage of 36 percent.
Excluded Forecast Effects
Another method of estimating potential
leakage is to forecast FSM demand prior to
the activation of XNA in 1999. Natural
growth in the FSM market without the
downward impacts of leakage to XNA
would give some indication of leakage.
Using the same methodology as employed in
Table 1 for the forecast of enplanements, a
revised forecast was generated. This revised
forecast used FSM data only through 1998.
The data is not repeated here, but the results
indicated the following preferred forecast:
•
•

Year 2025 Forecast of Potential
Enplanements: 175,700
Year 2004 Estimated Potential
Enplanements: 119,500

Given that 2004 actual enplanements were
92,928, it could be assumed from the above
estimates that roughly 26,500 passengers
were lost to XNA. This translates into a
leakage of 29 percent, which is within seven
percentage points of the comparative
analysis method. Because the effects of LIT
and TUL were not removed from this
estimate, it is very possible that the
comparative analysis of 126,600 is accurate.
If LIT and TUL attracted as few as 7,100
enplanements annually from the FSM
market, the comparative analysis numbers
are justified.

The type of airline service available turns
out to be a significant factor in measuring
the actual ability of an airport to capture
local airline passengers. Therefore, one
estimate of demand that could be captured
with good local service using regional jets
was made. This number is based on the
average performance of other cities across
the United States.

2. Summary

• RJ potential capture: 126,600 annual
enplanements

Two methods of estimating total potential
demand and associated passenger leakage
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for FSM were examined. These methods
generated the following total potential
demand numbers:
• Comparative Analysis results: 126,600
Annual Enplanements
• Excluded Forecast Effects results:
119,500 Annual Enplanements
If this analysis is accurate, FSM is losing
over one-third (36 percent) of its service
area traffic to other airports, or about 33,700
enplanements. Thus, it is very important to
find methods of re-capturing a percentage of
the demand that is driving to alternate
airports.
There are several methods of increasing the
capture of local passengers:
• Lowering airline fares
• Increasing airline flight frequency
• Increasing the number of gateway hubs
served
It is likely that working with incumbent
carriers on these issues will yield only
moderate results since they also serve XNA.
Generally,
the
competitive
process
associated with attracting a third carrier is
likely to have an impact on all three
methods.
Competition enhances the
potential to lower airline fares, while at the
same time increases the number of hubs
served and flight frequencies.
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Chapter Four
AIRFIELD CAPACITY/FAC ILITY
REQUIREMENTS
A.

INTRODUCTION

The purpose of this chapter is to determine
the airport’s ability to accommodate the
forecast of aviation demand presented in
chapter 3 and identify the facilities that will
be required to meet forecast demand during
the 20-year planning period. The forecasts
presented in chapter 3 indicate moderate
increase in all segments of activity at the
Fort Smith Regional Airport; therefore, to
accommodate these increases, airfield
improvements and/or facility development
will be necessary.
The methodology used to determine facility
requirements begins with an examination of
the airport system’s major components:
airspace, airfield, buildings, and surface
access. These system components serve as
the foundation for the airport’s capacity and
efficiency, and any deficiencies in the
design or implementation of any of the
components may
create unnecessary
congestion or delay in the air transportation
system. Any deficiencies in the airport’s
facilities will be identified based upon
standards presented in Federal Aviation
Administration (FAA) Advisory Circular
(AC) 150/5300-13, Airport Design, through
change number eight.
Recommended
improvements to facilities will be noted as
required.
B. CRITERIA FOR PLANNING
From a planning perspective, airports and
associated runways and taxiways are
evaluated for the most demanding airplane
(critical aircraft) currently using or projected
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to use the facility on a regular basis. The
weight,
wingspan,
and
performance
characteristics of these aircraft, under sitespecific
conditions,
will
ultimately
determine the airport’s geometry in terms of
runway/taxiway configurations, lengths, and
separations. The types of approach aids,
lighting, and navigational equipment
required at an airport are determined
primarily by the level of annual activity,
weather, terrain characteristics, and role of
the airport in the national system of airports.
The planning criteria described above are
applied with the forecast demand presented
in chapter 3 to produce the resulting facility
requirements.
1.
Fundamental Airfield
Development
FAA Order 5090.3C, “Field Formulation of
the NPIAS,” provides guidelines for
fundamental
airfield
development.
Fundamental development is considered to
be the basic configuration recommended for
an airport in the national system. The
development is affected by the type of
activity the airport supports. It includes, but
is not limited to, land acquisition, aircraft
movement areas, landing and navigation
aids,
and
aircraft
parking
areas.
Fundamental development should be
recommended in accordance with the
standards and criteria contained in FAA
Advisory Circulars and Orders.
FAA Order 5090.3c indicates that an airport
should control land as appropriate for
airfield development, building area, runway
protection zones, approach aids, and
compatible land use in accordance with
current FAA criteria.
Current airport
property
incorporates most of the
fundamental development items cited by the
FAA. The FAA prefers that the airport
owner control the defined Runway
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Protection Zone (RPZ) area to enhance
protection of people and property on the
ground. The Fort Smith Regional Airport
does not currently hold fee simple interest in
all of the RPZ areas for Runways 7, 1, or 19.
However, avigation easements are owned
over these areas.
2.
Existing and Future Role of the
Airport
The Fort Smith Regional Airport (FSM ) is
currently a non-hub, commercial service
airport (FAR Part 139) with an airport
reference code (ARC) of D-III. Operational
activity is forecasted to increase during the
planning period; however, the overall role of
the airport will remain as non-hub,
commercial service. It is recommended that
the airport remain classified as Airport
Reference Code (ARC) D-III capable of
accommodating the following types of
aircraft:
•
•

Approach Category D Aircraft Approach speeds of 141 knots up to but
not including 165 knots.
Design Group III Aircraft - Wingspans
of 79 feet up to but not including 118
feet.

Over the 20-year planning period, the airport
will continue to accommodate the scheduled
commercial air carrier aircraft, as well as the
general aviation and military aircraft.
3.

Critical Aircraft

Airport facility requirements are developed
based on the most demanding aircraft the
airport serves on a regular basis. The
critical aircraft, or family of aircraft, is
defined by both the largest wingspan and the
highest approach-to-landing speed with
more than 500 itinerant operations per year.
In some cases, the critical aircraft can be
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two different aircraft, where one is used for
the largest wingspan and another for the
highest approach speed, as is the case for
FSM . Analysis in this study suggests that
the 70-seat Bombardier’s CRJ-700 or
Embraer’s EM B-170 are the critical aircraft
for airline use, the Gulfstream V for general
aviation, and the C-130 for military
operations.
C. AIRFIELD AND AIRS PAC E
CAPAC ITY
The ability of an airport to accommodate
aviation activity is a function of the number
of runways, the runway and taxiway
configuration, and the mix of aircraft using
the airport. The capacity of any runway is
finite with respect to the number of hourly
and annual operations it may ultimately
accommodate.
M oreover, capacity is
expressed by two principal terms: annual
service volume and hourly capacities under
Visual Flight Rules (VFR) and Instrument
Flight Rules (IFR).
These variables are used to provide a
quantitative breakdown of the airport’s
annual service volume (ASV) and hourly
capabilities (VFR and IFR). The procedures
used for this analysis are detailed in FAA
AC 150/5060-5, Airport Capacity and
Delay, and FAA Airport Design computer
program, Version 4.2D.
1.

Runway Capacity

Runway capacity is defined as a measure of
the maximum number of aircraft operations
which can be accommodated at that airport
on an hourly and/or annual basis without
compromising the safety of aircraft
operations.
This estimate accounts for
differences in runway use, aircraft mix, and
weather that may be encountered over the
span of a typical year. The Fort Smith
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Regional Airport has two runways: Runway
7-25, an ARC D-III runway (8,000 feet long
and 150 feet wide); and Runway 1-19, an
ARC B-II runway (5,002 feet long and 150
feet wide). The critical aircraft demand,
as defined in chapter 3, indicates these
runways will remain ARC D-III and B-II
throughout the planning period.
A runway’s ability to accommodate aircraft
is largely determined by an aircraft’s speed
and weight.
General aviation aircraft
(lighter aircraft) typically have lower
approach-to-landing speeds which equates to
a lower
runway
occupancy
time.
Conversely, larger and heavier aircraft
typically operate at higher approach-tolanding speeds, which require more
deceleration time.
This increased
deceleration time results in a longer runway
occupancy time, which decreases runway
capacity.
Another distinction between lighter and
heavier aircraft which affects runway
capacity is wake turbulence.
This
phenomenon
results
from
aircraft
operations, both on the ground and in the air.
The term wake turbulence includes vortices,
thrust stream turbulence, jet blast, and
propeller wash. Wake turbulence generated
from another aircraft can greatly affect the
safe operation of a subsequent aircraft. The
effect of wake turbulence is increased
aircraft separation distances on the ground
and in the air. Heavier aircraft generate
more wake turbulence than lighter aircraft.
Depending on the types of aircraft following
each other during approach-to-landing
operations, a typical separation distance of
four to six miles is required. Appropriate
time or distance intervals are also required
for aircraft departing a runway. Similar to
aircraft
approach-to-landing
speeds
discussed earlier, heavy aircraft departures
decrease a runway’s capacity as opposed to
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lighter aircraft.
In order to measure an airport’s runway
capacity, the FAA developed an aircraft
wake turbulence classification system based
upon a particular aircraft’s weight and
number of engines. Table 4-1 presents the
FAA Aircraft Classification System used in
determining aircraft mix.
The wake
turbulence alphabetical classification is
different from the aircraft approach speed
alphabetical classification system associated
with the airport reference code system. The
fleet mix for the Fort Smith Regional
Airport was developed from airport records
and the aviation forecasts presented in
chapter 3. Table 4-2 presents the aircraft
fleet mix for the existing conditions in 2005
and the projected fleet mix for the end of the
planning period in 2024.
a.
Existing Runway Capacity Analysis.
Both VFR and IFR hourly runway capacities
and the annual service volume (A SV) were
calculated for the existing runway system
configuration at the Fort Smith Regional
Airport. The following discussion adheres
to the guidelines contained in the FAA AC
150/5060-5, Airport Capacity and Delay,
and the FAA Airport Design computer
program, version 4.2D. These resources are
able to compute a reasonable estimate of the
airport’s hourly and annual runway capacity.
These estimates are then compared to the
approved forecast to determine if the
capacity of the runway is sufficient.
To determine an airport’s runway capacity, a
mix index must first be calculated. The mix
index is a mathematical formula and is
expressed as a percentage of wake
turbulence class “C” aircraft plus 3 times the
percent of class “D” aircraft (C+3D). The
aircraft mix presented in Table 4-2 was used
in calculating the index mix for the Fort
Smith Regional Airport.
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Table 4-1
Fort Smith Regional Airport
Aircraft Classification
Aircraft
Classification
Description 1
Class A
Small single-engine aircraft weighing 12,500 pounds or less
Class B

Small twin-engine aircraft weighing 12,500 pounds or less

Class C

Large aircraft weighing more that 12,500 pounds, but less than 300,000 pounds

Class D

Heavy aircraft weighing more than 300,000 pounds

1
Weights refer to maximum certificated take-off weight.
Source: FAA AC 150/5060-5, Airport Capacity and Delay, 1983

Table 4-2
Fort Smith Regional Airport
Aircraft Fleet Mix
2005

2024

Aircraft
Class

Description

Operations

Percent

Operations

Percent

A

Single-engine 12,500 lbs 1

12,888

19.9

15,420

23.0

B

Twin-engine 12,500 lbs

11,036

17.0

14,180

21.2

C2

Aircraft 12,500 lbs but 300,000 lbs

40,691

62.9

37,335

55.8

D

Aircraft >300,000 lbs

0

0

0

0

64,615

100

66,935

100

Total

Source: FAA AC 150/5060-5, Airport Capacity and Delay, 1983.
1 Includes single-engine, experimental, rotorcraft, and other aircraft ty pes.
2 For this analy sis military aircraft were grouped as Class C aircraft and were approximately 49 percent of the total operations at FSM in 2005.
They are forecasted to be approximately 37 percent of the operations in 2024.
Delta Airport Consultants, Inc.

Both hourly and annual runway capacities
were calculated using the FAA Airport
Design computer program, version 4.2D.
The existing and future capacities were
predicated on the current runway
configuration and operating characteristics.
Table 4-3 presents a comparison of existing
demand versus existing capacity.
As
indicated, the Fort S mith Regional Airport
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is currently operating at 30 percent of its
total annual service volume, and at 57
percent and 79 percent of VFR/IFR peak
hour capacity, respectively. These figures
represent a decrease over the levels
documented in the 1997 M aster Plan: 37
percent of annual service volume and 62
percent and 86 percent of VFR/IFR peak
hour capacity, respectively.
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Table 4-3
Fort Smith Regional Airport
Existing (2005) Demand Versus Ex isting Capacity
Demand
Capacity
Peak Hour
Operations

Total Operations

Hourly Operations
VFR
IFR

Annual Service
Volume

44

64,615

77 (57%)

215,000

56 (79%)

Source: FAA Design computer program, version 4.2D
Delta Airport Consultants, Inc.

b.
Future Runway Capacity Analysis.
The future runway capacity was calculated
using the same procedure as previously
described. Based on the mix index formula,
no changes are expected in the VFR or IFR
hourly capacities. As presented in Table 44, forecasted demand versus future runway
capacity is expected to increase to 31
percent of the AS V and to 58 percent and
80 percent of VFR/IFR peak hour

capacity,
respectively,
during
the
planning period. Industry and Federal
Aviation
Administration
guidelines
recommend
that
runway
capacity
improvements be considered when actual
operations reach 60 percent of the
theoretical ASV. Therefore, when actual
operations reach 129,000, a more detailed
analysis should be performed to
determine the capacity.

Table 4-4
Fort Smith Regional Airport
Future (2024) Demand Versus Ex isting Capacity
Demand
Peak Hour
Operations
45

Total Operations

Capacity
Hourly Operations
VFR
IFR

Annual Service
Volume

66,935

77 (58%)

215,000

56 (80%)

Source: FAA Design computer program, version 4.2D
Delta Airport Consultants, Inc.

2.

Taxiway Capacity

The location of the exit taxiways can also
affect the overall capacity of an airport and
contribute to the efficiency of aircraft
circulation. The location of exit taxiways
depends a great deal on the mix of aircraft,
approach and touchdown speeds, point of
touchdown, exit speed, rate of deceleration,
condition of the pavement surface (i.e., wet
or dry), and the number of exits. General
design practices recommend placing exit
taxiways at intervals of 1,500 feet to 2,000
feet for airports that handle a wide variety of
aircraft. FAA AC 150/5300-13, Airport
Design, states that when peak hour traffic is
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less than 30 operations, properly located
right-angled exit taxiways achieve an
efficient flow of traffic. The FAA AC also
recommends that bypass taxiways be
considered to provide flexibility in runway
use and notes that holding bays should be
provided when runway operations reach a
level of 30 per hour.
Runway 7-25 has four exit taxiways with an
entrance taxiway at each end of the runway,
while Runway 1-19 has three connector
taxiways, with an entrance taxiway at each
end of the runway. This is sufficient, and no
further exit taxiways are planned.
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3.

Airspace Capacity

1.

As detailed in chapter 2, the Fort Smith
Regional Airport is surrounded by Class D
and E airspace, and to the southeast there are
several military operation areas (MOA).
Additionally, there is a Terminal Radar
Service Area (TRSA) surrounding FSM .
The airspace in a five-nautical-mile radius
surrounding FSM (the primary airport in this
TRSA) is classified as Class D airspace.
Pilots operating within Class D airspace are
required to have an operational two-way
radio, unless otherwise authorized by FAA
Air Traffic Control (ATC), while Class E
airspace requires no specific certification or
equipment. Pilots operating under Visual
Flight Rules (VFR) are encouraged to
contact the radar approach control and avail
themselves of the TRSA services. However,
participation is voluntary on the part of the
pilot. The airport has an FAA Air Traffic
Control Tower (ATCT) and Terminal Radar
Approach Control (TRACON). The facility
is located southeast of the intersection of
Runway 7-25 with Runway 1-19 and is in
operation from 5:30 a.m. to 11:00 p.m.
daily. The field is uncontrolled between
11:00 p.m. and 5:30 a.m.
Instrument
operations to and from the Fort Smith
Regional Airport are supported by the
M emphis Center Approach Control. No
airspace capacity deficiencies were
identified during this evaluation.
D.
AIRS IDE FACILITY
REQUIREMENTS
The airport facility requirements are based
upon FAA AC 150/5300-13, Airport
Design, as it relates to the current and future
critical aircraft. As discussed previously,
the critical aircraft determines the airport
reference code from which the airside
geometrics are evaluated.
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Runway Analysis

This section evaluates the runway length,
width, safety areas, and object free areas
based on the existing and future aircraft
expected to use this facility.
The
recommendations stated herein are based on
FAA advisory circulars and specific
manufacturers’ aircraft performance data.
a.
Runway Length and Width. The
determination of runway length required for
an airport is based on standards presented in
FAA AC 150/5300-13, Chapter 3, and FAA
AC
150/5325-4A,
Runway
Length
Requirements for Airport Design. The
recommended length for a primary runway
at an airport is determined by considering
either the family of airplanes having similar
performance characteristics or a specific
aircraft requiring the longest runway. This
need is based on the aircraft or family of
aircraft that use the airport on a regular
basis, where regular basis is typically
defined as a minimum of 500 itinerant
operations per year. Additional factors
considered include critical aircraft approach
speed, its maximum certificated takeoff
weight, useful load and length of haul, the
airport’s field elevation above sea level, the
mean daily maximum temperature at the
airfield, and typical runway surface
conditions, such as dry or wet and slippery.
The runway length analysis for the Fort
Smith Regional Airport was performed
using FAA Airport Design computer
program, version 4.2D and procedures
outlined in FAA AC 150/5300-13, Airport
Design . The program includes an aircraft
fleet profile designed to be representative of
the small and large aircraft that comprise the
general aviation aircraft fleet in the United
States. Table 4-5 defines the runway length
requirements developed using the FAA
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Table 4-5
Fort Smith Regional Airport
Runway Length Requirements
AIRPORT RUNWAY DATA
Airport Elevation (MSL)

469’

Mean daily temperature of the hottest month

91 F

Maximum difference in runway centerline el evation

7’

Length of haul for airplan es of more than 60,000 pounds

1,000 miles

Runway Length Recommended for Airport Design
Small airplanes with approach speeds of less than 30 knots

310’

Small airplanes with approach speeds of less than 50 knots

840’

Small airplanes with less than10 passenger seats
75 percent of these small airplanes...

2,670’

95 percent of these small airplanes...

3,210’

100 percent of these small airplanes...

3,840’

Small airplanes with 10 or more passenger seats

4,370’

Large airplanes o f 60,000 pounds or less
75 percent of these larg e airplanes at 60 percent useful load

5,450’

75 percent of these large airpl anes at 90 percent useful load

7,000’

100 percent of these large airpl anes at 60 percent useful load

5,670’

100 percent of these large airpl anes at 90 percent useful load

8,700’

Airplanes o f more than 60,000 pounds

6,150’

Source: FAA Airport Design computer program, version 4.2D
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program and notes runway lengths and
useful loads.
The critical aircraft for runway length at
FSM is the Bombardier Aerospace CRJ-700
or Embraer’s EM B-170 for airline use, the
Gulfstream V for general aviation, and the
C-130 for the military. All three of these
aircraft types weigh more than 60,000
pounds. Based on this analysis, a runway
length range of 6,150 feet to 8,700 feet
should be considered. Runway 7-25, 8,000
feet long and 150 feet wide, is considered to
be adequate to serve the civilian sectors’
critical aircraft throughout the planning
period. However, the Arkansas Air National
Guard has expressed a need for a longer
runway. For example, summer temperatures
force T-38 military training aircraft to
operate at other airports.
A runway
extension of 1,000 to 2,000 feet was
requested by the Air Guard for the primary
runway. After evaluating obstructions in the
approach to Runway 25, it is recommended
that an extension of 1,000 feet be planned.
b.
Runway S afety Areas (RS A). FAA
AC 150/5300-13, Airport Design, designates
a minimum runway safety area based on the
airport reference code of the runway. A
runway safety area is defined as a surface
surrounding the runway which is suitable for
reducing the risk of damage to airplanes in
the event of an undershoot, overshoot, or
excursion from the runway.
Runway 7-25
As discussed previously, Runway 7-25 is
expected to remain classified as ARC D-III.
For Category D runways, such as Runway 725, the standard runway safety area standard
width is 500 feet centered on the runway and
extending 1,000 feet beyond each runway
end. The RSA for Runway 7-25 meets the
standard design criteria.
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Runway 1-19
Runway 1-19 is expected to remain
classified as ARC B-II. For Category B
runways, such as Runway 1-19, the runway
safety area standard width is 150 feet
centered on the runway and extending 300
feet beyond each runway end. The RSA for
Runway 1-19 meets the standard design
criteria.
c.
Runway Obstacle Free Zone. The
runway obstacle free zone (OFZ) is the
volume of airspace centered above the
runway centerline and is required to be clear
of all objects, except for frangible
NAVAIDs. The OFZ is illustrated in
Exhibit 4-1.
NAVAIDs are often located in the OFZ
because of their function, in order to provide
clearance protection for aircraft landing or
taking off from the runway, and for missed
approaches, where applicable. The OFZ is
subdivided as follows:
Runway OFZ - The airspace above the
runway surface centered on the runway
centerline. The elevation of the OFZ is the
same as the elevation of the nearest point on
the runway centerline. The OFZ extends
200 feet beyond each runway end; however,
the width may vary depending on the
runway classification. The OFZ width for
both Runway 7-25 and Runway 1-19 is 400
feet.
Inner-Approach OFZ - The volume of
airspace centered on the approach area, and
applies only to runways with an approach
lighting system (ALS). At the Fort Smith
Regional Airport, this condition applies to
both Runway 7 and Runway 25 approaches.
The zone of airspace begins 200 feet from
the runway threshold at the same elevation
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as the runway threshold and extends 200
feet beyond the last light unit in the ALS.
Its width is the same as the runway OFZ and
rises at a slope of 50 (horizontal) to 1
(vertical) from its beginning.
•

•

•

For Runway 7-25 the inner-approach
OFZ is 400 feet wide and extends 200
feet beyond the outermost light of the
approach light system.
Inner-Transitional OFZ – Represents the
volume of airspace along the sides of the
runway OFZ and the inner-approach
OFZ, and applies only to runways with
approach visibility minimums lower than
3/4 statute miles.
For Runway 7-25 (CAT I-ILS) this
airspace begins at the edges of the
runway OFZ and inner-approach OFZ,
then rises vertically to a height defined
by the critical aircraft dimensions
(established in FAA AC 150/5300-13),
then slopes 7 (horizontal) to 1 (vertical)
out to a height of 150 feet above the
established airport elevation. Runway 725 meets the standard design runway
obstacle free zone criteria.

d.
Runway Object Free Area. The
runway object free area (ROFA) is a twodimensional surface centered on the runway
centerline. It is provided to enhance the
safety of aircraft operations by having the
area free of objects except for those that
need to be located in the ROFA for air
navigation or aircraft ground maneuvering
purposes and to taxi and hold aircraft in the
OFA. The OFA clearing standard requires
clearing the OFA of aboveground objects
protruding above the runway safety area
edge elevation.
Object free areas are
illustrated on Exhibit 4-2.
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Runway 7-25
The ROFA for Runway 7-25 is 800 feet
wide centered on the runway and extending
1,000 feet beyond each runway end. The
existing ROFA for Runway 7-25 meets the
required FAA criteria.
Runway 1-19
The ROFA for Runway 1-19 is 500 feet
wide centered on the runway and extending
300 feet beyond each runway end. The
existing ROFA for Runway 1-19 meets the
required FAA criteria.
e.
Runway Protection Zones. Runway
protection zones (RPZs) are trapezoidal,
centered on the extended runway centerline,
and typically begin 200 feet beyond the end
of the area usable for take-off and landing.
The function of an RPZ is to enhance the
protection of people and property on the
ground, which is achieved through airport
owner control over these land areas. Such
control includes clearing RPZ areas (and
maintaining them clear) of incompatible
objects and activities. Control is preferably
exercised through the acquisition of
sufficient property interest in the RPZ.
Runway protection zones are illustrated in
Exhibit 4-2.
Runway 7
The dimensions of the RPZ for Runway 7
are 1,000 feet by 1,750 feet by 2,500 feet.
The RPZ for Runway 7 meets FAA criteria
dimensionally, but the airport does not have
controlling interest of the entire RPZ area.
The airport does have avigation easements
over 8.83 acres of the RPZ. It is
recommended that the airport purchase
the 8.83 acres via fee simple acquisition to
gain complete control over the RPZ.
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Runway 25

Runway 19

The dimensions of the RPZ for Runway 25
are 1,000 feet by 1,750 feet by 2,500 feet.
The RPZ for Runway 25 meets FAA criteria
dimensionally and is located entirely on
airport property.

The dimensions of the RPZ for Runway 19
are 500 feet by 700 feet by 1,000 feet. The
RPZ for Runway 19 meets FAA criteria
dimensionally, but the airport does not have
controlling interest of the entire RPZ area.
The airport does have avigation easements
over 1.27 acres of the RPZ.

Runway 1
The dimensions of the RPZ for Runway 1
are 500 feet by 700 feet by 1,000 feet. The
RPZ for Runway 1 meets FAA criteria
dimensionally, but the airport does not have
controlling interest of the entire RPZ area.
The airport does have avigation easements
over 7.11 acres of the RPZ.

f.
Pavement S trength and Condition.
The runway pavements at the Fort Smith
Regional Airport are a combination of
concrete
and
bituminous
(asphalt)
pavements.
The published runway
pavement strengths are shown in Table 4-6.
The runway pavement for both runways
is adequate to support the existing and
future critical aircraft operations, and
should be maintained in accordance with
the airport’s pavement management plan
throughout the planning period.

Table 4-6
Fort Smith Regional Airport
Pavement Strength
Bearing Capacity

Runway 7-25

Runway 1-19

Single Gear
Dual Gear
Dual Tandem

75,000 lbs
175,000 lbs
295,000 lbs

55,000 lbs
70,000 lbs
120,000 lbs

Source: Airport Facilities Directory

2.

Taxiway Analysis

FAA Advisory Circular 150/5300-13,
“Airport Design” presents design standards
for taxiway and taxilane development. A
taxiway is defined as a path established for
the taxiing of aircraft from one part of the
airport to another. A taxilane is defined as
the portion of the aircraft parking area used
for the access between taxiways and aircraft
parking positions.
Additions or improvements to an airport
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taxiway system are typically undertaken to
increase airport capacity, for operational
efficiency, and to enhance safety. An
efficient runway/taxiway will increase an
airport’s ability to handle arriving and
departing aircraft, as well as expedite
ground movements between the runway and
terminal areas.
Parallel Taxiway ‘A’
Taxiway ‘A’ is 75 feet wide and lighted with
medium-intensity edge lighting.
The
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northeast portion of Taxiway ‘A’ is located
400 feet from the runway centerline, while
the southwest portion is separated by 470
feet. Taxiway ‘A’ provides a dual-use
entrance/exit taxiway to each end of
Runway 7-25, with Taxiways ‘C’, ‘D’, ‘E’,
and ‘F’ serving as exit taxiways from
Runway 7-25 to Taxiway ‘A’. The taxiways
serving Runway 7-25 are all concrete
construction. Holding aprons are located on
each end of Taxiway ‘A’.
Parallel Taxiway ‘B’
Runway 1-19 is supported by a partial
parallel taxiway, Taxiway ‘B’, which
extends from Taxiway ‘A’, north to the
threshold of Runway 19. Taxiway ‘B’
varies in width from 50 to 80 feet and is
lighted with medium-intensity edge lighting.
M ost of taxiway ‘B’ is located 313 feet west
of the Runway 1-19 centerline. The north
portion of Taxiway ‘B’ is located 350 feet
from the runway centerline. Taxiways ‘A’,
‘G’, and ‘H’ serve as exit taxiways from
Runway 1-19, and are of concrete
construction, except for the north 1000 feet
of Taxiway ‘B’ which is bituminous.

3.

Taxiway ‘E’ serves as an entrance/exit
taxiway for Runway 1.
It extends
diagonally from the general aviation ramp
and Taxiway ‘A’, across Runway 7-25 to the
Runway 1 threshold. This taxiway is 50 feet
wide and is concrete north of Runway 7-25
and bituminous construction south of 7-25.
The taxiway pavements are adequate to
support the existing and future critical

Navigational Aids (NAVAIDs)

Navigational Aids (NAVAIDs) are a system
of electronic and visual aids that assist pilots
with navigating their aircraft in a safe and
orderly manner during take-off, approach,
and landings. Table 4-7 shows the existing
NAVAIDs for Runways 7-25 and 1-19.
With the advent of Global Positioning
Systems (GPS), air navigation now has an
economic and efficient system that can
allow every airport in the country to have
some type of navigational aid.
It is recommended that Precision
Approach Path Indicators (PAPIs) be
added to Run way 7 and to Runway 1 to
assist pilots with navigating their aircraft
in a safe and orderly manner during
landings. In addition, it is recommended
that the Runway 25 Visual Approach
Slope Indicator (VAS I) be replaced with a
PAPI.
4.

Diagonal Taxiway ‘E’
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aircraft operations, and should be
maintained in accordance with the
airport’s pavement management plan
throughout the planning period.

Instrument Approach Procedures

The Fort Smith Regional Airport has nine
published instrument approach procedures.
Runway 7 has a precision Instrument
Landing System (ILS) approach and three
non-precision approaches, Runway 25 has a
precision ILS approach and three nonprecision approaches, and Runway 1 has a
non-precision approach.
No additional
procedures are required at this time.
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Table 4-7
Fort Smith Regional Airport
Existing Ground Navigational and Visual Aids
Runway
Navigational Aids

7

25

1

19

Instrument Landing System (ILS)
Approach Lighting System (MALSR)
Visual Approach Slope Indicator (VASI)
Runway End Identifier Lights (REIL)
Precision Approach Path Indicators (PAPI)
Non-Directional Beacon (NDB)
Very High Frequency Omnidirectional Range Stations (VOR)
or GPS

Source: Delta Airport Consultants, Inc.

5.
Airfield Lighting S ystem and
Visual Approach Aids
a.
Airport Beacon. The airport beacon
at Fort Smith Regional Airport is mounted
atop a tower located east of the airfield
maintenance buildings. The beacon is in
excellent condition and should be
maintained operational through the
planning period.
b.
Runway and Taxiway Lighting.
Runway 7-25 is equipped with standard
High-intensity runway lights (HIRLs), while
Runway 1-19 is equipped with M ediumintensity runway lights (M IRLs).
The
runway lights are in fair to poor condition.
The taxiway edge lights are mediumintensity taxiway lights (M ITLs) and are
currently in fair to poor condition. It is
recommended that the runway and
taxiway lighting be replaced during the
planning period.
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c.
Visual Approach Aids.
Runway 7-25 - As indicated previously,
Runway 7-25 is equipped with a mediumintensity approach lighting system with
runway alignment indicator lights (M ALSR)
on both ends of the runway. The MALSRs
may be activated by keying the aircraft’s
microphone on the Common Traffic
Advisory Frequency (CTAF), 118.3 M HZ,
when the air traffic control tower is not in
operation.
Both systems are in good
condition and should be maintained by
the FAA through the planning period.
Runway 25 is also equipped with a VASI
light system located on the left side of the
runway. It is in good condition; howe ver, it
is recommended that they be replaced
with PAPIs during the planning period.
A 4-box PAPI system is recommended for
Runway 7.
Runway 1-19 - Runway 19 is equipped with
a 4-box PAPI system. The system is in
good condition and should be maintained
by the FAA throughout the planning
period. Runway 1 should be equipped
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with a 4-box PAPI system.
6.
General Aviation Aircraft Parking
Requirements
General aviation (GA) aircraft parking
requirements vary widely depending on the
percentage of transient aircraft using the
airport, as well as the number of based
aircraft owners who choose to tie down their
aircraft on the ramp in lieu of leasing hangar
space. A typical general aviation apron
layout for Group I and II aircraft is
illustrated in Exhibit 4-3.
a.
Transient
Aircraft
Parking
Requirements. Transient aircraft parking
requirements typically comprise the largest
demand for apron space requirements.
Transient aircraft are defined as those
aircraft not based at the facility. For the
purpose of this analysis, peak day transient
operations from the forecast chapter were
used to determine apron space requirements.
The existing general aviation apron totals
approximately
50,000
square
yards
including transient apron, based aircraft tiedowns, and circulation area. Approximately
30,000 square yards are currently used for
transient aircraft.
This area is located
directly in front of the FBO building. Based
tie-downs are located behind Hangars 3, 4
and 5. Overflow parking space is in front of
Hangars 3, 4, and 5 in a very linear
configuration. However, the FBO reports
that this apron area is very irregular and not
conducive to aircraft parking because of
steep gradients in a “washboard” fashion.
This apron is used only when other space is
not available. Local air traffic control tower
activity data indicates that approximately 50
percent of the GA itinerant traffic is
transient. Taxiway ‘A’ utilizes the front
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portion of the GA ramp. This routing
eliminates 8,000 square yards of space for
the GA ramp since it serves the taxiway and
its associated taxiway obstacle free area.
Relocation of Taxiway ‘A’ to a 400-foot
separation should be considered, as
discussed in the alternatives chapter.
For the purpose of this analysis, it is
assumed that, as specified in AC 150/530013, 50 percent of the daily transient aircraft
operations will be on the apron
simultaneously during a busy day. Table 48 details the transient aircraft activity for the
planning period. Planning allocations for
these aircraft types were 500 square yards
(sq. yds.) for single-engine aircraft, 700 sq.
yds. for multi-engine (piston)/multi-engine
(turbine) aircraft, 900 sq. yds. for turbo-jet
aircraft, and 200 sq. yds. for other aircraft
(Rotorcraft). Table 4-9 presents the apron
requirements for transient aircraft for the 20year planning horizon.
b.
Based Aircraft Apron Parking
Requirements. Based aircraft, as opposed
to transient aircraft, are permanently stored
at the airport.
For those owners not
requiring hangar storage, adequate space for
parking and storage of these aircraft on the
apron should be provided. These based
aircraft storage spaces are part of the total
apron tie-down area. Historically, aircraft
types that are routinely stored or parked on
the apron are the less expensive singleengine aircraft types. The larger and more
expensive aircraft, such as the multi-engine
aircraft types, are normally stored in
hangars.
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Table 4-8
Fort Smith Regional Airport
Transient Aircraft Activity
2005

2010

2015

2024

Transient OPS/Average Day

82

94

100

108

Transient Aircraft/Averag e Day

41

47

50

54

Single Engine

25

27

29

31

Multi-Engine

9

10

10

10

Turbo-Jet

6

9

10

12

Rotorcraft

1

1

1

1

Source: Delta Airport Consultants, Inc. Analy sis

Table 4-9
Fort Smith Regional Airport
Transient Aircraft Apron Requirements
Aircraft
2005
Types
(SY)

2010
(SY)

2015
(SY)

2024
(SY)

Single Engine

12,500

13,500

14,500

15,500

Multi-Engine

6,300

7,000

7,000

7,000

Turbo-Jet

5,400

8,100

9,000

10,800

Rotorcraft

200

200

200

200

Total Requirements

24,400

28,800

30,700

33,500

Source: Delta Airport Consultants, Inc. Analy sis

The airport currently has 15 single-engine
aircraft using apron tie-downs, representing
approximately 35 percent of the singleengine aircraft based at the airport. The
square yardage (SY) per based aircraft is the
same as that for transient aircraft. These
space allocations include areas for taxilanes
between rows of aircraft and at the ends of
each row.
Utilizing the based aircraft forecast, based
aircraft tie-down requirements were forecast
for the planning period. These requirements
are presented in Table 4-10.
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c.
Total General Aviation Apron
S pace Requirements. The preceding
discussions have identified the total demand
for apron space for the planning period.
Apron size requirements have been
established for both based and transient
aircraft.
Table 4-11 presents the area of apron
requirements for the planning period. The
FBO at FSM has a military fuel contract and
is host to a significant number of transient
military aircraft.
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Table 4-10
Fort Smith Regional Airport
Based Aircraft Apron Tie-down Requirements (SY)
2005

2010

2015

2024

Single Engine (spaces)

15

16

16

17

Tie-Down Requirements (SY)

7,500

8,000

8,000

8,500

Source: Delta Airport Consultants, Inc. , Analy sis

This demand has been estimated to account
for another 10,000 square yards.

E. LANDS IDE FACILITY
REQUIREMENTS

Although this analysis shows an excess
capacity in apron space, the linear
configuration and hangars dispersed within
apron areas do not serve the airport’s needs
efficiently. In addition, the FBO reports that
the irregular gradients on the overflow ramp
discourage its use. General aviation needs
will be reviewed in the alternatives chapter.

Landside facilities include airport buildings,
automobile parking areas, fuel farms,
passenger and general aviation terminal
buildings, hangar space, an Air Traffic
Control Tower (ATCT), and fencing. The
landside
facility
requirements
were
developed from a review of the inventory
and forecast chapters of this study.

Table 4-11
Fort Smith Regional Airport
General Aviation Apron Requirements
Aircraft
Ex isting Capacity
Types
Transient Aircraft
30,000

2005
(SY)
24,400

2010
(SY)
28,800

2015
(SY)
30,700

2024
(SY)
33,500

Based Aircraft

10,000

7,500

8,000

8,000

8,500

Military Aircraft

10,000

10,000

10,000

10,000

10,000

Total Apron Requirements

41,900

46,800

48,700

52,000

Existing Pavement

50,000

50,000

50,000

50,000

Capacity (+/-)

+9,100

+3,200

+1,300

-2,000

Source: Delta Airport Consultants, Inc., Analy sis
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1.

Air Carrier Terminal Building

As highlighted in the inventory chapter, the
Air Carrier Terminal Building was
completed in 2002.
This modern 52,200- square-foot passenger
terminal provides a comfortable, spacious
facility for airline passengers. There is
additional space for expansion within the
terminal facility for another airline and for
additional rental cars. Ticketing counter
space is available and additional gate loweruse spaces are available in the passenger
hold room. Based on the forecast presented
in chapter 3, this new terminal building
should serve the needs of the community
throughout the study period.
However, there are several areas where
attention may need to be focused. Passenger
screening during the peak periods can be
constrained by lack of space. In the latter
stages of the planning period, the airport
may want to consider expanding this area,
perhaps by widening the corridor on the side
opposite the concessions area.
In addition, during the interviews with
tenants during the inventory visit, the
operators of the airport’s snack bar
expressed a desire for more space for their
operation. They were particularly interested
in the installation of a grill. The concessions
area falls within the same corridor
mentioned earlier. With restrooms on both
ends of the snack bar, the only area for
expansion is toward the baggage claim cart
loop area. It may be possible to claim some
space under the canopy overhang in this
area.
Otherwise, the new terminal facility is an
excellent front door for Fort Smith and the
region. The building is new, comfortable,
and spacious and should serve throughout
the study period.
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2.

Air Carrier Apron Requirements

As described in the inventory chapter, the
55,000-square-yard concrete apron in front
of the Air Carrier Terminal will serve
comfortably throughout the planning period.
With the 50-seat regional jets currently
serving the market, ample space is available
for aircraft and ramp operations. While
future forecast anticipates the advent of
some 70-seat aircraft to serve the market,
these larger aircraft can be comfortably
accommodated at the existing gates and on
the existing ramp. Even with the possibility
of another airline, the existing ramp will be
sufficient.
During the interviews with airline personnel,
a question was raised about the need for
stormwater management controls during
deicing
operations.
These
water
management features could also be
beneficial in the event of a fuel spill accident
on the ramp. It is recommended that the
airport confirm the current containment
capabilities of its detention basin or consider
installing oil-water separator facilities to
protect downstream channels.
3.

Vehicular Access and Parking

a.
Terminal Area Access. Primary
access to the airport passenger terminal
building is via M cKennon Boulevard. This
road joins South 66th Street and then splits
into a loop around the parking lot. In front
of the terminal the roadway provides one
through lane with free drop-off parking
provided on both sides for approximately 12
vehicles. Plans are to change to two through
lanes with only one curbside drop-off lane
next to the building.
A thorough analysis of motor vehicle traffic
flows associated with current and projected
future air passenger demand is essential to
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assure that ground congestion does not
become an unanticipated constraint on a
passenger terminal’s performance. It is
recommended that airport management
continue to work with local and regional
planning agencies to improve the ground
access and signage to and from Interstate
540 and the future Interstate 49
alignment southeast of the airport.
b.
Automobile Parking. Short-term
and long-term parking is combined in one
paved lot conveniently located just north of
the passenger terminal. The parking lot is
operated by Republic Parking Systems.
There are 256 public automobile parking
spaces in front of the passenger terminal. A
project to expand the public parking by 359
spaces (for a total of 615 public spaces) was
recently completed. Rental car parking, to
the east of the passenger terminal, consists
of 152 parking spaces. The rental car
companies have expressed a desire for more
vehicle spaces. To accommodate this need,
the airport has allocated 120 spaces of the
public parking lot expansion noted above for
car rental storage until the spaces may be
needed for public parking. The airport is
currently constructing a common car wash
facility. Employee parking, located to the
west of the passenger terminal, consists of
58 parking spaces.

4.
General Aviation Terminal
Building and Auto Parking
a.
GA Terminal Building. Total peak
hour general aviation operations for the Fort
Smith Regional Airport were forecasted to
increase from 16 in 2005 to 22 by the end of
the planning period. For planning purposes,
arrivals and departures are assumed to be
equal. A gross area of 100 square feet per
peak hour passenger was used in developing
total terminal building area requirements.
This includes space for airport management
offices, FBO operations, pilot and public
waiting lounges, restrooms, concessions,
and utility and storage areas. The area
requirements are presented in Table 4-12.
In summary, the recommended building
requirements range from 1,600 square feet
to 2,000 square feet. No additional GA
terminal space is anticipated to be
required during the planning period.
However, due to the poor configuration of
the buildings in the GA area, it may be
prudent to consider alternatives to
improve density of facilities with more
efficient circulation.

Table 4-12
Fort Smith Regional Airport
General Aviation Terminal Building Area Requirements
2005
Peak Hour Pilot and Passengers
16

2010
19

2015
20

2024
22

Recommended Area (SF)

1,600

1,900

2,000

2,200

Existing Area (SF)

5,500

5,500

5,500

5,500

Deficiency (-)/Capacity (+) (SF)

+3,900

+3,600

+3,500

+3,300

Source: Delta Airport Consultants, Inc., Analy sis
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b.
General Aviation Automobile
Parking. The existing GA parking area
provides an ample number of spaces for
current activity. Improvements may be made
to the layout, but no additional spaces are
required during the planning period. The
most significant issue expressed during the
interviews was that too much automobile
traffic passes through the gate adjacent to
the FBO operation. Consideration should be
given to studying the need for access and
optimizing the location of access-controlled
gates for GA for the future.
5.

Hangar Facilities

There are seven FBO/SASO hangars at
FSM , ranging from 4,800 square feet to over
13,000 square feet. There are eight corporate
hangars, ranging in size from 5,000 square
feet to over 15,000 square feet. Finally, there
are two T-hangar buildings with 14 total
units.
The inventory documented that 15 singleengine aircraft are located on tie-downs on
the ramp. The remaining 28 single-engine
aircraft are in T-hangars or in FBO/SASO
hangars. Therefore, the forecast growth of
six additional single-engine aircraft over the
study period will need to be accommodated
on the ramp, since there is no available Thangar space. It is recommended that a 10unit T-hangar be planned for Phase I of the
study period, with the possibility of another
10-unit hangar for Phase III. This may allow
some of the single-engine aircraft in
FBO/SASO hangars to be relocated to Thangars.
One additional multi-engine aircraft is
forecast for the based fleet at FSM . This
aircraft can be accommodated in the Thangars, if it is in the piston category, or
may assume a spot in the FBO/SASO
hangars vacated by some of the single
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engines which move to T-hangars.
The biggest challenge in forecast aircraft
growth is in turbo-jets, where nine
additional jets are indicated over the 20-year
period. These aircraft will need to be stored
in individual corporate or larger FBO/SASO
hangars. For purposes of this study, we will
assume one large FBO/SASO hangar
housing three turbo-jet aircraft and six
additional stand-alone corporate hangars.
6.

Air Traffic Control Tower

An Air Traffic Control Tower (ATCT) is a
terminal facility, which through the use of
air/ground
communications,
visual
signaling, and other devices, provides air
traffic control services (ATC) to airborne
aircraft operating in the vicinity of an airport
and to aircraft operating on the ground at the
airport. The Fort Smith Regional Airport
ATCT and TRACON facilities operate daily
from 5:30 a.m. to 11:00 p.m.
7.

Perimeter Fencing

The airport property is fenced entirely with
an eight-foot fence equipped with barbed
wire outriggers. It is recommended that
the fence be maintained throughout the
planning period.
F.

S UPPORT FACILITIES

Support facilities play a vital role in the
operation of the Fort Smith Regional
Airport. The sizing, location, and phasing of
these facilities must provide flexibility to
accommodate the dynamic aviation industry.
Support facilities that will be discussed in
this section include the following:
•
•
•

Aviation Fuel Storage
Aircraft Rescue and Firefighting
Airport Electrical Vault
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1.

Aviation Fuel

As noted in the inventory chapter, Fort
Smith Regional Airport has nine aboveground storage tanks (AST) and four tender
trucks for aviation fuel. There are six Jet-A
tanks, two 100LL AvGas tanks, and one
tank for waste oil. Of the six Jet-A tanks,
four are privately owned and operated by
corporate users. Fuel sales to the public are
provided by TAC Air. They have 40,000
gallons of Jet-A in two tanks and 12,000
gallons of AvGas in a single 12,000-gallon
tank. Fuel is dispensed via three Jet-A tender
trucks and one AvGas tender truck. There is
a 1,000-gallon self-service fuel tank
available to itinerant and local pilots.
The FBO manager reports that a significant
portion of fuel flow at the airport is for
military operations. With the Air Guard
facility at FSM , the airport is a favored site
for fueling associated with training
operations. In fact, some support equipment
for military operations is stored with the
FBO.
Although the current capacity
be adequate for the future,
prudent to reserve space for
20,000-gallon Jet-A tank and
12,000-gallon AvGas tank.

is reported to
it would be
an additional
for a second

2.
Aircraft Rescue and Firefighting
(ARFF)
The AANG provides all aircraft rescue and
firefighting (ARFF) services for the airport,
with a staff of 24 firefighters on duty 24
hours a day, seven days a week. The fire
department personnel are trained in
Hazardous M aterial Response.
A firetraining facility certified by the FAA and the
Department of Defense is located on the
airport. The Fort Smith Regional Airport
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currently meets the FAR Part 139
requirements for Index “B” aircraft. A list
of the ARFF equipment currently in use at
the airport is found in chapter 2 of this
report. It is recommended that the airport
maintain sufficient equipment to meet the
“Index B” requirements throughout the
planning period.
3.

Airfield Electrical Vault

The airport’s electrical vault is located on
the south side of the airport in the vicinity of
the air traffic control tower. The vault
contains the airfield’s main electrical power
supply and controls for the airfield lighting
system including runway, taxiway, and
apron edge lights. It is in very good
condition and should be expanded as
necessary. The airport may be looking
for a new location for the vault when the
electrical re-build of the system is done.
G.

LAND ACQUIS ITION

The Airport Commission owns a significant
land envelope to serve the airport needs of
the community.
However, experience
shows that without adequate assessment and
protection, development can encroach. Land
acquisition recommended actions are as
follows:
•

•

•

Acquire runway
protection zone
property in fee simple, wherever
possible, including acquiring parcels and
relocated businesses as necessary in the
north portion of the Runway 7 runway
protection zone.
For the extension of Runway 25,
purchase several parcels with large trees
(obstructions) west of M assard Road
below the approach surface.
Consider acquisition of the land north of
the railroad tracks and south of airport
property, as shown on the previous
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Airport Layout Drawing, to limit
development in the southeast quadrant,
the only area around the airport in which
significant development could occur.
H.
FACILITY REQUIREMENTS
S UMMARY
This chapter has presented the facility
requirements for the continued development
of the Fort Smith Regional Airport. Facility

Table 4-13
Fort Smith Regional Airport
Facility Requirements Summary
Project Des cription
Extend Runway 25 1,000 feet
Relocate Taxiway A to 400 feet (west)
Upgrade Runway 7-25 Lighting
Upgrade Taxiway Lighting
PAPI Installation Runway 7
PAPI Installation Runway 1
PAPI Installation Runway 25
Access and Signage Improvements
Construct one T-Hangar (10-unit)
Construct one Community Hangar
Construct six Corporate Hangars
Land Acquisition, RW 7 (8.83 ac)
Land Acquisition, RW 25 (8.0 ac)
Land Acquisition, Southeast Quadrant

2005-2009

requirements were predicted based on the
existing and forecasted aviation demand,
and applicable federal aviation regulations
and advisory circulars. These facilities are
needed to satisfy the short- and long-term
needs of the aviation community.
Recommendations contained herein are
intended to optimize the operational
efficiency, flexibility, and safety of the
airport. Facility requirements as presented
in this chapter are highlighted in Table 4-13.

2010-2014

2015-2024

Ultimate

Source: Delta Airport Consultants, Inc.
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Chapter Five
ALTERN ATIVES ANALYS IS

should be reserved
commercial service.

A. INTRODUCTION

The northwest quadrant of the airport is
extremely congested. The Arkansas Air
National Guard (AANG) has a
significant facility and is looking for
space for expansion. General aviation is
also located in this quadrant adjacent to
the AANG. Although some space is
available
for
expansion,
the
opportunities will be limited. If both of
these major users are to remain in the
same quadrant, it is important to
optimize density of all available space
with some possible realignment of GA
facilities.

This chapter evaluates concepts for
alternatives recommended facilities and
operational efficiencies. The first items
to consider are any non-standard
conditions which must be corrected to
enable the airport to meet FAA design
criteria.
Although
the
facility
requirements of the previous chapter will
be used as a guide for phasing projects
within the 20-year planning period,
consideration will be given to ultimate
development needs for each concept.
Each alternative was evaluated for its
ability to meet the facility requirements,
aircraft operational needs, public access,
and future development capability. Some
alternatives build on existing layouts,
while others consider a totally new site.
The desired and intended result of this
analysis is to produce a “preferred
alternative” that provides a rational and
reasonable development guideline for
airport management during the next 5-,
10-, and even 20-year period.

scheduled

The southwest quadrant of the airport is
the most constrained. It is limited by the
railroad tracks and the industrial corridor
to the south. Although there might be
some 30 acres of developable space, it is
further complicated by a triangular
configuration which does not provide
enough depth for any significant
development.

As a basic concept, efforts are typically
made to separate uses/users to the extent
practical. For example, air carrier
operations should be separated from
general aviation. Cargo operations might
be separated from general aviation and
airline service. Large aircraft should be
separated from smaller aircraft. With the
two intersecting runways at FSM , four
basic quadrants are established for
airport property. Airline operations have
now been located in the northeast
quadrant and have ample room for
expansion. This location also works well
for security purposes. To the extent
possible, this quadrant of the airport
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for

Finally, the southeast quadrant does not
afford enough area on existing airport
property to allow a significant
investment in development. However,
with land acquisition, as shown on the
current airport layout drawing, there
could be the potential for a significant
development for relocated general
aviation, cargo, or special use
operations. In fact, this is most likely the
only
quadrant with undeveloped
property which could be used for
ultimate airport development. Since the
property is located between the railroad
tracks and the airport, its use would
appear ideal for the airport’s ultimate
growth.
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B. FAA S TANDARDS

integrated into the market within the
next five to 10 years. These aircraft can
be easily accommodated on the existing
runway.

The airport is in compliance with FAA
dimensional standards for safety area,
object free area, and obstacle free zones.
FAA recommends that the airport own
the runway protection zones (RPZ) in
fee simple title. When not possible, an
avigation easement is acceptable as long
as obstructions can be maintained below
FAR Part 77 and/or penetrating
obstructions can be lighted. There are
standards for the taxiways and lighting
systems which were considered as part
of this analysis.
C. RUN WAYS
The operations at FSM do not warrant a
parallel runway for capacity purposes.
However, the airport is very vulnerable
if an aircraft incident/accident occurs
which disables the aircraft on the
primary runway or within the runway
object free area. In addition, the
rehabilitation and preservation of the
primary runway can be done only during
nighttime periods, at a considerable cost
premium. Since Runway 7-25 is the only
commercial service runway, a closure is
a significant impact to the service area.
Runway 7-25 is classified as an airport
reference code D-III runway. It currently
meets the runway safety area, runway
obstacle free zone, and the runway
object free area requirements. The
runway, 8,000 feet long, is adequate for
scheduled commercial operations at the
airport. All scheduled commercial
service is currently being accomplished
with 50-passenger regional jets. The
forecast chapter anticipates continued
use of regional jets for the balance of the
study period. Larger 70-passenger
regional jets are anticipated to be
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The airport is home to the Arkansas Air
National Guard Flying Razorbacks,
which will be converting from F-16s to
A-10s during 2006. In addition, it is a
favored location for military crosscountry
and training operations,
including C-130s from Little Rock and
T-38 operations from Enid, Oklahoma,
and Wichita Falls, Texas. The T-38
trainers operate from Vance AFB and
from Shepherd AFB to FSM . In fact,
Vance AFB has provided TAC Air, the
FBO, with a Ground Power Unit (GPU)
to support their frequent operations to
the airport. The FBO reports another
example of military operations as crosscountry flights by F-16s from Shaw AFB
in South Carolina. Their favored
refueling point en route to the depot in
Utah is FSM .
The FBO has expressed the need for a
runway length of 9,000 to 10,000 feet
for military training operations. With the
current length, the T-38 aircraft cannot
operate when temperatures exceed 75
degrees Fahrenheit. In addition, Fort
Smith, home of Fort Chaffee, has been a
favored location for the Federal
Emergency
M anagement
Agency
(FEMA) and other federal agencies in
relief efforts for displaced families in
emergency situations. The Air National
Guard becomes a significant partner in
these relief efforts. Examples include
relief for refugees from Hurricanes
Katrina, and Rita in 2005, as well as
Vietnamese refugees in 1975, and Cuban
refugees in 1980. These humanitarian
relief efforts have resulted in C-141, C130, and C-17 aircraft operations at the
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airport. These aircraft increase the
demands upon the airport in terms of
runway length and strength.

When approach obstructions are
discussed, it must be remembered that
the required approach slope surface is a
50:1 and a 34:1. The 50:1 requirement is
to satisfy FAR Part 77 standards, which
require the removal or lighting of
penetrations to this surface. However,
for instrument approaches, lower than ¾
mile, which exists on both ends of
Runway 7-25, the 34:1 approach slope
must be clear, or the minimum descent
altitude will be raised.

Runway 7 Extension
The extension of the west end of
Runway 7-25 is not considered to be a
reasonable alternative, unless declared
distances are utilized. Although a 500foot extension, with the associated
1,000-foot safety area, can be physically
constructed, FAR Part 77 clearances
become more challenging. The 15-foot
required clearance over roadways and
the 23-foot clearance over the railroad
crossing the southwest side of the
runway protection zone become in
question. Since the approach surface
would be lowered by 10 feet as a result
of the extension, numerous buildings in
the approach would require obstruction
lighting for compliance. Therefore, an
extension to the west end of the runway
was dropped from further consideration.

The final recommended extension for
the east end of the runway is 1,000
feet. This is based on the anticipated
level of obstruction clearance which can
logically be achieved in the east
approach area to preserve a clear 34:1
approach surface. In addition, this
maintains the runway protection zone
within
existing
airport
property
boundaries. This proposed runway
extension is shown on Exhibit 5-1.
Runway 1-19

Runway 25 Extension
Extension of Runway 7-25 to the east
can be physically accommodated up to
1,500 feet, allowing 1,000 feet for the
safety area and maintaining most of the
runway protection zone on existing
airport property. The major issue with an
extension to the east end is obstructions
in the approach to the runway. Trees on
a ridge just to the north of airport
property penetrate approach surfaces.
However, these trees are existing
obstructions, and acquisition has been
recommended. The other concern is trees
located on a very high ridge south of the
approach corridor. Again, these trees in
the approach and transition zones are
existing obstructions, and any extension
will increase the penetrations.
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Runway 1-19 serves general aviation
aircraft only. At 5,002 feet, it provides
ample length for most of the general
aviation fleet. The runway is listed with
an airport reference code of B-II. With
this classification, the runway safety
area, runway obstacle free zone, and the
runway object free area are in
compliance. The runway is somewhat
limited from future expansion by
railroad tracks on the south and Phoenix
Avenue to the north. No extension is
recommended for Runway 1-19.
D.

TAXIWAYS

Runway 7-25 is served by a full-length
parallel taxiway designated as Taxiway
“A”. It is separated by 400 feet from the
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runway on the east side of Runway 1-19
and by 470 feet on the west side of
Runway 1-19. This divergence on the
west end causes the GA apron area to be
further constrained. It is recommended
that Taxiway “A” be uniformly
aligned at 400 feet from the runway
centerline for its entire length. An
additional 15,000 square yards will be
added to the GA apron with this
realignment. This layout is shown in
Exhibit 5-2.
The study evaluated the addition of a
partial parallel taxiway for the south side
of Runway 7-25. Airport management
believes that this future taxiway can
serve development options on the south
side of the airport, as well as be a
potential backup runway if Runway 7-25
is out of service for an emergency or for
major rehabilitation. The taxiway would
be designed to allow conversion on a
temporary basis to a runway for regional
jet aircraft, with the possibility of nonprecision approach capability. A
minimum length of 6,000 feet is
recommended for this taxiway/runway
pavement. This layout is shown in
Exhibits 5-3A and 5-3B.
E. AIRCRAFT APRONS
The airline terminal
apron
is
approximately 55,000 square yards of
new concrete pavement and is adequate
for
the
planning
period.
No
improvements are anticipated.
The facility requirements study has
documented that the GA apron is
adequate for the planning period.
However, it is poorly configured,
providing ample length (1,800 feet) but
inadequate depth (less than 100 feet).
Although the shift in Taxiway ‘A’ will
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increase depth by 70 feet, it will not
eliminate the problem. Several GA
concepts that address this issue will be
evaluated in the next section.
The AANG expressed concern over the
lack of aircraft apron space when they
are required to load and unload
transports for deployment and training
operations and when they are called to
provide
support
services
for
humanitarian/emergency
operations,
such as those needed after Hurricane
Katrina in 2005. In the past, they have
had to ask the airport to close Runway 119 or to close the holding apron(s) for
Runway 7-25 in order to provide a
secure environment in which to deplane
and process refugees. These locations
are not convenient to their primary base
of operations and have an impact on
other
airport operations.
It
is
recommended that the infield areas
between Taxiway ‘A’, Taxiway ‘B’,
and the AANG apron area be paved.
This pavement will allow large aircraft
the room to maneuver and park without
affecting other airport operations. This
concept is shown in Exhibit 5-4.
F. GA TERMINAL AREA
As mentioned earlier, the existing GA
terminal area configuration appears to
have developed without a clear plan.
Existing buildings are positioned a
varying
angles,
which
creates
inefficiency in available space. Several
alternatives will be considered for
expansion of GA. Two alternatives look
at the existing area on the airfield, while
two alternatives consider a new location
for the GA terminal area.
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These alternatives, described as GA-1A,
GA-1B, 1C, 1D, GA-2, and GA-3, are
shown on Exhibits 5-5 through 5-10.
During the review of alternatives with
airport staff some of the alternatives
were revised to satisfy local needs.
Revised exhibits include the letter “R”
with the exhibit number.
Alternative GA-1A
This alternative is based on the
preservation of most existing facilities
and the addition of new hangars in
available development areas in the
current GA area. The existing GA
terminal and all existing hangars would
be maintained in their current location.
Additional
corporate
and/or
conventional
hangars
would
be
constructed behind, and somewhat
parallel to Hangars 2, 3, and 4. These
four hangars would abut the existing
ramp.
Another
large
corporate
/community hangar would be built just
south of Hangar 14 adjacent to the
existing ramp. Finally, one corporate
hangar would be placed just east of
Hangar 13, and one west of Hangar 20.
This alternative depicts seven new
corporate/community hangar locations
ranging from 80 feet by 80 feet - 100
feet by 100 feet.
In addition to these hangars, three 10unit T-hangar buildings would be
constructed parallel to the existing Thangars. Building 10 would be
demolished and the existing corporate
access road would be relocated with
separation from the fuel farm a
consideration. This alternative would
add an additional 30 T-hangar stalls.
These options are shown as GA-1A on
Exhibit 5-5 and Exhibit 5-5R.
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Alternative GA 1-B
This alternative proposes that the
existing GA terminal (Building 6) and
Hangars 4 and 5 be demolished, as well
as T-hangar Buildings 11 and 12.
Removal of these buildings allows a new
building/hangar
corridor
to
be
constructed further from the parallel
taxiway, creating ample apron parking
space. A new GA terminal building
could be flanked on either side by large
FBO/SASO hangars.
Corporate hangars are shown behind
Hangars 2 and 3, behind the fuel farm,
and west of Hangar 20. With demolition
of the existing T-hangars, reorientation
of T-hangars perpendicular to Taxiway
‘A’ will allow 30 units to replace the
current 14 units. These options are
shown as GA-1B on Exhibit 5-6 and
Exhibit 5-6R.
Again, the area behind Buildings 15 and
23 might serve for additional T-hangar
space or for future corporate expansion.
Alternative GA-1C
This alternative combines some of the
features of GA-1A and GA-1B.
Corporate hangars from GA-1A are
combined with removal of the existing
T-hangars to create apron space in front
of the existing GA terminal. New Thangars are shown to the west of the
existing corporate hangars. It appears
that 40 T-hangar units could be installed
in this area. This concept is shown on
Exhibit 5-7 and Exhibit 5-7R.
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Alternative GA-1D

G.

This alternative focuses on T-hangar
development to replace older large
hangars. This alternative also requires
relocation of the fuel farm. This option
is shown as GA-1D on Exhibit 5-8.

Although not indicated by interviews
with the on airport cargo handlers or
supported by aviation forecast, an
alternative for a cargo apron was
developed for consideration. The area
immediately behind Buildings 15 and 23
could be graded and paved to
accommodate cargo aircraft operations.
It is anticipated that these operations
might start as turbo-prop operations. An
apron of approximately 12,000 square
yards has been designated and is shown
on Exhibit 5-11.

Alternative GA-2
This alternative looks to the south of the
primary runway for a new location for
GA expansion and growth. As identified
earlier and shown on the existing Airport
Layout Drawing, the area between the
railroad tracks and the airport is
designated for future purchase. This
acquisition would allow a significant
tract for development of general
aviation. This concept is shown on
Exhibit 5-9 and Exhibit 5-9R. The
revised exhibit allows construction of Thangars to begin on existing airport
property.
Alternative GA-3
This alternative looks to a new location
for GA growth and expansion. It has
been reported that Runway 1-19 is
utilized less than 5 percent of the time on
an annual basis. If this runway were
closed, space could be designated for
GA expansion. The limits of the AANG
lease, operational areas, and blast zones
were considered with this concept.
A new GA terminal, aircraft parking
apron, FBO/SASO hangars, and Thangars are shown in the new location.
Corporate hangar expansion would
remain within the area of existing
corporate hangars, as they do in
Alternative GA-1A. This alternative is
shown as GA-3 on Exhibit 5-10.
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CARGO APRON

H. AIRPORT MAINTENANC E
BUILD INGS
Expansion of the existing maintenance
buildings in the heart of the airport is an
item for consideration. The existing
facilities have served the airport well.
However, before expansion of these
facilities is undertaken, a new location
that allows both landside and airside
access should be considered. It is
recommended that a location in the
vicinity of the decommissioned ASR
radar be evaluated, as shown on Exhibit
5-12.
I. S UMMARY AND CONCLUS IONS
On January 24, 2006, the alternatives
and concepts discussed in this chapter
were presented to the Airport M aster
Plan Advisory Board and the Airport
Commission. This was followed on
February 28, 2006 with a telecon with
the Airport Commission to further
discuss the alternatives. It was decided
that the following major items would be
brought forward to the Airport Layout
Plan Drawing:
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1. Extend Runway 25 by 1,000 feet to the
east
2. Show a parallel taxiway on the south side
of Runway 7-25
3. GA-1B (Revised) was selected for NW
quadrant GA expansion
4. A new GA development concept will be
shown for the SE quadrant
5. T axiway “ A” will be shifted to the
standard separation of 400 feet west of
Runway 1-19
6. Widen the ramp areas for the AANG for
large aircraft maneuvering
7. Show a future air cargo apron
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Chapter Six
ENVIRONMENTAL INVENTORY
A.

INTRODUCTION

This environmental inventory has been
prepared to show the environmentally
significant features within the existing
boundaries of the Fort Smith Regional
Airport, in Sebastian County, Arkansas. The
objective of this inventory is to document the
environmentally sensitive areas governed by
the National Environmental Policy Act of 1969
(NEPA) within the existing airport property
boundaries. The assessment of impacts is not
a part of this chapter. This inventory follows
applicable Federal Aviation Administration
(FAA) guidelines and examines the 18 impact
categories identified in FAA Order 1050.1E.
NEPA has significantly affected airport
planning and development by requiring that
environmental impacts of the proposed
airport development be considered early and
throughout the entire planning process.
Environmental feasibility is as critical as
economic, engineering, or operational
feasibility in determining the airport s future
development. In accordance with FAA Order
1050.1E, a brief examination of each of the
impact areas” was made for the required
impact categories:
1.
2.
3.
4.
5.
6.
7.
8.

Air Quality
Coastal Resources
Compatible Land Use
Construction Impacts
DOT Act Section 4(f)
Farmlands
Fish, Wildlife and Plants
Floodplains
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9. Hazardous Materials, Pollution Prevention,
and Solid Waste
10. Historic, Architectural, Archaeological, and
Cultural Resources
11. Light Emissions and Visual Impacts
12. Natural Resources and Energy Supply
13. Noise
14. Secondary (Induced) Impacts
15. Socioeconomic Impacts, Environmental
Justice, and Children’s Environmental
Health and Safety Risks
16. Water Quality
17. Wetlands
18. Wild and Scenic Rivers

FAA Order 1050.1E addresses the types of
impacts and the thresholds that determine if
an impact is considered significant. In some
instances, this conclusion is made by
calculation, measurement, or observation.
Each of the impact categories is reviewed, in
relation to the Fort Smith Regional Airport, in
the following sections.
1. Air Quality
The United States Environmental Protection
Agency (EPA) established National Ambient
Air Quality Standards (NAAQS) to protect
public health, the environment, and the quality
of life. The standards are set for what are
referred to as the “criteria” air pollutants:
carbon monoxide (CO), lead (Pb), nitrogen
dioxide (NO2), ozone (O3), particulate matter
(PM ), and sulfur dioxide (SO2). Areas that
meet the specified criteria are classified as
attainment areas, while those areas that do not
meet the specified criteria are classified as
non-attainment areas.
The Fort Smith
Regional Airport is located in Sebastian
County, Arkansas, which is classified as an
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attainment area for all criteria established by
the EPA.
2. Coastal Zone Management
Program/Coastal Barriers
Because of the inland location of the airport,
proposed development will have no impact on
the coastal zone management program or
coastal barriers.
3. Compatible Land Use
The existing and anticipated airport
development is compatible with land uses in
the immediate vicinity of the airport. In FAA
Order 1050.1D, the FAA establishes
guidelines for land use compatibility around
airports with respect to noise.
These
guidelines are presented in Table 6-1.
Incompatible land uses generally include
residential
areas
and
noise-sensitive
community facilities, such as schools and
churches, located within the DNL 65 dB or
greater noise contours.
Conversely,
agricultural, commercial, and industrial uses
are commonly compatible with aircraft noise
and activity. A generalized land use map is
shown on Exhibit 6-1.
4. Construction Impacts
Construction
impacts
are ordinarily
temporary, resulting from actual construction
activities. Potential construction-related
impacts will include the temporary
degradation of noise, air, and water quality.
a.
Noise from construction equipment
and related activities at the site. Noise
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levels at the airport, generated primarily from
construction equipment, will temporarily
increase during various stages of airport
construction. They will be higher in the
immediate vicinity of construction activity but
will drop off significantly a short distance
from the site.
b.
Noise and dust from delivery of
materials through residential area. Noise
and dust from the delivery of materials to the
site should pose only minor impacts to
residential areas and to the traveling public.
Overall, the impacts of noise and dust from
delivery of equipment and materials will be for
a short duration and negligible.
c.
Water pollution from erosion,
siltation, and other pollutants. Risk to
water quality during construction will be from
erosion and siltation created during clearing,
grubbing, earthmoving, and excavating
activities. The means of reducing the risk will
involve both temporary and permanent
control measures to ensure that erosion and
siltation are kept to a minimum. These
measures are outlined on FAA Advisory
Circular 150/5370-10A, Item P-156,
Temporary Air and Water Pollution, Soil
Erosion, and Siltation Control.
d.
Air pollution from burning debris.
In regard to air pollution as a result of the
open burning of construction debris, strict
adherence to all local and state laws,
ordinances, and regulations will be followed.
e.
The use and mitigation of borrow
and waste areas. Airport development may
require excavation of unsuitable material,
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placement of embankments, and the use of
materials such as aggregates and bituminous
and Portland cement concrete.
The
stockpiling of the construction and excavation
materials may be visually displeasing to some
traveling in the area. This is, however, a
temporary condition and should have no
permanent impact.

airport. A dog park has recently opened on an
un-used portion of airport property. It is
located at the Corner of M assard Road and
Louisville Street. It is available to the general
public, has a pond for the water dogs, and
trees for shade. A canine agility course has
been planned for this park. The entrance to
the park includes the following disclaimer on
the use of the park:

5. DOT, S ection 4(f) Lands
There are a few parks in the vicinity of the
Table 6-1
Fort Smith Regional Airport
FAR Sound Ex posure/Land Use Compatibility Guidelines
Yearly Day-Night Average Sound Level (DNL) in Decibels
Land Use

Below
65

65-70

70-75

75-80

80-85

Over 85

Y
Y
Y

N1
N
N1

N1
N
N1

N
N
N1

N
N
N

N
N
N

Y
Y
Y
Y
Y
Y

N1
25
25
Y
Y
Y

N1
30
30
25
Y2
Y2

N
N
N
30
Y3
Y3

N
N
N
N
Y4
Y4

N
N
N
N
Y4
N

Y
Y
Y
Y
Y

Y
Y
Y
Y
Y

25
Y2
25
Y2
25

30
Y3
30
Y3
30

N
Y4
N
Y4
N

N
N
N
N
N

Y
Y
Y
Y
Y

Y
Y
Y6
Y6
Y

Y2
25
Y7
Y7
Y

Y3
30
Y8
N
Y

Y4
N
Y8
N
Y

N
N
Y8
N
Y

Y
Y

Y5
N

Y5
N

N
N

N
N

N
N

Residential
Residential, other than mobile homes and transient lodgings
Mobile home parks
Transient lodgings
Public Use
Schools
Hospitals and nursing homes
Churches, auditoriums, and concert halls
Governmental services
Transportation
P arking
Commercial Use
Offices, business and professional
Wholesale and retail--building materials, hardware, and farm
equipment
Retail trade--general
Utilities
Communication
Manuf acturing and Production
Manufacturing, general
P hotographic and optical
Agriculture (except livestock) and forestry
Livestock farming and breeding
Mining and fishing, resource production and extraction
Recreational
Outdoor sports arenas and spectator sports
Outdoor music shells, amphitheaters
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Nature exhibits and zoos
Amusements, parks, resorts, and camps
Golf courses, riding stables

Y
Y
Y

Y
Y
Y

N
Y
25

N
N
30

Key:

N
N
N

N
N
N

SLUCM = Standard Land Use Coding Manual
Y (Yes) = Land Use and related structures compatible without restrictions.
N (No) = Land Use and related structures are not compatible and should be prohibited.
NLR = Noise Level Reduction (outdoor to indoor) to be achieved through incorporation of noise attenuation into the design and construction of the structure.
25, 30, or 35 = Land use and related structures generally compatible; measures to achieve NLR of 25, 30 or 35 dB must be incorporated into design and
construction of structure.
Notes:
1
Where the community determines that residential or school uses must be allowed, measures to achieve outdoor to indoor Noise Level Reduction (NLR)
of at least 25 dB and 30 dB should be incorporated into building codes and be considered in individual approvals. Normal residential construction
can be expected to provide a NLR of 20 dB, thus, the reduction requirements are often stated as 5, 10, or 15 dB over standard construction and
normally assume mechanical ventilation and closed windows year round. However, the use of NLR criteria will not eliminate outdoor noise problems.
2
Measures to achieve NLR 25 dB must be incorporated into the design and construction of portions of these buildings where the public is received,
office areas, noise-sensitive areas, or areas where the normal noise level is low.
3
Measures to achieve NLR of 30 dB must be incorporated into the design and construction of portions of these buildings where the public is received,
office areas, noise-sensitive areas, or areas where the normal noise level is low.
4
Measures to achieve NLR 35 dB must be incorporated into the design and construction of portions of these buildings where the public is received,
office areas, noise-sensitive areas, or areas where the normal level is low.
5
Land use compatible provided special sound reinforcement systems are installed.
6
Residential buildings require an NLR of 25.
7
Residential buildings require an NLR of 30.
8
Residential buildings not permitted.
Source: Federal Aviation Regulations 14 CFR Part 150, effective January 18, 1985.
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“This Dog Park is provided as the
discretion of the Fort Smith Airport
Commission through a cooperative
agreement with the City of Fort Smith.
The use of this area for this purpose
is TEM PORARY and may be
rescinded at any time in the future for
other airport purposes at the sole
discretion of the Fort Smith Airport
Commission. No public park use
existed upon this land in the past and
the use as a park area would not have
been possible without the favorable
and benevolent efforts of the Airport.
Since this land has no prior use as a
public park area, and the provisions
under which this ‘dog park’ use is
allowed provide the sole discretion for
its future use to the Airport, the area
is therefore rendered exempt from
consideration for protection under 49
USC, Subtitle I, Section 303”.
The Ben Geren Regional Park is a large park
located approximately 4,000 feet south of
Runway 7-25. Located on 1,300 acres, this
park includes a golf course, softball fields,
tennis courts, a swimming pool, a fitness
course, Go-Karts, soccer fields, a paved bike
trail, a BM X trail, pavilions, and miniature
golf. This park is not within the approach
area for any runway.
The proposed airport development does not
require the acquisition of any lands designated
public parks and recreational areas; therefore,
no impacts are anticipated.
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6. Farmland
The proposed airport development is not
anticipated to have any impact on farmland in
the vicinity of the airport.
7. Fish, Wildlife and Plants
The Arkansas Game and Fish Commission
indicates that no significant adverse impacts to
fish and wildlife resources from development
at the airport are anticipated. An assessment
for fish, wildlife, and plants will be included in
an environmental assessment (EA) prior to
any major development at the airport. See
Appendix A for agency correspondence.
8. Floodplains
Flood Insurance Rate M aps were reviewed to
determine whether any portion of the airport
was within the 100-year floodplain. Areas on
the airport within Zone A or Zone AE (the
100-year floodplain) include the area east of
the passenger terminal and areas south of
Runway 7-25. M ost of the airport lies
outside of the 500-year floodplain.
9. Hazardous Materials, Pollution
Prevention, and S olid Waste
Hazardous Materials. Hazardous materials
at airports often include aviation fuel, deicing
chemicals, and weed killer. An evaluation of
these materials at Fort Smith Regional Airport
resulted in the following conclusions:
a.
Aviation Fuel. Fort Smith Regional
Airport has four tender trucks for fueling
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services and nine above ground storage tanks
(AST): six tanks for Jet-A fuel, two for 100LL
AvGas, and one for waste oil. Four of the JetA fuel tanks are owned by corporate
operators, and the other two are operated by
TAC Air, the airport’s FBO. The fuel trucks
(three for Jet-A and one for 100LL Avgas) are
owned and operated by TAC Air. All fuel
systems have containment and/or monitoring
capability for fuel spills. No impacts are
anticipated from the fueling activities.
b.
Aircraft Deicing. Aircraft deicing at
Fort Smith Regional Airport is conducted by
the airlines on the terminal ramp. In 2004
approximately 750 gallons of concentrated
deicing fluids were used at FSM . Existing
permits for deicing operations should be
renewed when appropriate. Oil-water
separators and/or a downstream detention
basin may be considered for control purposes.

There are several historic properties located in
the Fort Smith, Arkansas, area. To date, there
are no known archaeological sites, architectural
resources, or sites considered eligible to be
listed or already listed on the National
Register of Historic Places located on the
airport or in the general area. It is
recommended that a Phase 1 Cultural Survey
be conducted within the context of an EA
prior to any major airport development.
11. Light Emissions and Visual Impacts
The proposed airport development may
require additional lighting on the airport;
however, these lights are usually not
offensive. Approach lighting can be shielded if
any complaints are received. No impacts are
anticipated.
12. Natural Resources and Energy S upply

c.
Weed Killer. For weed control,
approximately 150 gallons of Roundup Weed
Killer is used on airport property annually.
No impacts are anticipated from weed control
activities.
S olid Waste. The waste that is generated
from daily airport activities consists of normal
refuse associated with public facilities and
does not require any extraordinary collection
methods or disposal areas.
Significant
additional volumes of solid waste are not
anticipated as a result of normal airport
development.
10.
Historic,
Architectural,
Archaeological, & Cultural Resources
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The proposed airport development is not
anticipated to have a significant impact on the
existing or future energy supply and natural
resources.
13. Noise
Noise contours were developed to determine
the extent of noise impacts related to existing
conditions at FSM . Forecast activity levels
developed for the M aster Plan Update were
used in this analysis. Due to improvements to
the FAA’s Integrated Noise M odel, Version
6.2, the limits of the noise contours have been
reduced from those shown in the previous
M aster Plan Study. Existing noise contours
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are illustrated in Exhibit 6-2. Noise impacts
do occur east and west of the airport in the
approach/departure paths to Runway 7-25.
Future noise contours will be provided once
the preferred development option has been
selected.
14. S econdary (Induced) Impacts

selected development. Alterations in regional
growth and development patterns are not
anticipated.
The economic gains provided by the growth of
the airport include the short-term increase in
construction jobs, as well as long-term direct
and indirect economic benefits on a regional
level from increased airport activity.

It is not anticipated that any adverse
socioeconomic impacts will result from the
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15.
S ocioeconomic
Impacts,
Environmental Justice, and Children’s
Environmental Health and S afety Risks

draining diversion and clearing. A delineation
and jurisdictional determination by the Army
Corps of Engineers will be conducted within
the context of an EA, prior to any major
airport development. Permitting may be
required. See Appendix A for agency
correspondence.

The proposed development does not disrupt
established communities; interfere with
orderly, planned development; create traffic
patterns that may permanently or temporarily
restrict traditional community access; or result
in appreciable changes in employment.
M inority and low-income populations are not
being affected by current operations at Fort
Smith Regional Airport and are not expected
to be affected in the future with the airport
development under consideration.

18. Wild and S cenic Rivers
A review of the National Parks Service list of
designated wild and scenic rivers within the
State of Arkansas indicated that there are no
wild and scenic rivers in the vicinity of the
airport. See Appendix A for the list of rivers
in the National Wild and Scenic Rivers
System.

16. Water Quality
There is the potential for impacts to water
quality due to runway, apron, and taxiway
development. Construction impacts may
include alteration of drainage patterns, water
contamination, runoff due to site preparation,
fuel spillage of construction equipment, and
paving of the aprons and taxiways.
Adherence to best management practices
(BM Ps) during construction and operation,
and compliance with guidelines set forth in
Erosion and Sedimentation Laws/Regulations
and
Storm
Water
M anagement
Laws/Regulations will minimize any potential
impacts to water quality.

B.

ENVIRONMENTAL S UMMARY

Airport development at Fort Smith Regional
Airport is not anticipated to present any
environmental consequences that cannot be
avoided, minimized, or mitigated. The
anticipated development is compatible with
the current land uses for City of Fort Smith
and Sebastian County, and no conflicts with
federal, state, or local plans are anticipated.
An environmental assessment will be
conducted prior to any major airport
development.

17. Wetlands
Wetlands on the airport consist of either
forested or herbaceous wetlands which have
been disturbed by past activities. Impact to
these wetlands has included ditching and
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Chapter Seven
AIRPORT PLANS
A. INTRODUCTION

clarify the location of the airport.

In order to completely understand the Fort
Smith Regional Airport (FSM ) Layout
Drawing (ALD), it is useful to reflect on the
alternative
concepts
and
solutions
considered in chapter 5. After examining
the various advantages and disadvantages of
each
alternative,
and
considering
recommendations from the consultant and
the M aster Plan Advisory Committee, the
Fort Smith Airport Commission determined
that its ALD should include a runway
extension, taxiway improvements, and
reconfiguration of the existing general
aviation (GA) area, with plans for new GA
development in the southeast quadrant of the
airport. The development shown extends
throughout the planning period (2004-2025)
and beyond, labeled as “ultimate”.

The Airport Layout Drawing (ALD)
(sheet 2 of 18) is a graphic representation of
existing airport facilities and proposed
improvements during the planning period.
The ALD indicates all pertinent clearance
and dimensional information required to
show conformance with applicable Federal
Aviation Administration (FAA) standards.
The drawing depicts the recommended
location and configuration of facilities
required to meet the needs during the 20year planning period. The ALD serves as a
guide for proposed development and is a key
document that must be kept current. When
formally approved by the FAA, this drawing
serves as a public document that is a record
of aeronautical requirements, both present
and future. An approved ALD is also
required for any funding consideration by
the FAA.

The ALD is a graphic representation of the
existing and future development at the Fort
Smith Regional Airport. As a “federally
obligated” airport that accepts federal
funding for development and, in exchange,
commits to a series of grant assurances
related to the operation of the airport, the
airport must maintain a current and
approved ALD. All proposed development,
regardless of funding source, must be
identified on an approved ALD prior to
implementation.
The following is a
summary description of the airport’s
development as it relates to the complete
ALD drawing set. A reduced size copy of
each of the drawings addressed in this
narrative is included at the end of this
chapter.
The Cover S heet (sheet 1 of 18) is an index
of each drawing in the ALD set. In addition,
a location and vicinity map are shown to
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The Terminal Area Plan (TAP) (sheets 3,
4, and 5 of 18) graphically projects the
existing and proposed layout of terminal
facilities such as aprons, buildings, and
hangars. The TAP depicts the general
aviation hangars, tie-down area, and
terminal areas. For Fort Smith, sheet three
shows the Commercial Terminal Area Plan,
sheet four illustrates the GA/Arkansas Air
National Guard (AANG) Terminal Area
Plan, and sheet five illustrates the proposed
GA Terminal Area Plan on the southeast
quadrant of the airport.
The Airport Airspace Drawing – Part 77
(sheets 6 thru 8 of 18 ) presents the plan and
profile views of all Federal Aviation
Regulation (FAR) Part 77 surfaces based on
the ultimate runway length. The primary
runway at Fort Smith Regional Airport is
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shown to be extended to a total length of
9,000 feet. Therefore, the airspace around
the airport should be protected for this
extended length. The current USG S 7.5minute quad sheet was used for the base
map.
The Inner Portion of the Approach
Surface Drawings (sheets 9 thru 14 of 18)
are displayed as plan and profile views for
each runway end. The drawings include
obstruction tables for the existing and
ultimate inner portion of the approach area
for each runway end.
The Land Use Map (sheets 15 and 16 of
18) presents off-airport land uses
surrounding the airport. Noise exposure
contours for the 65, 70, and 75 DNL are also
shown for the existing (2004) and future
(2025) planning horizons.
The Development Phase Drawing (sheet
17 of 18) depicts the phasing of the
proposed development over the planning
period. The phases are defined as Phase I
(2004-2009), Phase II (2010-2015), and
Phase III (2016-2025).
Longer-range
development plans may also be depicted
throughout the ALD drawing set to assist in
community
long-term planning
and
compatible land use planning near the
airport.
Development proposed beyond
Phase III is identified as ultimate.
The Airport Property Map (formerly
Exhibit “A”) (sheet 18 of 18) depicts the
boundaries of the existing airport property,
labels interior parcels with a numbering
sequence, and identifies owners of adjacent
property. The sheet also contains tables
providing historical transaction data and
preliminary data for proposed land
acquisitions. The property map from the
1997 master plan was used as a base map for
this update.
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B.
AIRPORT LAYOUT D RAWING
AND TERMINAL AREA PLAN
This section discusses details concerning the
development of the ALD and the TAP. The
ALD
and
TAP
are
discussed
interchangeably, since both represent
existing and future development for the
airport. The following narrative briefly
describes future development and phasing
for the study period.
1. Runways
Runway 7-25
The inventory and facility requirements
chapters evaluated Runway 7-25 with
respect to length, width, strength, safety
area, and object-free area for existing and
future aircraft. Runway 7-25 is 8,000 feet
long and 150 feet wide, with 1,000-foot
overruns.
The ALD depicts a runway
extension of 1,000 feet during Phase II of
the planning period to provide the airport
with a 9,000-foot primary runway.
There are no variances from FAA
dimensional standards for this runway.
The runway pavement is currently in good
condition and should be maintained in
accordance with the airport’s pavement
management plan, which was prepared as a
part of this study.
The runway is
recommended for pavement overlay during
Phase II.
Runway 1-19
Like Runway 7-25, this runway was
evaluated for standards based on critical
aircraft. Runway 1-19 is 5,002 feet long and
150 feet wide. No extension is shown for
this secondary runway, which is constrained
by railroad tracks to the south and Phoenix
Avenue to the north. The runway objectfree area (ROFA) for this runway is not in
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compliance because the perimeter road
along the east side of the runway intrudes on
the area. The ALD recommends that the
closest edge of this road be shifted more
than 250 feet away from the runway
centerline so that vehicles on the perimeter
road will not penetrate this standard.

the south side of Runway 7-25 to serve the
new GA development proposed in this
quadrant. This taxiway is anticipated to
extend from Taxiway E to the extended
threshold of Runway 25.

The runway pavement is currently in good
condition and should be maintained in
accord with the airport’s pavement
management plan. Preventative maintenance
will be needed during the study period.

There are several taxilanes in the GA area in
the northwest quadrant of the airport. The
most
westerly
taxilane
has
been
recommended for rehabilitation in Phase I.
Other taxilanes should be monitored for
preventative maintenance as outlined in the
pavement management study.

2. Taxiways
Chapter 4 presented an evaluation of the
existing taxiway system for circulation,
width, separation from runway centerline,
taxiway safety area, and taxiway object-free
areas. The taxiway system at the airport
consists of a full-length parallel taxiway for
the primary runway and a partial parallel
taxiway for the crosswind runway.
A
diagonal taxiway connects the south end of
Runway 1 to the GA area. In addition to the
entrance/exit taxiways at the thresholds,
there are four exit taxiways on Runway 7-25
and three exit taxiways on Runway 1-19.
The FSM taxiway system meets all FAA
design standards for width and separation, as
well as safety and object-free areas.
The majority of the existing taxiway
pavement is in good condition, with the
exception of Taxiway E and a portion of
Taxiway B at the north end, where it
diverges from the runway. It is anticipated
that Taxiway E will be rehabilitated in Phase
I, while the north end of Taxiway B will be
realigned and reconstructed in Phase II.
Preventative maintenance should be planned
for the remaining sections.
A new partial parallel taxiway is shown on
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3. Taxilanes

4. Aircraft Parking Aprons
a.
Commercial Aircraft Apron. The
airline ramp at FSM is in excellent
condition. Completed in 2002, this concrete
apron will serve the needs of the airport
throughout the study period.
b.
GA Aircraft Parking Apron. As
previously discussed, the existing GA ramp
lies along the westerly portion of Taxiway A
and is not an efficient configuration. The
current configuration stretches for some
1,800 feet, but the depths are as little as 130
feet, and reach only about 230 feet. For the
numbers of large aircraft visiting F SM , this
is very constraining. In addition, the FBO
reports that the gradient at the east end of
the GA apron limits use of this end to
overflow only conditions. For this reason,
much of the existing GA area layout is
proposed for realignment as future growth
occurs. A future building corridor is
recommended, with depths of over 350 feet
to allow replacement buildings to be set
back to a more functional distance from the
parallel taxiway. An ultimate concept is
proposed within the southeast quadrant for
GA apron expansion. The existing GA apron
areas are in good condition and should be
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maintained accordingly.
c.
Arkansas Air National Guard
(AANG) Apron. In the planning meetings,
the AANG indicated their desire to expand
the two apron areas currently located within
their lease limits. They cited a need for more
maneuvering space for large transport-type
aircraft utilized for emergency operations
such as those after to Hurricane Katrina,
when refugees were flown into Fort Smith
for temporary housing and relocation. The
concrete ramp in front of the old terminal
building, besides needing to be enlarged, is
also in poor condition and will need to be
rehabilitated in Phase I as identified in the
pavement management study. Their second
concrete ramp is in good condition and
serves their fighter wing contingent,
currently F-16s, but proposed for conversion
to A-10s. In accord with their master plan
and to accommodate the larger A-10s, an
expansion is shown on the ALD to be
completed at their discretion.
5. Airline Terminal Building
The commercial terminal building at Fort
Smith Regional Airport was completed in
2002 and is in excellent condition. There are
only minor improvements, which have been
identified in the facility requirements
chapter. The terminal should serve
throughout the planning period.
6. Airfield Lighting & Visual Aids
a.
Runway and Taxiway Edge
Lighting. The runway and taxiway edge
lighting for both runways has approached
the end of a normal 15-to-20-year life cycle.
Therefore, a major airfield lighting
rehabilitation is anticipated in Phase I.
Airport staff has been constantly replacing
cables damaged by lightning. Some portions
of the existing systems are direct-earth
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buried. It is recommended that all cables on
FSM be installed in a can and conduit
system.
b.
Visual Approach Aids. As outlined
in chapter 4, it is recommended that a 4-box
PAPI be installed on Runway 7 and that the
existing VA SI on Runway 25 be replaced
with a 4-box PAPI. FAA has indicated plans
to install a PAPI-4 on Runway 1 in the near
future.
c.
Wind Cone and Segmented Circle.
This visual aid will need to be relocated for
the construction of the new partial parallel
taxiway on the south side of the primary
runway.
7. NAVAIDS
Navigation aids (NAVAIDS) are a system of
electronic aids that assist pilots in navigating
their aircraft in a safe and orderly manner
during take-off, approach, and landing.
There is currently a precision instrument
landing system (ILS) approach procedure to
both ends of the primary runway, 7-25. The
ILS ground-based equipment includes a
localizer, a glide slope, and a mediumintensity
approach
lighting
system
(MALSR). All components of the ILS are
currently maintained by the FAA.
As described in the inventory chapter,
additional off-site NAVAIDS include the
FSM very high frequency omni-directional
range stations (VOR) and non-directional
beacons (NDB) associated with the
precision approaches. The VOR approaches
and the NDB approaches are to Runway 7
and Runway 25. FAA is in the process of
decommissioning NDB approaches, so these
may not be available in the future. As offsite facilities, these are not shown on the
ALD.
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8. General Aviation Terminal/ Hangar
Development
It is important to note that the timing of
hangar development is subject to demand.
Hangar development built on speculation
may often be a risky venture; therefore,
actual documented demand should be
demonstrated prior to construction. The
construction of hangar space typically aids
an airport in increasing revenue and,
possibly, attracting additional aircraft.
Dimensions for conventional hangars
proposed in this plan are approximate and
will vary according to the particular needs of
each tenant.
a.
GA Terminal Building. A new GA
Terminal building is anticipated during the
planning period. This development is part of
the proposed setback of the building corridor
in the existing GA area. In addition, another
GA/Fixed Base Operator (FBO) facility has
been
shown
within
the southeast
development area within the ultimate
timeframe.
b.
Conventional Hangars. The airport
currently has seven conventional hangars
offering storage and aircraft maintenance
space. However, some of these buildings
have served a useful life and are costing
more to maintain. When the timing for
replacement is right, it is recommended that
all new buildings be set back in the new
building corridor.
New hangar
development is recommended throughout
the planning period to meet the forecasted
demand. In addition, several large
conventional hangars are shown in the
proposed southeast development plan.
c.
T-Hangars. The airport currently
has 14 T-hangar units for storage of small
general aviation aircraft. Although two 10unit T-hangar buildings were recommended
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in chapter 4, the airport staff has determined
that the large number of single-engine
aircraft in existing large conventional
hangars would be better served if relocated
to new T-hangars. After reviewing
alternatives with the commission, a new
concentrated T-hangar area on the southeast
quadrant of the airport was selected as the
preferred alternative. These buildings could
be started on existing airport property and
extended in the future to additional
purchased property as demand warrants.
Airport staff is anticipating a need for 40-50
T-hangar units.
9. Ancillary Facilities and Development
This section describes the ancillary facilities
and developmental items shown on the ALD
and TAP. These facilities support overall
airport operations.
a.
Perimeter
Fencing.
Perimeter
fencing should be expanded in conjunction
with development to ensure the security of
the airfield and to maintain compliance with
FAR Part 139 and TSAR 1542.
b.
Snow
Removal
Equipment
Building. Currently, the airport stores its
snow removal equipment in facilities located
just west of the commercial terminal. The
ALD depicts the relocation of this facility to
the east side of the commercial terminal off
the old Louisville Road during Phase III of
the planning period. Direct access to the
airfield will need to be constructed with this
development.
c.
Airport Rescue and Firefighting
Facility. The Airport Rescue and
Firefighting Facility (ARFF) are located
within the leased area of the AANG, which
provides these services. Therefore, no
additional facilities or equipment are
anticipated during the study period.
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However, the AANG has requested more
space for the ARFF Training Facility located
on M assard Road in the southeast quadrant
of the airport.

depict FAR Part 77 surfaces with limiting
heights and elevations shown for protection
against future development in the airport
vicinity.

d. Self-serve fuel Facility. There is an
existing Self Service Fueling Facility in the
current general aviation area, adjacent to
Hangar 2. According to airport staff and the
commission, there will be a clear need for a
similar facility in the new southeast quadrant
general aviation area.

1. FAR PART 77 S urfaces

10. Airport Access and Parking
Primary vehicular access to the airline
terminal at Fort Smith Regional Airport is
via the Interstate 540 Rogers Avenue
interchange. Vehicles travel east on Rogers
Avenue and then make a right turn on 74th
Street. 74th Street becomes M cKennon
Boulevard, after it crosses Phoenix Avenue
and leads directly to the airport. The
automobile parking lot in front of the
terminal building has recently been doubled
in size and will serve throughout the
planning period.

Airport Imaginary Surfaces (Part 77)
standards are established relative to runways
at the airport in order to determine
obstructions to air navigation. The size of
each surface is based on the runway
category and the existing and/or proposed
instrument approaches to the runway. The
slope and dimensions of the respective
approach surfaces are determined by the
most precise existing or future approaches
for the runway end. The following is a
definition of the individual surfaces listed in
Part 77 and shown on these drawings.
•

Secondary access to general aviation
facilities and the Air National Guard is from
Interstate 540 to the Phoenix Avenue exit.
The signalized entry from Phoenix serves
both general aviation and AANG.
C. AIRPORT AIRS PACE AND INNER
APPROACH D RAWINGS (FAR PART
77)

For FSM , the primary surface for
Runway 7-25 is 1,000 feet wide and for
Runway 1-19 is 500 feet wide.
•

Federal Aviation Regulations (FAR) Part 77,
Objects Affecting Navigable Airspace,
establishes
criteria
for
evaluating
obstructions. This section presents a
discussion of FAR Part 77 standards and
their relationship to the physical features and
terrain on and around Fort Smith Regional
Airport. A plan sheet has been prepared to
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Primary Surface – A rectangular area
symmetrically located about the runway
centerline and extending a distance of
200 feet beyond each runway threshold.
Its elevation is the same as that of the
runway along its length and the same as
the threshold for its 200-foot extension
beyond.
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Approach Surface – These surfaces
begin at the end of the primary surface
and slope upward. The width and
elevation of the inner ends conform to
the primary surface, while the slope,
length, and width of the outer end are
governed by the runway service category
and the existing or proposed instrument
approaches. These approach surfaces can
be visual, non-precision, or precision,
with each more precise approach
associated with a wider, longer, and
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•

•

flatter surface.

2. Airport Airspace Drawing

For FSM , Runways 7 and 25 have
precision approaches, Runway 1 has a
non-precision approach, and Runway 19
is limited to a visual approach. The inner
approach drawings show a larger scale
view of the Part 77 surfaces, typically to
an elevation of 100 feet above the
runway threshold elevation.

This drawing is a compilation of all of the
imaginary surfaces applied to the runways at
the Fort Smith Regional Airport. USGS 7.5minute quad sheets are used as the base map
for this drawing. Airport and city planning
staff can use the drawing to locate proposed
construction and development in relation to
the airport and its associated surfaces. A
determination can be made that any
proposed development will not penetrate
any of these airspace surfaces.

Transitional Surface – There are three
different transitional surfaces. One
extends off the sides of the primary
surface, the second is off the sides of the
approach surface, and the last is outside
the conical surface in conjunction with a
precision approach. All transitional
surfaces extend on an upward slope of
seven horizontal feet for each one
vertical
foot
(7:1),
measured
perpendicular to the runway centerline
or an extension thereof.
Horizontal Surface – An oval, level area
situated 150 feet above the established
airport elevation. Its dimensions are
governed by the runway service
category. The horizontal plane is
established by swinging arcs of specified
radii from the center of each end of the
primary surface and connecting these
arcs by tangents to those arcs.
For FSM , the horizontal surface
elevation is 619.1 feet mean sea level
(msl).

•

FAR Part 77 also describes the requirement
to notify the FAA of FAA Form 7460-1,
“Notice of Proposed Construction or
Alteration,” if either of the two criteria listed
below are met:
a. Any construction or alteration of greater
height than an imaginary surface extending
100 feet horizontal for every one foot
(100:1) vertical for a distance of 20,000 feet
from the nearest point on the runway for
FSM .
b. Any construction or alteration of more
than 200 feet in height above ground level at
its site.
3. Inner Approach Drawings
These drawings have been included to show
a larger-scale view of each approach area to
each runway end. The drawings help locate
existing and/or potential obstructions to the
imaginary surfaces defined in FAR Part 77.
The drawings also serve to preclude future
structures or growth of vegetation that could
adversely affect airport operations.

Conical Surface – A sloping surface
extending outward and upward from the
periphery of the horizontal surface at a
slope of 20 to one (20:1) for a horizontal
distance of 4,000 feet.

D. LAND US E PLANS

For FSM , the conical surface extends up
to an elevation of 819.1 feet msl.

In order to encourage compatible
development around the airport perimeter,
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the city’s land use plan has been imposed
over a photograph of the airport to show
existing development. In addition, noise
contours developed for the airport based on
the existing and proposed forecast of aircraft
activity listed in the forecast chapter have
been imposed, as well. The noise contours
were generated using FAA’s Integrated
Noise M odel, as described in the
environment inventory chapter. Runway
orientations and the associated approach
paths, as well as aircraft parking and hangar
locations, generally create the more sensitive
land use considerations for adjacent
properties. The airport and city planning
staff should utilize these drawings as a tool
to promote compatible development around
the airport.
E. AIRPORT PROPERTY MAP
The Airport Property M ap (APM ) depicts
the existing boundaries of the airport
property and documents the transaction
history of land acquired for use by the
airport. Future property acquisitions, both in
fee simple and avigation easement, are also
shown on the property map. This drawing
was developed under the prior Airport
M aster Plan Study and was updated in this
project only to reflect the additional or
revised land requirements. Like the ALP,
this document must be kept current; as
property is acquired, the APM should be
revised accordingly.

and access road system has been constructed
on Tracts 11, 12, and a portion of 13.
Additionally, the 100-year floodplain
crosses Tracts 10, 11, 12, and 13 and further
limits the ability to develop these properties.
Therefore, only the portion of Tract 13 north
of the floodplain and facing on Phoenix
Avenue is considered suitable for lease
opportunities.
The Airport Commission will request that
the FAA “redesignate” Tracts 11, 12, and 13
from ‘noise compatibility’ to ‘airport
development’.
The airport commission currently owns
approximately 1,382 acres of land in fee
simple and approximately 24 acres in
avigation easement. Future land acquisition
has been shown for obstruction removal and
runway protection zone control.

Tracts 10, 11, 12, 13, 16A and 16B were
acquired by the airport with noise
compatibility funding from the FAA which
as a result are only usable for development
under certain conditions. These development
issues are addressed more completely in
Chapter 9, the Business Plan.
Since these tracts were purchased, the new
commercial terminal building, parking lot,
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Chapter Eight
CAPITAL IMPROVEMENT PROGRAM
A.

INTRODUCTION

B.

This chapter details the various projects
anticipated for the Fort Smith Regional
Airport over the 20-year planning period.
These projects, by phase (time period),
include estimates of probable development
cost in current dollars. These estimates are
intended as order of magnitude costs and
include surveying, testing, and legal charges.
In addition, since these are very preliminary
estimates, a contingency amount is included
for budgeting purposes. M ore detailed
project definitions, explorations, and
associated estimates must be developed
prior to implementation of any project
identified herein.
The 20-year Airport Improvement Program
has three (3) development phases:
•
•
•

PHASE I - Short Term (0-5 years)
2006-2010
PHASE II - Intermediate Term (6-10
years)
2011-2015
PHASE III - Long Term (11-20 years)
2016-2025

M ost of the items in the Capital
Improvement Program (CIP) are shown on
the Airport Layout Drawing and discussed
in chapter seven. However, some of the
items, such as pavement edge lighting and
pavement overlays/rehabilitation may not be
shown. We have also included items from
the airport’s budget projections. The phasing
of the projects is only a recommendation,
since changes in demand, local priorities, the
economy, or FAA funding and priority may
alter the need or timing of any proposed
project.
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FUNDING S OURCES

There are typically, four (4) potential
funding sources for development at Fort
Smith Regional Airport:
the Federal
Aviation Administration (FAA), the
Arkansas Department of Aeronautics, local
funding, and the military.
1.

Federal Aviation Administration

An Aviation Trust Fund was created by
Congress in 1970. Airline ticket taxes,
aviation fuel taxes, and other aviation user
taxes have been collected ever since to
provide capital resources for the trust fund.
The FAA historically has provided 90
percent grants, but the 2003 Airport
Improvement Program (AIP) Authorization
permits grants up to 95 percent for eligible
items under the current program. The AIP
legislation
is
subject
to
annual
appropriations by Congress, so this figure
could be adjusted annually. In order to pay
for large projects, the FAA must obtain
discretionary funds from the trust fund. The
commitment of these discretionary funds
occurs on a very competitive basis.
The FAA uses a priority system for airport
development projects so that the funding is
allocated efficiently. Highest priority is
given to safety, security, reconstruction,
standards, and capacity, in that order.
Therefore, funding of T-hangar taxiways,
for example, will not carry as high a priority
as rehabilitating a runway. The following
CIP data tables are based on eligibility only,
and the actual funding from FAA may not
achieve the levels listed because of the
intense competition for FAA funding from

JUNE 5, 2006

P AGE 8-1

the trust fund.

taxes for the support of local government,
and sale of general obligation bonds.

2.
Arkansas Department of
Aeronautics

4.

The State of Arkansas has several programs
to provide financial assistance to its airports.
Currently, for Primary Commercial Service
airports, the state will fund five percent of
the total project cost of an AIP project,
resulting in no local funding requirement.
These matching funds are available up to a
total of $100,000 in any year. In addition,
the state has programs for airport
improvement, terminal, and hangar funding.
M ost of these various programs have annual
funding limitations from $100,000 to
$300,000 and matching shares ranging from
50 percent (State)-50 percent (Local) to 80
percent (State)-20 percent (Local).
The State will typically provide the match
for FAA funded projects. For the CIP
estimates included in the following tables,
some of the state amounts exceed the annual
limit of $100,000. Therefore, multi-year
grants may increase state funding.
However, on large projects, such as the
runway extension, a local share will most
likely be required.
The Commission should also be aware that
the state has continued to fund five percent
of the eligible project cost under the current
AIP of 95 percent. Previously under the
AIP of 90 percent, this policy left a five
percent local share. If the state changes its
policy a local share could again be required.
3.

Local Funding

Local funding must be used to make up the
balance after the FAA and state participation
for the total project cost. These funds have
three principal sources: airport revenues,
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Military Funding

M ilitary funding sources are associated with
the presence of the Arkansas Air National
Guard. It is anticipated that the AANG will
fund the proposed Phase I airfield lighting
rehabilitation.
The proposed CIP, based on current
eligibility, is shown on Tables 8-1 through
8-4.
C.

FUNDING S UMMARY

The program outlined in Table 8-4 totals
$74,170,000 over the 20-year planning
period. The larger projects cannot be
reasonably accomplished without FAA
discretionary funding, state funding, or
military funding.
State funding will be capped by annual
limits for AIP projects. Although multi-year
grants may alleve this issue somewhat, the
Airport Commission should anticipate its
share.
Obtaining FAA discretionary funding is
very challenging and will somewhat depend
upon the level of activity at the airport.
Therefore, it is important that airport
management continue to document large jet
aircraft operations used in hurricane relief
efforts and military mobilizations to/from
AANG and Fort Chaffee. In addition, the
Airport Commission should continue to
promote the benefits of the airport to the
City of Fort Smith and to the entire region.
FSM is an excellent aviation facility serving
Fort Smith, the western Arkansas River
valley region, and northwest Arkansas.
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TAB LE 8-1
FORT SMITH REG IONAL AIRPORT
PHASE I (2007-2011) DEVELOPMENT PROG RAM
NO.

TOTAL
ESTIMATED
COST

PROJECT

1-1

Airfield Electrical Rehabilitation-Design Only

1-2

FAA ELIG IB LE

STATE
ELIGIB LE

MINIMUM
LOCAL

MILITARY

$200,000

$190,000

$10,000

$0

$0

P vmt Rehab: E/Hold Apron, Corp TL, Apron Drainage

$1,650,000

$1,567,500

$82,500

$0

$0

1-3

GA Dev: TW C Ext, T-Hgr TLs, Self Fuel Apron

$2,500,000

$2,375,000

$125,000

$0

$0

1-4

T-hangar Development, 2 Bldgs (14 units each)

$700,000

$0

$200,000

$500,000

$0

1-5

Install Self Service Fuel For T-hangars

$200,000

$0

$80,000

$120,000

$0

1-6

Electrical Rehabilitation-Construction

$2,000,000

$0

$0

$0

$2,000,000

1-7

RP Z Land Purchase, 4 P arcels w/Relocations

$1,350,000

$1,282,500

$67,500

$0

$0

1-8

P vmt Rehab: TW B & TW E

$2,600,000

$2,470,000

$130,000

$0

$0

1-9

GA Dev: T-hangar TLs & Demo T-Hgr Bldgs 11 & 12

$1,700,000

$1,615,000

$85,000

$0

$0

1-10

T-hangar Development, 1 Bldg

$400,000

$0

$200,000

$200,000

$0

1-11

Relocate P erimeter Road

$250,000

$237,500

$12,500

$0

$0

1-12

Extend RW 25 & TW - EA Only

$500,000

$475,000

$25,000

$0

$0

1-13

Land Purchase, Obstr Removal, RW 25 Appr, 2 P arcels

$550,000

$522,500

$27,500

$0

$0

1-14

Land Purchase, Future GA Development (SE Quad)

$500,000

$475,000

$25,000

$0

$0

1-15

Construct Corporate Hangars, 2 Buildings

$1,000,000

$0

$500,000

$500,000

$0

1-16

P urchase Snow Brooms (2)

$700,000

$665,000

$35,000

$0

$0

1-17

P urchase Dump Truck (5 Ton) w/Plow (2)

$200,000

$190,000

$10,000

$0

$0

1-18

Building for Snow Equipment

$300,000

$285,000

$15,000

$0

$0

1-19

Crack Sealing P rogram, P hase I

$50,000

$0

$40,000

$10,000

$0

$17,350,000

$12,350,000

$1,670,000

$1,330,000

$2,000,000

TOTAL PHASE I
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TAB LE 8-2
FORT SMITH REG IONAL AIRPORT
PHASE II (2012-2016) DEVELOPMENT PROG RAM
NO.

TOTAL
ESTIMATED
COST

PROJECT

FAA ELIG IB LE

STATE
ELIGIB LE

MINIMUM
LOCAL

MILITARY

2-1

Extend RW 25 (1000 X 150) & TW w/Hold Apron

$8,900,000

$8,455,000

$445,000

$0

$0

2-2

Relocate Glide Slope and MALSR

$1,000,000

$950,000

$50,000

$0

$0

2-3

Realign TW A West to 400'from RW

$4,000,000

$3,800,000

$200,000

$0

$0

2-4

Construct T-hangar Taxilanes (2)

$500,000

$475,000

$25,000

$0

$0

2-5

T-hangar Development, 1 Building

$400,000

$0

$200,000

$200,000

$0

2-6

Rehabilitate RW 7-25 (4 inch overlay)

$4,000,000

$3,800,000

$200,000

$0

$0

2-7

Expand Former Ter minal Apron, Approx 12,000 sy

$3,300,000

$3,135,000

$165,000

$0

$0

2-8

Realign TW B at TW A, Approx 3,200 sy

$500,000

$475,000

$25,000

$0

$0

2-9

Construct New GA Terminal and P arking Lot

$900,000

$0

$100,000

$800,000

$0

2-10

Rehabilitate TW C & TW D

$260,000

$247,000

$13,000

$0

$0

2-11

Construct Large Hangar, Demo Bldgs 4, 5, and 6

$750,000

$0

$250,000

$500,000

$0

2-12

T-hangar Development, 1 Building

$400,000

$0

$200,000

$200,000

$0

2-13

Construct Corporate Hangar

$500,000

$0

$250,000

$250,000

$0

2-14

Tymco Sweeper

$160,000

$152,000

$8,000

$0

$0

2-15

Crack Sealing, P hase II

$50,000

$0

$40,000

$10,000

$0

$25,620,000

$21,489,000

$2,171,000

$1,960,000

$0

TOTAL PHASE II
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TAB LE 8-3
FORT SMITH REG IONAL AIRPORT
PHASE III (2017-2026) DEVELOPMENT PROG RAM
NO.

TOTAL
ESTIMATED
COST

PROJECT

FAA ELIG IB LE

STATE
ELIGIB LE

MINIMUM
LOCAL

MILITARY

3-1

South P arallel TW for RW 7-25, Relocate WC & GS

$9,000,000

$8,550,000

$450,000

$0

$0

3-2

Rehabilitate Former Ter minal Ramp

$1,000,000

$950,000

$50,000

$0

$0

3-3

Construct Large Hangar

$500,000

$0

$250,000

$250,000

$0

3-4

Construct Corporate Hangar

$700,000

$0

$250,000

$450,000

$0

3-5

Construct T-hangar, 1 Building (10 unit)

$400,000

$0

$200,000

$200,000

$0

3-6

Relocate Maintenance Area, Site plus 2 Bldgs

$3,500,000

$3,325,000

$175,000

$0

$0

3-7

Construct Corporate Hangar

$500,000

$0

$250,000

$250,000

$0

3-8

Construct T-hangar, 1 Building (10 unit)

$400,000

$0

$200,000

$200,000

$0

3-9

Construct Corporate Hangar Access & P kg Lot

$100,000

$0

$80,000

$20,000

$0

3-10

Construct Corporate Hangar

$500,000

$0

$250,000

$250,000

$0

3-11

Construct T-hangar, 1 Building (10 unit)

$400,000

$0

$200,000

$200,000

$0

3-12

Rehabilitate RW 1-19 (3-inch Overlay)

$2,900,000

$2,755,000

$145,000

$0

$0

3-13

Rehabilitate Connector TWs E, F, G, & H (3-inch)

$700,000

$665,000

$35,000

$0

$0

3-14

Expand AANG Aircraft Apron; Widen Connector TW

$2,000,000

$0

$0

$0

$2,000,000

3-15

Easement, RW 7 Approach, Approx 25 acres

$1,000,000

$950,000

$50,000

$0

$0

3-16

Land Purchase East of Massard, Approx 75 acres

$7,500,000

$7,125,000

$375,000

$0

$0

3-17

Crack Sealing, P hase III

$100,000

$0

$80,000

$20,000

$0

$31,200,000

$24,320,000

$3,040,000

$1,840,000

$2,000,000

TOTAL PHASE III
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TABLE 8-4
FORT SMITH REGIONAL AIRPORT
TOTAL DEVELOPMENT PROGRAM
NO.

TOTAL
ESTIMATED
COST

PHASE

FAA ELIGIBLE

ARDOA
ELIGIB LE

MINIMUM
LOCAL

MILITARY

1

PHASE I

$17,350,000

$12,350,000

$1,670,000

$1,330,000

$2,000,000

2

PHASE II

$25,620,000

$21,489,000

$2,171,000

$1,960,000

$0

3

PHASE III

$31,200,000

$24,320,000

$3,040,000

$1,840,000

$2,000,000

$74,170,000

$58,159,000

$6,881,000

$5,130,000

$4,000,000

TOTAL
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Chapter Nine
FORT S MITH REGIONAL AIRPORT BUIS NESS PLAN
A.

INTRODUCTION

This business plan and economic impact
study was conducted as a part of the Fort
Smith Regional Airport M aster Plan Update
process. The purpose of the business plan is
to examine potential strategies that may
provide increased benefits to the local
community and to aviation users. Our
understanding of the current situation
involves several components, including the
airport’s competitive setting, the need to
expand airline passenger use of the airport,
the desire to keep and attract corporate
aviation, potential increased use of the
facility by smaller general aviation aircraft,
the possible attraction of student pilots, the
potential
for
hangar
development,
development of non-aeronautical property,
and a number of other facility-related issues.
1.

Vision & Key Issues

Fort Smith Regional Airport features two
runways: Runway 7-25, which is 8,000 feet
by 150 feet, and crosswind Runway 1-19,
which is 5,002 feet by 150 feet. There is an
initiative of the M aster Plan to lengthen
Runway 7-25 by 1,000 feet to accommodate
military training activity. This runway
extension can be accomplished on existing
airport property and will not adversely affect
current instrument approach minimums.
From a financial standpoint, the airport is
self-sufficient, requiring no subsidies from
the city.
However, more aviation and
business activity at the airport, would serve
not only to generate more revenue but would
also ensure the long-term viability of the
.
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airport as an air transportation hub for the
Fort Smith M etropolitan Statistical Area
(M SA). The business plan will present an
overall strategic direction and plan for the
airport, given its existing setting and market
niche. A number of preliminary issues have
been identified (in no particular order) that
will be considered in the business plan
including the following:
Economic Development of Fort Smith: The
historical manufacturing character of Fort
Smith is changing. As global economics
shift manufacturing to nations with low
labor costs, the economic development goals
of Fort Smith must adapt to the new
economic realities.
Local leaders have
recognized the problem and are currently
seeking a new set of economic development
objectives that will diversify the economic
and industrial base. The airport has a place
in this mix, supplementing marketing and
recruiting efforts of the economic
development agencies.
Potential Loss of Airline Passenger Market
Share to Northwest Arkan sas Regional
(XNA): There is legitimate concern that
XNA will continue to erode the Fort Smith
Regional Airport (FSM ) market share of
total regional airline passenger demand.
Airline decisions to reduce FSM seat
capacity combined with increased seat
capacity at XNA have hindered efforts to
grow airline traffic at FSM . Strategies to
hold and recapture lost market share need to
be implemented, particularly as ground
transportation to the north improves.
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Attraction
of
Additional
Corporate
Aviation: In light of the significant
corporate aviation activity in Northwest
Arkansas, Fort Smith needs to attract its
share of high-end based aircraft and activity.
Currently, both transient and based jet
aircraft use the airport on a regular basis.
Facilities needed to attract additional
corporate based aircraft and flight
departments consist primarily of large
conventional hangars.
If additional
corporate users are to be attracted, more
landside development will be needed.
Hangar Development: The Airport M aster
Plan has identified a need for significant
hangar development over the short-and
long-term periods.
Both conventional
hangars and T-hangars are needed to meet
forecast demand.
Paying for General Aviation Facility
Relocations: Some of the recommendations
of the master plan include the demolition
and relocation of revenue-producing
buildings. Since there may be no federal
grant to replace these buildings, funding for
this part of the project may have to be
sought elsewhere. The Arkansas State Grant
Program may provide up to 80 percent
funding for the new hangars up to $250,000
annually.
Innovative financing may be
needed to secure the remaining funding
requirement.
Airport Rates & Charges: One area of
concern is the pricing of aircraft storage and
other services on the airport. Over time,
automatic escalators in lease agreements
have increased prices to a level that may be
above the competitive ceiling. If this is the
case, a loss of market share and an inability
to attract new aviation activity could result
from this practice.
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Airport Land Development: Airport
property not used for aeronautical purposes
is located primarily near Phoenix Avenue
and toward the entrance of the airport. A
key question involves how much of this land
is available to develop and, more important,
how much should be developed now or
land-banked
for
later
economic
development.
Some of this land was
purchased with federal grants under the
noise compatibility program and thus is
bound to grant assurance provisions that
limit the use of potential lease revenues in
the short term.
Strategic Partnering: For the airport to
thrive, it will need strategic partners in the
Fort Smith area. One area that will be
explored in this business plan will be the
possible partnering with the University of
Arkansas at Fort Smith in the development
of an aviation curriculum that would take
advantage of the airport and its emerging
role in the community.
Airport Role and Image: The role and
image of the airport are important to the
economic expansion in Fort Smith. In other
reports, this role has been defined in the
context of a series of interrelated
neighborhoods. With this in mind, the
economic development theme should be
reflected in the design and image of the
airport and its access points. The terminal
building has already set a high standard, and
that standard should be reinforced by other
image-building themes throughout the
facility.
Additional Runway Development: In order
to accommodate military training activity,
10,000 feet of primary runway (2,000-foot
extension) would be desirable. Because of
obstructions in the approach to Runway 25,
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the Airport M aster Plan has recommended
the extension of primary runway 7-25 to
9,000 feet (1,000-foot extension). A runway
length longer than 9,000 feet would
compromise the instrument approach
minima. For example, the current 8,000-foot
runway length limits T-38 military training
aircraft to operations when temperatures are
under 68 degrees F. The runway extension
to 9,000 feet will permit service of potential
military fueling contracts for the T-38
aircraft operations up to 84 degrees F.
Military Economic Impact: The airport and
community escaped the potential loss of the
Air National Guard flight mission at Fort
Smith Regional Airport in the latest Base
Realignment and Closure Commission
activity. The new mission will include 18
A-10 (Warthog) aircraft. This new mission
will continue to provide important economic
impacts to the community.
Community Relations:
The economic
benefits associated with the airport have not
been effectively communicated to the local
residents. In particular, the value of the
airport in serving the entire region may not
be appreciated by the general public and
their associated political representatives.
Communication of these benefits helps to
justify facility improvements and the
allocation of resources to the airport.
Airport benefits are usually stated in terms
of jobs, income, and output. In addition to
the quantified economic benefits, a
discussion of the intangible benefits
associated with the airport must be included.
2.

An updated and well-defined mission
statement for the airport.
An identification and evaluation of
needs, opportunities, and challenges
facing the airport, with an emphasis on
retention and expansion of airline
service.
A 20-year projection of revenues and
expenses at the airport for the baseline
case
and
alternative
revenue
enhancement scenarios.
Strategic planning recommendations for
the
airport,
including
revenue
enhancement suggestions.
Graphic materials for airport promotion
and marketing. These may include fullcolor brochures and a video.
An economic impact evaluation of the
airport, identifying jobs, income, and
total output associated with the facility.
3.

Report Outline

In order to address the issues described here
and to produce the desired end products, this
report has been organized to include the
following sections:
A. Introduction
B. Background and Management Structure
C. Existing Airport Characte ristics
D. Baseline Financial and Economic Outlook
E. Business Plan Alte rnative s
F. Re commende d Plan
G. Summary of Business Plan
Re commendations
H. Economic Impact Assessment
Le ase Agreement Summaries

Desired End Products

The end products of this analysis will
include the following:

F ORT S MITH R EGIONAL AIRPORT
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B.
BACKGROUND AND
MANAGEMENT S TRUCTURE

will not become a financial burden to the
taxpayers of the community.
To position and market the Fort Smith
Regional Airport as a competitive,
profitable, and aggressively managed
leader in the airport industry; to identify
and develop business opportunities to
optimize revenues; and to expand the
economic development opportunities of
the Fort Smith Airport Commission.
To plan, organize, and promote the
continuous
orderly
growth
and
development of the Fort Smith Regional
Airport and the communities served.

Understanding
the
background
and
management structure of the airport helps
local leaders identify challenges and
opportunities for the facility. M anagement
structure affects the ability of the airport to
reach its potential.
A clearly defined,
current, and realistic mission for the airport
provides the oversight framework necessary
to take advantage of opportunities as they
arise. Therefore, this analysis is geared
toward the future and toward positioning the
airport to take best advantage of its assets
and strengths. This section is organized to
include the following:

2.
Historical Performance Toward
Meeting the Mission

Historical M ission of the Airport
Historical Performance Toward M eeting
the M ission
Airport M anagement Structure

Discussions with airport management
indicate that the Fort Smith Regional Airport
has met and is meeting many of its mission
objectives, including the following:

1.

Historical Mission of the Airport

Fort Smith Regional Airport is an air
transport facility, providing services for
airline, general aviation, and military
aviation needs.
Fort Smith Regional
Airport’s overall mission has been
specifically geared to accommodate airline
and military aviation activity including
regional jet, military jet, and corporate jet
activity. In addition, the smaller general
aviation aircraft based at the airport play a
significant role.
The current mission
statements for Fort Smith Regional Airport
include the following:
To provide a safe and efficient airport
which will satisfy the air transportation
needs of the region it serves and act as
an inducement for continued economic
development. In doing so, the airport
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Continue to operate the airport safely,
efficiently, and conveniently.
Satisfy air transportation needs of the
region
This includes maintaining adequate
capacity to accommodate all types of air
transportation demand in the service
area.
Induce
continued
economic
development.
Operate in a financially self-sufficient
manner This includes minimizing expenses and
maximizing airport revenues, where
feasible.
Pursuing
funding
for
and
implementation of capital improvement
projects to expand the airfield and
improve the safety of the airport.
Position and market the Fort Smith
Regional Airport -

P AGE 9-4

This includes aggressive marketing to
retain market share in the airline
passenger business.
This also includes competitive market
positioning for additional general
aviation activity.
Expand business development opportunities.
Plan for orderly growth.
The Airport Commission has been involved
in all of these areas and has historically
worked toward their achievement.
Two areas that need improvement include
the marketing of airline services to the
general public and the communication of the
value of the airport and its services. As
Northwest Arkansas Regional Airport draws
more passengers from the Fort Smith service
area, a more intense marketing effort will be
needed to retain local air passengers.
Similarly, the value of the airport must be
communicated to the general public and
their elected officials. The economic impact
portion of this analysis will quantify many
of these benefits.
3.

Airport Management Structure

Fort Smith Regional Airport is operated by
the Fort Smith Airport Commission and is
subject
to
the organizational and
management structure of the commission.
The organizational chart for the airport and
its employees is shown in Exhibit 9-1.
Authority to operate the airport flows from
the City of Fort Smith Board of Directors to
the Fort Smith Airport Commission. From
there, the line of authority empowers the
Airport Director and his or her staff to
operate the airport. The staff includes an
Assistant to the Director, a Director of
Administration, and a Director of
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Operations. All of the decisions concerning
budgeting, grants, and policy must be made
by the Airport Commission. The Director of
Operations makes day-to-day decisions
concerning the operation of the facility, with
important decisions being cleared by the
Airport Director. This structure is working
well and no significant changes are needed
for the future. At Fort Smith Regional
Airport, the staff currently includes three
administrative employees, nine full-time and
one
part-time
custodial/maintenance
employees, along with the Airport Director
and his assistant. The division of staff is by
function, with the needed number of
personnel conforming to the size of the
tasks. The management structure has been
structured for the work level necessary to
operate the airport and works very well.
There are no recommendations for change at
this time.
C.
EXIS TING AIRPORT
CHARACTERIS TICS
Fort Smith Regional Airport (FSM ) is
located in the city of Fort Smith, Arkansas,
on the Oklahoma border in the westnorthwest part of the state. The airport
occupies a 1,381-acre site approximately
four miles southeast of the central business
district of Fort Smith. Primary access to the
airport passenger terminal building is via
Rogers Avenue from I-540 to 74th Street and
south across Phoenix Avenue where 74th
becomes M cKennon Boulevard. This road
joins South 66th and 74th Street and then
splits into a loop around the parking lot.
Interstate 540 passes directly beside the
airport; however, because of the new
location of the passenger terminal, access
from the Interstate is indirect and requires a
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Organization Chart - 2006
City of Fort Smith
Board of Directors
Fort Smith Airport
Commission
Fort Smith Regional Airport
Director
Assistant to the Director

Director of Administration

Administrative Assistant

Director of Operations

Airport Custodial Staff (4)

Maintenance Supervisor

Maintenance Staff (5)

Exhibit 9-1 - Fort Smith Regional Airport Organization Chart - 2006
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round about routing. Primary access to the
airport passenger terminal building is via
Rogers Avenue from I-540 to 74th Street and
south across Phoenix Avenue where 74th
becomes M cKennon Boulevard. This road
joins South 66th and 74th Street and then
splits into a loop around the parking lot.
Interstate 540 passes directly beside the
airport; however, because of the new
location of the passenger terminal, access
from the Interstate is indirect and requires a
round about routing.
M uch has been
documented about airport access in the
master plan, and this report will look at the
issue from a business perspective.
The original facility was developed in 1948
by the city of Fort Smith. It had a 4,600foot east-west runway with a 4,100 foot
north-south crosswind runway. By 1950,
the east-west runway had been extended to
one mile (5,280 feet). The first airline
service at the airport was initiated by Braniff
Airlines in 1952. Since that time, the airline
industry has undergone tremendous changes.
M ore recently, the airlines of record serving
Fort Smith have been American, Northwest,
and Delta. Currently, only American and
Northwest serve the airport. The primary
runway was eventually extended to its
present length of 8,000 feet to accommodate
both airline and military aircraft.
The
military located at the airport in 1953. The
Arkansas Air National Guard (AANG)
facilities and apron area, home of the 188th
Fighter Wing (Flying Razorbacks), consists
of 110 acres of land leased from the Airport
Commission and is located at the north side
of the airport, west of Runway 1-19.

federal and state funding assistance for the
planning, design, and construction of
aviation facilities.
1.

Existing Facilities

Runway Information
The Fort Smith Regional Airport features
two runways: Runway 7-25, which is 8,000
feet by 150 feet, and Runway 1-19 is 5,002
feet by 150 feet. Both are in good condition.
The airport is used by 88 based aircraft,
including 17 military jets. The airport’s
design aircraft is the Gulfstream V (D-III).
That aircraft has a wingspan of 93.5 feet, an
approach speed of 146 knots (168 mph), and
a maximum takeoff weight of 90,500
pounds. The airport’s ALP states that
design standards for Airport Reference Code
(ARC) D-III are appropriate for the Fort
Smith Regional Airport.
The airport
elevation is 469 feet above mean sea level.
Landing fees from the airport’s runway
system generate roughly four percent of total
annual revenues to the airport.
Table 9-1
Fort Smith Regional Airport
Runway Data
Item
Runway 7-25

Runway 1-19

Length
Width

8,000'
150'

5,002'
150'

Surface

Asphalt

Asphalt

Lighting

High Intensity
Precision

Medium Intensity
Non-precision

Best
Instrument
Approach

Fort Smith Regional Airport is included in
the National Plan of Integrated Airport
Systems (NPIAS), classified as a non-hub
primary airport. The airport is eligible for
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Landside Facilities1
Landside facilities are located primarily on
the north side of the airport and include the
airline passenger terminal building and
parking area, the general aviation facilities,
and the Arkansas Air National Guard. Other
aviation support facilities include the FAA’s
Air Traffic Control Tower (ATCT) and
Terminal Radar Control (TRACON). Each
of these facilities, including their business
component, is described in the following
sections.
Airline Passenger Terminal and Auto
Parking Facility
The passenger terminal area at Fort Smith
Regional Airport is located in the northeast
quadrant of airport property. The passenger
terminal area development consists of a
52,200-square-foot passenger terminal,
which was completed in September 2002. It
is supported by an air carrier apron, a public
auto parking lot, an employee parking lot,
and a rental car parking lot. The parking lot
is configured to accommodate 615 cars. The
terminal currently accommodates two
regional airlines (American Eagle and
Northwest Airlink) and four rental car
companies (Avis, Hertz, National, and
Budget), as well as a restaurant (the Landing
Café), and offices for the Transportation
Security Administration (TSA). The second
floor of the terminal contains offices for
airport management.
The airline-related use of the airport
terminal generates 23 percent of total
revenues from the airlines and other
concessionaires. The airport parking lot
1

Source: FSM Airport Master Plan Update,

2006.
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generates roughly 10 percent of airport
revenues.
General Aviation Facilities
General Aviation (GA) facilities consist of
hangars, aircraft parking aprons, and Fixed
Base Operators (FBO) and their associated
facilities. The GA facilities at FSM are
located on the west side of the airport, north
of Runway 7-25. The complex consists of
corporate hangars, community hangars, Thangars, office buildings, a fuel farm, a selffueling station, and aircraft tiedown aprons.
There is one full-service FBO at FSM : TAC
Air. Services include fueling, maintenance,
hangar storage, and transient aircraft
services. TAC Air offers no flight
instruction and has no aircraft for charter
services; however, the company will broker
charter services when requested. Flight
instruction is provided by Fort Smith
Aviation Academy on the field. In addition,
Northwest Avionics and the Fort Smith
Flying Club also are based at the airport.
Three licensed mechanics are included in a
staff of 18-20 employees. TAC Air also
administers the leasing of some of the
hangars owned by the Airport Commission
at the airport. Discussions with the FBO
manager indicated that the primary fuel
customer (90%) is the U.S. military.
Training operations of F-16s, F-18s, T-38s,
T-1s, T-37s, T-3s, T-6s, and other military
aircraft consume approximately 150,000
gallons per month. Another issue for the
FBO is parking of very large transport
aircraft when the military brings in troops
related to activities at Fort Chaffee.
Although there is some corporate aviation
activity, it is limited. Corporate customers
cited were Whirlpool, Gerber, Borg Warner,
and the local hospital. There is very limited
demand for air freight reported. Eight
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corporations base aircraft at the airport, four
of which have their own fueling capability.
Fort Smith Regional Airport has nine
underground storage tanks (UST) and four
tender trucks for fueling services. This
includes six tanks for Jet-A fuel, two tanks
for 100LL AvGas, and one tank for waste
oil. Four of the Jet-A fuel tanks are owned
by corporate operators, with the other two
owned by TAC Air. Fuel is dispensed via
four trucks (three for Jet-A and one for
Avgas) owned and owned by TAC Air.
General aviation activities at the Airport
generate roughly 27 percent of the airport’s
revenue. M ost of this revenue is from fuel
flowage fees and a lease with TAC Air,
hangar rentals, and other leases.
Military Facilities
The Arkansas Air National Guard (AANG)
facilities and apron area, home of the 188th
Fighter Wing (Flying Razorbacks), consists
of 110 acres of land leased from the Airport
Commission and is located at the north side
of the airport, west of Runway 1-19. The
188th Fighter Wing has 335 full-time
military and civilian employees, as well as a
contingent of up to 991 reservists.
Vehicular access to the AANG facility is by
way of Phoenix Avenue. The AANG
facilities are composed of over 50 buildings
and
include
administrative
offices,
warehouses, maintenance shops and
hangars, a fire station, base fuel supplies,
and an aircraft parking apron. The AANG
provides all aircraft rescue and firefighting
(ARFF) services for the airport, with a staff
of 24 firefighters on duty 24 hours a day,
seven days a week.

F ORT S MITH R EGIONAL AIRPORT

In August 2005, the Base Realignment and
Closure (BRAC) voted to keep the AANG
unit at FSM and to give it a new mission and
a new type of aircraft with which to
accomplish it. The unit'
s F-16s are expected
to be replaced with 18 (primary assigned
aircraft [PAA]) A-10 Warthogs, which could
result in 20 to 22 including spare aircraft. In
addition, the airport serves as a training
facility for itinerant C-130s, along with F16s, F-18s, T-38s, T-1s, T-37s, T-3s, and T6s. The ARFF facility and ARFF training
remains at Fort Smith while the rapid
runway repair unit is being relocated to
Savannah, GA. M ilitary activities excluding
fuel sales generate roughly seven percent of
airport revenues.
Non-Aviation Properties
Four significant tenants are non-aviation
users of the airport: Home Depot, FedEx,
DHL Airlines, and the Arkansas Department
of Finance and Administration. Property
owned by the airport is leased to these
companies, with income from the leases
used to help fund airport operations.
Although FedEx and DHL are all-cargo
airlines, they perform no aviation activities
at the property they lease from the airport.
In addition to these leases, the airport
collects royalty revenue from gas wells on
airport property. These non-aviation leases
generate over 17 percent of total revenues
for the airport.
Airport Area Land Use and Zoning
Fort Smith Regional Airport is located four
miles southeast of the Fort Smith central
business district. The current airport
property comprises approximately 1,381
acres. The airport is surrounded by a variety
of land uses, including residential,
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agricultural, open, parks and recreational,
commercial, industrial, and institutional. On
the north end of Runway 1-19 land use is
residential immediately adjacent to airport
property. Between the airport and Rogers
Avenue, further north, lie large areas of
residential and commercial-use land.
Rogers Avenue is a highly developed
commercial/retail corridor leading northwest
to the central business district. To the south
of the airport, along Zero Street, there are
industrial uses and a large open area. South
of Zero Street are residential, commercial,
and parks/recreational uses (including the
1,300-acre Ben Geren Regional Park). To
the west of the airport are commercial,
industrial, and agricultural/open land uses.
Of particular note is the Home Depot
located on airport property along Phoenix
Avenue, west of the Arkansas Air National
Guard facilities. Land uses to the east
consist
of
residential
uses
and
agricultural/open land uses. Southeast of the
airport is the Fort Chaffee M ilitary
Reservation.
2.

Future Facilities

Airport
(ACIP)

Capital

Improvement

Plan

The airport is eligible for capital project
funding assistance from the FAA through
the airport and Airway Improvement
Program (AIP), from the State of Arkansas
through their State Airport Aid Grant
program, and from the airport sponsor. In
addition, the military has provided funding
for airport improvement projects necessary
to support their mission at Fort Smith
Regional Airport.
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Federal Grants
The airport is required to prepare, update
annually, and submit to the FAA a five-year
Capital Improvement Plan (CIP) to apply for
federal grants. When the FAA approves the
CIP, it becomes the ACIP. These grants
have historically funded 90 percent of
eligible development costs, but the 2003
AIP reauthorization bill permits the FAA to
fund up to 95 percent of those costs. AIPeligible projects include planning, design,
and construction associated with public-use
facilities and equipment of the Airport. The
2003 AIP reauthorization bill, however,
contains a significant change from previous
bills in that certain revenue-producing
aviation facilities may also be eligible for
AIP funding. Typical AIP-eligible projects
have historically included airport master
plans and layout plans; land acquisition and
site preparation; airfield pavements, e.g.,
runways, taxiways, and transient aprons;
lighting and navigational aids; safety,
security, and snow removal equipment;
selected passenger terminal facilities; and
obstruction identification and removal. The
current legislation makes projects such as
aircraft hangars, aviation fuel facilities, and
automobile parking facilities eligible for
AIP funding under certain conditions.
However,
highest
funding
priority,
according to the FAA’s rating procedure, is
generally given those projects that are safety
related, such as obstruction removal, runway
safety area improvements, and facility
improvements to meet current FAA Airport
Design Standards.
The AIP supports allocation of funding
through several categories: primary and nonprimary entitlements, discretionary, and
state apportionment funding. Fort Smith
Regional Airport is eligible for primary
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funding, airport entitlement funding, as well
as discretionary funding.
Entitlement
funding that airports receive is based on a
formula using the airport’s passenger
enplanements and cargo weight which is
reported two years prior to the current grant
year, with a minimum amount for primary
commercial service airports. That minimum
is currently $1,000,000 annually.
Fort Smith Regional Airport is also
supported by some military funding of
capital improvement projects. In particular,
some of the rehabilitation money in 2007 for
airfield paving is expected to come from
military funding sources. Similarly, in 2008
the military is anticipated to contribute
funding for
the airfield
electrical
rehabilitation.
S tate Funding
State funding in Arkansas is provided
through the State Airport Aid Grant (SAAG)
program. This program provides matching
grants for AIP funding, not to exceed
$100,000 at primary commercial service
airports such as FSM . The SAAG will
provide up to $300,000 per year on a 50%50% matching basis for any public-use
airport. The SAAG also provides funding
for terminal buildings, T-hangars, and
hangars at differing percentage rates. Of
significance to this plan is the 80 percent
match on T-hangars for renovation or
construction (not to exceed $250,000 per
year).
S ponsor Funding
Local funding for publicly owned airports
with airline service is usually accomplished
through a combination of Passenger Facility
Charges (PFCs), debt financing, and the
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public sponsor’s general fund. PFCs are
currently imposed and collected at Fort
Smith Regional Airport at a rate of $3.00 per
enplaned passenger. These funds are used to
pay the local share of eligible development
costs and can be used to pay for eligible
projects entirely. Eligible projects include
all AIP eligible projects plus airline terminal
building improvements.
Airport debt
service on eligible projects can be offset
through PFCs or from airport revenue
surpluses. In addition, private investors are
also a potential source of funds for some
revenue-producing development. Tenants
and/or
investors
may
finance the
construction of facilities from which they
derive income. While the direct revenues to
the airport are usually limited to the lease
charges for the land underlying the facilities,
the local sponsor does not need to obtain its
own funding for these improvements.
Development Plan
The CIP for the Fort Smith Regional Airport
evaluated potential development alternatives
and identified those that would provide the
best opportunities to attract users and
increase operational revenues. The initial
evaluation of the facility concerned the
airfield itself and its capabilities and
limitations. With the completion of the
planned 1,000-foot runway extension
project, the Fort Smith Regional Airport will
consist of a 9,000-foot primary runway (725) with a 5,002-foot crosswind runway (119).
The taxiway system is in good
condition, with the exception of Taxiway E
and a portion of Taxiway B. These taxiways
will be rehabilitated and, where needed,
realigned. All of the runways and taxiways
will be subject to preventative maintenance
throughout the planning period.
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Table 9-2
Fort Smith Regional Airport
Airport Capital Improvement Plan (CIP):
Year

Project Des cription

State

Sponsor

PFC/ Other

Total

2007 Airfield Electrical Rehab - Phase 1
Design Only
2007 Rehab Airfield Pavement

FAA
Funding
$166,250

$0

$8,750

$0

$175,000

$1,140,000

$0

$60,000

$450,000

$1,650,000

2007 G.A. Development - Phase 1

$2,375,000

$0

$125,000

$0

$2,500,000

2007 T-Hangar Development - Phase 1

$0

$250,000

$400,000

$0

$650,000

2007 Terminal Security Cameras

$0

$0

$0

$150,000

$150,000

2007 Conditioned Air at Gates

$0

$0

$0

$250,000

$250,000

2008 Airfield Electrical Rehab - Phase 2 Construction
2008 RPZ Property Acquisition

$0

$0

$0

$2,000,000

$2,000,000

$1,282,500

$0

$67,500

$0

$1,350,000

2009 Rehab Airfield Pavement - Phase 2

$2,512,750

$0

$132,250

$0

$2,645,000

2009 G.A. Development - Phase 2

$1,638,750

$0

$86,250

$0

$1,725,000

$0

$250,000

$400,000

$0

$650,000

2009 Relocate Perimeter Road

$118,750

$0

$6,250

$0

$125,000

2010 Extend Runway 7-25
2010 Land Acquisition, Obstr. Removal

$475,000
$522,500

$0
$0

$25,000
$27,500

$0
$0

$500,000
$550,000

2011 Land Acquisition - SE Quadrant

$285,000

$0

$15,000

$0

$300,000

$10,516,500

$500,000

$1,353,500

$2,850,000

$15,220,000

2009 T-Hangar Development - Phase 2

TOTALS

Aircraft parking aprons will be developed
for general aviation and military use as
needed. The airline apron is in excellent
condition, as is the terminal building.
General aviation hangars will be developed
over the period, subject to demand. It is
anticipated that at least 48 additional Thangars will be built and there will be a net
loss of three conventional hangars over the
20-year planning period. The net loss of
conventional hangar space will provide
much more functional space for the FBO
and other tenants and will also include
replacement of the FBO office complex.
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Other development items anticipated include
upgrades of airport access and parking,
expanded perimeter fencing, and a relocated
snow removal equipment building.
In addition to these aviation-related
facilities, it is likely that some non-aviation
airport property will be developed for
commercial purposes in concert with
economic development initiatives of the
city. This property is located on Phoenix
Avenue and has some potential for longterm revenue enhancement of the airport.
The Business Plan discusses options for the
non-aviation property later in this report.
The Development Plan for the Fort Smith
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Regional Airport is illustrated in Exhibit 92.
3.

Aviation-Related Businesses:
7
Non-Aviation-Related Businesses:
8
Partial Aviation-Related:
7
Number of Full-Time Employees: 2,471
Number of Part-Time Employees: 340

Aircraft Tenant and User Surveys

For purposes of conducting the economic
impact assessment of Fort Smith Regional
Airport, an airport tenant and user survey
was conducted via mail in February and
M arch of 2006. The survey targeted all
airport employers and aircraft owners basing
their aircraft at the airport. In addition to
name/address contact information, seven
questions were asked on the questionnaire.
The survey results were combined and
summarized into the various categories that
follow. Copies of the survey form and cover
letter are presented on pages 9-15 and 9-16.
Survey results follow.
Distribution and Response
For the Fort Smith Regional Airport survey
effort, 70 surveys were distributed. Of
these, 2 were returned undeliverable and 22
responses were received, for a response rate
of 32 percent.
Follow-up phone calls
produced an additional 10 survey responses,
increasing the response rate to 47 percent.
Normal response rate for surveys such as
these ranges between 18 and 28 percent.
Thus, a relatively good response was
received. The types of businesses surveyed
included a range of aviation-related
companies,
construction
companies,
investment
companies,
car
rentals,
restaurants, federal agencies, and the local
municipal government. Other responses of
representative
companies/organizations
included the following:
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Annual Gross S ales Volume, if applicable,
at this airport location (2005 estimate) $:
Only nine out of the 22 businesses
responded to this question. The airport
businesses that did respond had a total of
$8,133,000 in annual gross sales volume.
Non-aviation businesses in the area that use
the airport in conducting commerce reported
$335 million in gross sales volume. This
number is significantly high because one
respondent was headquartered in Fort Smith
and reported national sales numbers.
Please estimate what percent, if any, of
your company’s employment and sales is
related to the availability of the Fort
S mith Regional Airport:
____%
Employment ____% S ales
Fifteen businesses responded to this
question.
For employment, seven
businesses responded that 100 percent of
their companies’ employment was related to
the availability of the Fort Smith Regional
Airport. The four other companies reported
that 80, 50, 5, and 1.6 percent of their
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Economic Impact Assessment of
Fort Smith Regional Airport, AR
TENANT/EMPLOYER SURVEY

Name/Contact___________________________________________Phone________________
Address_____________________________________________________________________
City________________________________________________State______Z IP____________

1.

Type of Business Product or Service________________________________________

2.

This Business/Organization is: ____ Aviation Related ____ Non-Aviation Related __ Partial

3.

Number of Employees: Full Time________

4.

Annual Gross Sales Volume, if applicable, at this airport location (2005 estimate) $____________

5.

Please Estimate what percent, if any, of your company’s employment and sales is related to the
availability of the Fort Smith Regional Airport:

Part Time ________

Employment ________%

6.

Sales__________%

Please describe the interaction of your business/organization with Fort Smith Regional Airport:

____________________________________________________________________________________
____________________________________________________________________________________
____________________________________________________________________________________
____________________________________________________________________________________
7.

Suggestions for Airport Management or Operations:___________________________________

____________________________________________________________________________
____________________________________________________________________________
____________________________________________________________________________

Thank you for your response!
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employment was related to the availability
of FSM .
For sales, five businesses
responded that 100 percent of their
companies’ sales was related to the
availability of the airport. Three of the
businesses reported 50 percent of sales was
related, two reported 10 percent was related,
and the rest of the businesses reported 80,
75, 15, and 0.5 percent of their businesses
sales was related to the availability of FSM .
Please describe the interaction of your
business/organization with Fort S mith
Regional Airport:
Eighteen businesses responded to the
question. Of these, 16 said that they use
Fort
Smith
Regional
Airport
for
transportation. One business uses it for
payroll and one organization provides
security screening of passengers, baggage,
and cargo for the airport.
Suggestions for Airport Management or
Operations:
Of the 13 respondents that wrote comments,
three commented that airport management
needed closer relations with tenants. Two
comments were related to hangar needs and
availability. Two comments indicated a
need for gas prices to be competitive, and
other comments were neutral or contained
miscellaneous subjects.
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4.

Market Analysis

Airport Market Area
For Fort Smith Regional Airport, the general
aviation service area is roughly based on a
30-minute driving distance for smaller
general aviation aircraft and a 60-minute or
longer driving distance for larger corporate
and business jet aircraft. The airline service
area (as discussed in the Airport M aster
Plan) is even larger, with competing airports
as far away as Tulsa and Little Rock. This
analysis focuses primarily on the general
aviation market area and includes nine
public-use airports: Booneville, FayettevilleDrake, Fort Smith Regional Airport, PoteauKerr (OK), Northwest Arkansas Regional,
Ozark-Franklin County, Sallisaw (OK),
Springdale, and Waldron. Three airports in
the Fayetteville area were included in this
analysis because they compete for corporate
aviation clients and provide a baseline for
price comparisons: Fayetteville-Drake,
Northwest
Arkansas
Regional,
and
Springdale.
Facilities
Table 9-3 provides a comparison of airport
facilities at public-use airports within the
service area of the Fort Smith Regional
Airport. Of the listed airports, four have
runways of 5,300 feet or greater:
Fayetteville-Drake, Fort Smith Regional
Airport, Northwest Arkansas Regional, and
Springdale.
These airports can all
accommodate business jet activity. Among
the non-commercial general aviation
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airports, Fayetteville-Drake has the longest
and widest runway in the service area (6,006
feet by 100 feet). Springdale Airport is
second with a primary runway length of
5,302 feet by 75 feet. All but two public-use
airports (Booneville and Waldron) in the
service area have instrument approach
procedures of some type.
Fort Smith
Regional Airport, Northwest Arkansas, and
Springdale all have control towers and
precision instrument approaches.
The
remaining four airports (Fayetteville-Drake,
Poteau-Kerr, Ozark-Franklin, and Sallisaw)
have non-precision instrument approaches.
Fort Smith Regional Airport is roughly 50
miles from the nearest business-jet capable
airport. From a competitive standpoint,
FSM has the best, most complete facilities to
accommodate all types of general aviation
and airline activity in the service area.
Although Northwest Arkansas Regional has
a longer runway, FSM has more landside
development infrastructure to accommodate
permanent based aircraft.
Based Aircraft
There are a reported total of 438 aircraft
based at the nine public service airports in
the area. The vast majority of these (71%)
are single-engine aircraft. Of the 34 jet
aircraft in the service area, 14 (41%) are
located at FSM , 11 (32%) are located at
Springdale, five (15%) are located at
Fayetteville-Drake, and 4 (12%) are located
at Northwest Arkansas Regional. The three
airports with the greatest number of multiengine aircraft are Springdale (22), Fort
Smith Regional (14), and Fayetteville-Drake
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(14). With 71 civilian based aircraft, FSM
has not reached its optimum general aviation
utilization. Given the lack of availability of
hangar space, almost all of the airports in the
service area have waiting lists for aircraft
hangars.
Aviation Services
Table 9-4 presents the availability of
various aviation services at each of the area
airports. Listed services at FSM include
major airframe and powerplant repairs,
flight instruction, and charter service. Fort
Smith Regional Airport compares favorably
to all of the other service area airports in
terms of aviation services provided.
Hangars and Tie-downs
Table 9-5 presents a summary of hangar and
tie-down charges at airports within the
designated service area. As shown, most of
the airports listed do not charge a fee for tiedown space. Fort Smith Regional Airport
and Northwest Arkansas Regional (XNA)
are the only two exceptions. While FSM
accepts monthly tie-down clients, XNA does
not.
Rather, XNA provides overnight
accommodations for $25 per night.
T-hangar rental fees at FSM are higher by
far than at any other airport in the service
area. At $345-$440 per month, FSM ’s Thangar rental rates are a minimum of $185
per month higher than the next highest
priced rental rates (Fayetteville-Drake).
Competition in this area would be
significantly difficult for FSM , since most
competitors’ hangars rent for below
construction cost payoff rates. Conventional
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hangar rates are more difficult to compare,
since the rates for small and large aircraft
may differ with respect to space allocated
for each type of aircraft. For purposes of
this analysis, it was assumed that a small
single-engine aircraft would require 800
square feet and a large aircraft (such as a
Falcon 2000) would require 6,400 square
feet.
Using this method, a general
approximation of cost per square foot could
be made on a monthly and annual basis. In
this regard, XNA has the highest rate at
$11.25 per square foot per year. Springdale
is second with $3.38 per square foot per
year, and FSM is third with $3.12 per square
foot per year. The lowest cost conventional
hangar space is found at Poteau-Kerr, OK
($1.50 per square foot per year). In order to
compete against the other airports in the
service area for conventional hangar space
clients, prices cannot increase significantly
at FSM unless a well-defined benefit is
associated with that higher price.
Fuel Prices
Aviation Fuel (100LL AvGas) is available at
all but one of the service area airports
(Waldron). The highest per gallon prices (as
of October 2005) are found at XNA ($4.36),
followed by FSM ($3.97).
Most of the
other airports have prices that range between
$3.65 and $3.90.
The least expensive
AvGas can be found at Fayetteville-Drake
($3.46 per gallon). All fuel prices change
with frequency, however.
Jet fuel is
available at four of the nine airports in the
service area. The lowest price ($4.70) is
found at XNA. The highest price was at
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FSM ($4.97), with a close second at
Springdale ($4.91).
*

*

*

*

*

*

*

In order to keep FSM competitive, airport
management and/or the airport’s FBO
should monitor prices periodically at
competing airports in the service area.
Clearly, FSM is at the high end of all price
competition
in
the
service
area.
Adjustments in pricing may be required to
maintain or increase market share. For
example, to increase the numbers of small
general aviation aircraft at FSM , the current
pricing level may need to be reduced. In a
later section, the business plan examines
different pricing schemes for hangar
facilities in order to determine whether or
not price reductions are economically
feasible at FSM .
D.
BAS ELIN E FIN ANCIAL
ECONOMIC OUTLOOK

AND

This section identifies historical revenues
and expenses attributable to Fort Smith
Regional Airport and projects those
revenues and expenses through the year
2025. This projection considers only a
baseline scenario with no revenue
enhancement projects included. In other
words, what are the financial implications of
continuing the airport'
s operation as it is
today?
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Table 9-3
Fort Smith Regional Airport
Facility Comparison
Airport

Airport OwnerCode
ship

Acres
Jet

Number of Based Aircraft
Multi Single Heli Other

Total

Runways
Primary
Secondary
Lx W
Lx W

Navaids
Highest

Tower

None
LDA/DME
VOR/DME
ILS

No
Yes

Booneville
Fayetteville-Drake

4M2
FYV

Public
Public

200
631

0
5

1
14

12
88

2
1

0
0

15
108

3,250 x 50
6,006 x 100

Ft. Smith Regional

FSM

Public

1,359

14

14

42

1

17

88

8,000 x 150

Poteau-Kerr (OK)

RKR

Public

175

0

1

25

0

3

29

4,006 x 75

RNAV,
VOR/DME

No

Northwest Arkansas
Ozark-Franklin Co

XNA
7M5

Public
Public

2,184
46

4
0

3
1

1
12

0
0

0
1

8
14

8,800 x 150
3,302 x 60

ILS/DME
VOR/DME

Yes
No

Sallisaw (OK)

JSV

Public

85

0

4

22

1

0

27

4,000 x 75

RNAV

No

Springdale

ASG

Public

216

11

22

94

2

3

132

5,302 x 75

ILS,
VOR/DME

Yes

Waldron

M27

17
438

4,000 x 40

None

No

Public
106
0
1
14
0
2
TOTALS
34
61
310
7
26
Source: Airport Master Record as Published October 2005 (www.gcr1.com/5010WEB )
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Yes

Table 9-4
Fort Smith Regional Airport
Service Comparison
Powerplant
Repairs
No
Minor

Flight
Instruction
Yes
Yes

Charter Service

Avionics

Aircraft Sales

Booneville
Fayetteville-Drake

Airframe
Repairs
No
Minor

No
Yes

No
Yes

No
No

Aircraft
Rental
Yes
No

Ft. Smith Regional

Major

Major

Yes

Yes

Yes

No

No

Air Freight and Air
Cargo
Air Freight

Poteau-Kerr (OK)
Northwest Arkansas

Major
Major

Major
Major

Yes
No

No
Yes

No
No

Yes
No

Yes
No

Air Freight

Ozark-Franklin Co
Sallisaw (OK)

Major
Major

Major
Major

No
Yes

No
No

No
No

No
No

No
Yes

Springdale

Major

Major

Yes

Yes

Yes

No

Yes

No

No

No

Airport

Waldron
No
No
Yes
No
Source: Airport Master Record as Published October 2005 (www.gcr1.com/5010WEB)
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Table 9-5
Fort Smith Regional Airport
Rates and Charges Comparison
Tie Down

Airport

Conventional Hangars

T-Hangars

Landing Fee

$/Month

Available

$/Month

Available

$/Month

Available

100 LL

Jet A

Booneville
Fayetteville-Drake

NC
NC

Yes
Yes

NA
$400-$700

NA
Yes

$75
$127-$160

No
No

$3.65
$3.46

NA
$4.87

No
No

Ft. Smith Regional

$55

Yes

$220 - Small,
$1,700 Large

Yes

$345-$440

No

$3.97

$4.93

Yes

NC
$25/day

Yes
Yes

$100 - Small
$40-$200/day

Yes
Yes

$125
NA

No
No

$3.70
$4.36

NA
$4.70

No
Yes

Ozark-Franklin Co

NC

Yes

NA

No

$50

No

$3.80

NA

No

Sallisaw (OK)
Springdale

NC
NC

Yes
Yes

No
Yes

$150
$95-$155

No
No

$3.90
$3.75

NA
$4.91

No
No

NA

NA

NA

NA

NA

No

Poteau-Kerr (OK)
Northwest Arkansas*

$175 - Small
$225 - Small, $1,800
-Large
Waldron
NA
NA
NA
Source: RA Wiedemann & Associates Inc. Telephone Survey - October, 2005
Small conventional hangar space estimated @ 800 square feet.
Large conventional hangar space estimated @ 6,400 square feet.
N/C
No Charge
N/A
Not Available
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1.

Historical Revenues and Expenses

Historical revenues and expenses at Fort
Smith Regional Airport have shown
consistent net revenue gains. Data from
2002 forward indicates that expenses are
outpaced by revenues. This strong revenue
production has been predicated on airline
use of the airport, military fuel sales, general
aviation leases, and non-aviation uses of
airport property. The largest revenue impact
is from the airline-related use of the facility,
including airline rentals, landing fees,
terminal building concessions, rental car
leases, and airport parking lot revenues.
These airline-related revenues produce 38
percent of total revenues. General aviation
uses of the airport contribute 27 percent of
revenues, while the military makes up seven
percent. The Arkansas Air National Guard
has a significant presence at the airport,
providing the ARFF services for both
military and civilian use of the airport. Nonaviation land uses at the airport contribute
up to 17 percent of revenues. The remaining
11 percent is made up of other revenues.
Operating and interest expenses at FSM are
composed primarily of Contractual Services
(45 percent of total) and Personal Services
(34 percent). Interest Expense (12 percent),
Commodities (5 percent), and Other Charges
(4 percent) make up the remaining
categories. It is noteworthy that Personal
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Services was reduced by 32 percent in 2004
from 2003.
It is against this economic backdrop that the
historical revenues and expenses for Fort
Smith Regional Airport are presented.
Table 9-6 presents a summary of the
historical revenues for the airport from fiscal
2002 forward, while Exhibit 9-3 shows a
comparison of revenues and expenses for the
period. For this analysis, non-PFC revenues
are those revenues from airport operations
that can be used to pay for the operation of
the airport. Any money remaining after
operating expenses and interest can be used,
along with PFC revenue, to pay eligible debt
service costs or the local shares of federal
and state grant projects. As shown in Table
9-6, income from the airport has risen
steadily over the four-year period. This total
does not include capital development grants
from state or federal sources. Rather, this
analysis is geared to identify the actual
revenue-producing ability of the airport,
along with its actual operating costs.

Airport Rev enues & Expenses
2500000
2000000

Dollars

In a later section, alternative projections of
financial performance will be developed
based upon suggested improvements and
marketing pro-formas. To properly frame
these financial statements, this section is
organized to present the following:
• Historical Revenues and Expenses
• Baseline Forecast of Revenues and
Expenses

1500000
1000000
500000
0
2002
Revenues

2003

2004

2005

Expenses

Exhibit 9-3 - Historical Revenues & Expenses

Table 9-7 shows the operating expenses for
Fort Smith Regional Airport. M any of these
expense categories represent aggregated
totals of several accounting sub-categories.
Capital Expenditures are not included as part
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of the operating expenses in this analysis.
These expenditures will be evaluated
separately and, where appropriate, added to
the operating expenses to show total airport
cost to the sponsor. Depreciation expense
was not evaluated in this analysis since it
includes federal and state capital investment
mixed with local capital investment totals.
2.
Baseline Forecast of Revenues &
Expenses
This baseline forecast presents a status quo
look at revenues and expenses, influenced
primarily by historical activity. It does not
consider all of the potential changes in the
Fort Smith economy or at the airport that
might change the historical trend. However,
it is important to see the forecast results of
what could be called a minimal change
alternative, where only the programs that are
currently
underway
and
mandatory
contractual changes are shown.
This
projection gives a base upon which to
compare various growth strategies.
Baseline Revenue Projection
Revenues were tied to activity measures
such as passenger enplanements, aircraft
operations, and lease escalations, while
expenses
were trended
from past
performance and inflation. Since aircraft
operations are not anticipated to increase
significantly, the forecast of revenues tracks
better with the overall predicted growth in
passenger enplanements. Key elements in
the baseline forecast of revenues include the
following:
Office & Space Rentals: This income
category is anticipated to grow over the
planning period as a result of lease
agreement increases in rents. The amount of
the increases is shown in Table 9-8. A note
of caution: in order to keep FSM
F ORT S MITH R EGIONAL AIRPORT

competitive with other airports in northwest
Arkansas, the revenues in this category may
not be sustained to predicted levels in future
years.
New
Hangars:
Income from the
development of new hangars was based on
an assumption that regardless of the method
of financing the construction, the airport
sponsor would receive roughly 15 percent of
hangar revenues as the margin between
development costs and total revenues. Thus,
rental rates were escalated at 4 percent per
year over the 20-year period, and a portion
of these rents was assumed to flow to the
airport sponsor. Year 2005 rental rates were
assumed to average $3.59 per square foot
per year for conventional hangar space and
$350 per month for one T-hangar.
Other Revenue Categories: Other revenue
categories were grown in accordance with
passenger activity or aircraft operational
growth. The revenues from the Air National
Guard, gas royalties, and earned interest
were held constant through the forecast
period.
Under the baseline forecast scenario,
revenues at the airport could be expected to
grow from $2,340,900 in 2005 to
$3,721,500 by the year 2025 - a 2.3 percent
annual growth.
Baseline Expense Projection
Expenses are somewhat different from
revenues in that expenses can more easily
increase as a result of price inflation. For
example, the cost of labor, the cost of
utilities including fuel, and the cost of
materials and supplies are subject to price
inflation that is beyond the control of the
local airport. For this reason, the baseline
expense forecast included a 4.0 percent
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inflation factor for non-labor spending over
the planning period (except for insurance,
which grew historically at a seven percent
annual rate). For labor spending, a lower,
three percent inflation factor was used, since
employee turnover and part-time staff usage
can insulate this category from full price
inflationary effects.
For this analysis, operating expenses do not
include capital expenditures or depreciation
expense. Rather, operating expenses are
those costs associated with the day-to-day
operation of the airport. Included in the
forecast of expenses are both operating
expenses and interest expense, a nonoperating cost. Table 9-9 presents the
baseline forecast of these expenses through
the year 2025.
When the baseline forecasts of expenses are
compared to the baseline forecasts of
revenues net revenue for the airport can be
predicted as follows:

F ORT S MITH R EGIONAL AIRPORT

2005
2010
2015
2025

Expenses
$1,948,400
$2,401,600
$2,817,700
$3,915,000

Revenues
Net Revenues
$2,340,900 $392,500
$2,638,300 $236,700
$2,919,300 $101,600
$3,721,500 ($193,500)

As shown, net revenues are predicted to
decline over the planning period as cost
inflation begins to overtake revenue growth.
The results of the baseline forecast are
predicated on the realization of activity
forecasts for both airline passenger traffic
and general aviation activity. Table 9-10
shows the impacts of adding capital costs
and principal payments to the availability of
net revenues. Also included in this table are
Passenger Facility Charge revenues, which
can be used to offset the local share of
capital development costs. As shown, net
revenues for the baseline forecasts decline
toward the end of the third phase, becoming
negative for the 2022 through 2025 period.
Similarly, cumulative net revenues are
negative at the end of the planning period.
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Table 9-6
Fort Smith Regional Airport
Historical Airport Revenues
REVENUES

2002

2003

2004

2005

Gasoline Sales
Flowage Fees

$57,408
$199,703

N/A
$200,181

N/A
$203,123

N/A
$211,660

Landing Fees
Offi ce & Space Rentals

$80,134
$994,715

$92,709
$1,231,983

$82,684
$1,221,919

$93,289
$1,301,030

Parking Lot Concessions

$208,234

$187,413

$202,023

$240,084

Military Use Fee and Rents
Other

$143,000
$142,923

$249,990
$159,130

$173,000
$127,394

$173,000
$97,132

$1,826,117

$2,121,406

$2,010,143

$2,116,195

Interest
Royalties/Other

$54,934
$35,380

$31,627
$47,521

$57,682
$114,695

$113,178
$111,495

Subtotal - Non-Operating Revenues

$90,314

$79,148

$172,377

$224,673

$1,916,431

$2,200,554

$2,182,520

$2,340,868

Subtotal - Operating Revenues
NON-OPERATING REVENUES

TOTAL REVENUES
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Table 9-7
Fort Smith Regional Airport
Historical Airport Expenses
EXPENSE CATEGORY

2002

2003

2004

2005

PERSONAL SERVICES
Salaries

$576,309

$657,642

$486,710

$496,018

Payroll Taxes & Related Expense
Insurance

$52,240
$69,063

$56,416
$98,565

$47,066
$76,411

$37,207
$84,497

Retirement

$58,148

$58,779

$49,972

$50,574

$755,760

$871,402

$660,159

$668,296

Utilities & Telephone
Airport Marketing

$111,037
$93,531

$213,833
$90,928

$231,373
$34,918

$268,460
$65,294

Travel & Training

$20,972

$22,584

$11,164

$13,947

Professional Services
Maintenance/Repair Equipment

$101,909
$30,683

$113,465
$48,464

$101,952
$121,269

$104,673
$192,070

$329,671
$687,803

$258,795
$748,069

$244,060
$744,736

$241,583
$886,027

Office & Duplicating
Motor Fuels & Lubricants

$3,925
$63,787

$4,662
$14,584

$1,943
$15,599

$3,095
$17,567

Chemicals
Janitorial Supplies

$4,604
$16,432

$8,066
$16,879

$5,677
$8,396

$3,678
$10,108

$5,887

$6,187

$4,686

$12,012

Other Commodities
Subtotal - Commodities

$20,520
$115,155

$20,481
$70,859

$37,107
$73,408

$32,770
$79,230

OTHER CHARGES

$53,607

$81,561

$97,640

$75,335

Interest Expense

$117,132

$312,763

$262,002

$239,538

$1,729,457

$2,084,654

$1,837,945

$1,948,426

Subtotal - Personal Services
CONTRACTUAL SERVICES

Other Contractual Services
Subtotal - Contractual Services
COMMODITIES

Materials

OPERATING & INTEREST EXPENSES
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Table 9-8
Fort Smith Regional Airport
Baseline Forecast of Revenues
REVENUES

2005

2010

2015

2025

$211,660
$93,289

$242,900
$85,500

$303,100
$104,700

$471,200
$117,500

$1,301,030

$1,445,500

$1,563,100

$1,964,000

Parking Lot Concessions
Military Use Fee and Rents

$240,084
$173,000

$338,300
$173,000

$366,500
$173,000

$438,900
$173,000

New Hangar Revenue Margin
Other

N/A
$97,132

$22,300
$151,400

$45,300
$184,200

$104,800
$272,700

Subtotal - Operating Revenues

$2,116,195

$2,458,900

$2,739,900

$3,542,100

Interest
Royalties/Other

$113,178
$111,495

$64,400
$115,000

$64,400
$115,000

$64,400
$115,000

Subtotal - Non-Operating Revenues

$224,673

$179,400

$179,400

$179,400

$2,340,868

$2,638,300

$2,919,300

$3,721,500

Flowage Fees
Landing Fees
Offi ce & Space Rentals

NON-OPERATING REVENUES

TOTAL REVENUES

F ORT S MITH R EGIONAL AIRPORT

JULY 5, 2006

P AGE 9-28

Table 9-9
Fort Smith Regional Airport
Baseline Forecast of Expenses
EXPENSE CATEGORY

2005

2010

2015

2025

Personal Services
Contractual Services
Commodities

$668,296
$886,027
$79,230

$892,400
$919,800
$145,200

$1,066,500
$1,119,100
$176,600

$1,548,400
$1,656,400
$261,500

$75,335
$1,708,888

$233,100
$2,190,500

$283,600
$2,645,800

$419,900
$3,886,200

$239,538

$211,090

$171,910

$28,782

$1,948,426

$2,401,590

$2,817,710

$3,914,982

Other Charges
Subtotal - Operating Expenses
Interest Expense
Operating & Interest Expenses
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Table 9-10
Fort Smith Regional Airport
Net Rev enue Analysis w/Local Share Capital Costs: Baseline Forecasts
NET REVENUE ANALYSIS

2006

2007

2008

2009

2010

$2,440,530
$2,119,440
$282,941

$2,474,550
$2,186,881
$288,175

$2,523,346
$2,255,778
$293,409

$2,563,571
$2,327,295
$298,643

$2,638,251
$2,401,551
$303,877

$101,300

$105,000

$110,000

$115,000

$125,000

$95,000

$993,750

$67,500

$624,750

$52,500

$407,731
$407,731

($522,906)
($115,175)

$383,477
$268,302

($204,831)
$63,471

$363,077
$426,548

Baseline Revenues

2011
$2,690,365

2012
$2,733,571

2013
$2,777,962

2014
$2,823,590

2015
$2,919,326

Baseline Expenses

$2,477,675

$2,557,206

$2,640,292

$2,727,089

$2,817,761

$308,937
$130,000

$313,997
$140,000

$319,057
$145,000

$324,117
$155,000

$329,177
$165,000

$15,000

$492,000

$492,000

$492,000

$492,000

Net Revenues

$376,628

($141,638)

($180,272)

($226,383)

($226,259)

Cumulative Total

$803,176

$661,538

$481,265

$254,883

$28,624

2016

2017

2018

2019

2020

$2,972,663
$2,906,002

$3,027,397
$2,998,469

$3,083,586
$3,095,348

$3,141,288
$3,196,839

$3,318,969
$3,303,148

Plus PFC Revenues

$335,683

$342,188

$348,694

$355,200

$361,706

Minus Principal Payments
Minus Local Share CIP

$175,000
$492,000

$185,000
$249,500

$195,000
$249,500

$210,000
$249,500

$220,000
$249,500

Net Revenues

($264,656)

($63,383)

($107,569)

($159,851)

($91,974)

Cumulative Total

($236,032)

($299,414)

($406,983)

($566,834)

($658,808)

2021

2022

2023

2024

2025

Baseline Revenues

$3,392,180

$3,454,815

$3,519,231

$3,585,505

$3,721,493

Baseline Expenses
Plus PFC Revenues

$3,414,492
$368,211

$3,531,099
$374,717

$3,653,209
$381,223

$3,781,074
$387,728

$3,914,956
$394,234

$235,000

$250,000

$265,000

$280,000

$300,000

Minus Local Share CIP
Net Revenues

$249,500
($138,601)

$249,500
($201,068)

$249,500
($267,255)

$249,500
($337,340)

$249,500
($348,729)

Cumulative Total

($797,409)

($998,476)

($1,265,732)

($1,603,072)

($1,951,801)

Baseline Revenues
Baseline Expenses
Plus PFC Revenues
Minus Principal Payments
Minus Local Share CIP
Net Revenues
Cumulative Total

Plus PFC Revenues
Minus Principal Payments
Minus Local Share CIP

Baseline Revenues
Baseline Expenses

Minus Principal Payments
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E.
BUS INESS PLAN
ALTERN ATIVES
Several business plan alternatives were
developed to explore methods to increase
net revenues and ensure the long-term
viability of the airport. These revenues
could be used to pay for the local share of
capital development projects or to finance
special projects such as hangar development.
In order to present these alternatives, this
section is organized to include the
following:
Area-wide factors supporting growth and
development of the airport
Obstacles to airport performance and
goal attainment
Revenue enhancement
Cost efficiency/M anagement structure
options
1.
Area-wide Factors S upporting
Growth and Development of the Airport
A number of factors now support the
potential growth and development of the
Fort Smith Regional Airport. These factors
are directly related to the future growth and
development of the community that the
airport supports.
Potential Community Growth
Fort Smith’s future growth is tied directly to
its ability to attract business and industry.
As mentioned in chapter one of the Airport
M aster Plan, Fort Smith may likely play a
future role in Northwestern Arkansas as the
more affordable region, thereby attracting
growth and anchoring the southern portion
of the I-540 corridor and future I-49.
Businesses searching for new sites for
manufacturing, distribution centers, or office
locations will apply a set of criteria to each
F ORT S MITH R EGIONAL AIRPORT

potential community.
These selection
criteria include, but are not limited to, the
following:
Access to interstate highways, rail
service, and air service
Availability of supply resources (water,
electricity, natural gas, and waste
services) at a reasonable price
Availability of a skilled labor force, with
the absence of strong union influence.
Tax rates
Government cooperation and community
receptivity
Financial incentives
Quality of life in the surrounding
community
Fort Smith scores well in a number of these
areas; however, local leaders need to be
proactive in moving the community toward
a comprehensive, cohesive plan for future
development.
Airport Amenities
Fort Smith Regional Airport is one of the
largest, best-equipped commercial service
airports in northwest Arkansas. FSM ’s
airline terminal building is an impressive
state-of-the-art facility with a full range of
passenger amenities. In addition to Fort
Smith’s 8,000-foot runway, the airport has
an Air Traffic Control Tower (ATCT)
operation, two full Instrument Landing
Systems, and a full-time Airport Rescue and
Fire Fighting force (Index B status with
capability of Index D). The airport holds a
Federal Aviation Regulations (FAR) Part
139 Operating Certificate (Category I) and
has abundant space for the development of
hangars and for on-airport aviation clients.
Fort Smith Regional Airport is located in a
unique position to maximize its relationship
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to both the Fort Smith commercial market
primarily along I-540 and Rogers Avenue
and industrial developments along Zero
Street and the rail line. With this location the
airport is ideally positioned to the industrial,
retail, office, hotel and institutional markets.
All of these amenities permit the Airport
itself to function as a magnet for aviation
business and industry.
The attraction of business and industry
increases the economic and demographic
activity in the Fort Smith area. As economic
development increases, there is a need for
increased air transportation access and
services.
2.
Obstacles to Airport Performance
and Goal Attainment
In addition to the positive trends, a number
of factors present challenges to the
attainment of stated goals and objectives for
the financial and operational performance of
the Airport. These obstacles include the
following:
Strong Competition from Northwest
Arkansas Airports: Northwest Arkansas
Regional Airport is not the only threat to
FSM activity in the future. While XNA’s
wide range of airline service and frequencies
may erode airline traffic at FSM , the general
aviation airports around Fayetteville
continue to attract corporate aviation from
the entire region.
M ethods must be
considered to counter the effects of this shift
in demand to the north.
Pricing Policies: A number of years ago,
Fort Smith Regional Airport included price
escalators in almost all lease agreements.
While price escalators are generally good for
the lessor, these leases had minimum
escalators that in many years were higher
F ORT S MITH R EGIONAL AIRPORT

than actual inflation. The cumulative effect
has been to escalate prices in excess of
market rates. Surveys of tenants confirm
that a major concern involves price
competitiveness of FSM . If the airport
prices itself out of the local market, there
could be a decrease in activity and overall
lease revenues as tenants move to other
competing airports. As a policy issue, the
Airport Commission must decide if their
goal is to earn a profit at the airport or to
ensure long-term growth by effectively
meeting air transport demand through
economic pricing.
Airport Access: As explained in chapter 1 of
the Airport M aster Plan, access to the airport
remains a critical issue. Because the existing
access structure was developed for the
passenger terminal'
s prior location, it does
not serve the needs of the new location. The
current access is convoluted and confusing.
This dilutes, rather than strengthens, its
relationship to its core market. A new
interstate, I-49, will expand access for
customers arriving from the north or south.
However, this new interstate will also
provide easy access to Northwest Arkansas
Airport and will bypass the existing Fort
Smith Regional Airport. Unless plans are
made to secure easy access to the airport, I49 could prove a competitive disadvantage
to the airport.
Citizen Support: One of the greatest assets
of the airport is the support that it receives
from the community. The airport has not
required local subsidy and is generally
perceived in a positive light. This continued
positive perception will be necessary for the
Airport Commission to implement the
master plan. Citizen opposition to airport
growth or activity could limit its ability to
serve business interests associated with
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business or corporate park development in
the immediate area.
3.

Revenue Enhancement

There are only two ways to increase net
revenues for the Fort Smith Regional
Airport: increase revenues or cut costs. In
this section, revenue enhancement strategies
will be discussed.
Elements of these
strategies include the following:
Retain Airline Passenger Market Share: A
critical portion of the airport’s revenue base
is related to airline passenger activity,
accounting for 44 percent of total airport
revenues. By retaining or increasing airline
passenger market share, the airport protects
its revenue base over the long term.
Therefore, strategies to bolster the local
airline passenger market need to be
developed and implemented. These include,
but are not limited to, marketing, local
promotions, monitoring of comparative
prices, and close relations with airline
schedulers.
Recommendations for these
actions are discussed in Section 6 of this
report.
Attraction of Corporate Aviation: For one
corporate jet at Fort Smith Regional Airport,
the numbers could add up to 3-5 personnel
and between 1,000 and 1,500 gallons of jet
fuel per week. This does not include hangar
leases or use of other airport services.
Airport Commission revenue margins from
the fuel could be estimated at the current
range of between $0.05 and $0.09 per
gallon. When the employment benefits and
the hangar lease aspects of the operation are
included, there is a significant potential
revenue impact of attracting additional
corporate aircraft to Fort Smith Regional
Airport.
One market segment that is
expected to grow significantly in the coming
F ORT S MITH R EGIONAL AIRPORT

years is the very light jet market. Attracting
these aircraft to Fort Smith Regional Airport
should be a priority in the coming years.
A key element in attracting more corporate
aviation will be the pricing that is used in
hangar leases and other services. Because
there is high demand in northwest Arkansas
for corporate aviation, a policy decision
concerning appropriate pricing should be
considered. M ore volume combined with
lower margins can often make up the
difference between high and low pricing
schemes in total revenue production. These
strategies will be discussed in the
recommendations section of this plan.
Community/Airport Branding: Branding is
the process of developing a unique selling
identity for a product or service.
The Fort Smith community needs to change
its image as a low-income manufacturing
economy. The community is pursuing this
course through a number of studies and selfevaluation processes. These plans have
recommended the use of phrases like “city
of villages,” and “innovation, quality of
place, and talent to help redefine the area.”
As Fort Smith finds its future identity, the
airport should be used to support this
direction. In short, the overall community
branding must come first, followed by a
support role for the airport. If this role is in
support of growth in northwest Arkansas,
then the metropolitan area must carve out a
market niche based on lower prices, higher
quality of life, better service, or other factors
that draw development toward Fort Smith.
The branding decisions affecting the airport
will help determine how the non-aviation
land available along Phoenix can or should
be developed. Does the airport pursue retail
uses for that property or some other, more
directed
uses
that
have
attached
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governmental incentives? These issues will
be explored in Section 6 of this report.
Hangar Development Options: The Airport
Commission is considering the development
of additional hangars on the airport.
Currently, the commission owns 15 large
hangars and 14 T-hangar units. The Thangars and seven large FBO/SASO hangars
are included in TAC Air’s lease and are
sublet by TAC Air. The other hangars are
under lease to various corporate and general
aviation tenants. If sufficient demand exists,
the commission can continue to develop
hangar space as needed. Currently, the
Airport M aster Plan predicts the need for 48
additional T-hangars over the course of the
planning period. For the purpose of this
business plan, an aggressive hangar
development program was envisioned that
incorporated an additional 20 T-hangars in
the early and intermediate phases of the
project. In addition, the development of the
final three corporate hangars was moved
from the end of the third phase to the
beginning of the third phase. In order to
create such demand, a new pricing policy
may be needed to fend off competition from
northwestern Arkansas airports.
The business plan assumed the Airport
Commission would construct hangars with
grants combined with their own funds or
lease land for the development of hangar
space. Depending upon demand, leased land
for conventional hangar space can average
between $5,000 and $6,000 for a 10,000square-foot conventional hangar, apron, and
access footprint. Separate pro formas will
be presented in the Recommended Plan for
different development options. Regardless
of the option used, it can be assumed that the
commission would make approximately 15
percent margin on their revenue base. And
in all cases, after 20 years either the hangar
F ORT S MITH R EGIONAL AIRPORT

is paid for or the land lease expires, giving
the commission full market value revenue
for the hangars.
University
of
Arkansas
Aviation
Curriculum: The University of Arkansas at
Fort Smith (UAFS) has programs that are
geared toward applied learning, such as
health care, education, applied sciences,
business, and so on. The university attempts
to partner with industry and government to
provide students with degrees that have real
value in the real world. It is recommended
that the city/airport work with UAFS and
their Western Arkansas Technical Center to
incorporate an aviation education curriculum
into the school’s overall program. Not only
could an aviation program draw up to 500
students, it could also create potential
aircraft flight training and maintenance
opportunities at Fort Smith Regional
Airport. With increased use of the airport,
additional fuel sales, aircraft maintenance
revenues, and more based aircraft fees will
be realized.
New or Improved Terminal Services,
Amenities, and Activities: There are few
improvements to the existing mix of
terminal services, amenities, and activities
that can be recommended. The airline
terminal has many of the features needed to
attract air travelers from the region: wellappointed passenger waiting areas and
restrooms, free high-speed wireless Internet
service, large choice of rental car agencies,
and a food service facility. The snack
bar/grill is small and may be able to increase
its clientele with a physical expansion of the
restaurant area. The airport currently uses
the Internet to promote itself and its air
show. The video from this Business Plan
should be placed on the web site to help
communicate the assets of the airport to the
general public. Other ongoing public
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relations efforts should be encouraged,
including tours of the airport by schools,
scouting groups, and academic clubs. When
possible, the airport should be used as a
venue for large outdoor events such as
antique car shows, RV shows, static
displays, and other community-related
events.
Additional Specialty Aviation Service
Organizations (SASOs): SASOs include
paint shops, avionics repair/installation,
airframe modification, helicopter charter,
engine overhaul (specific types), and so
forth.
Economic activity from SA SOs
includes the attraction of aircraft to the
airport, the employment of local residents,
and the purchase of supplies and materials
both locally and from outside the area.
While SA SOs look for niche market
opportunities, they generally do not compete
directly with the full-service FBOs. The
focus of a SASO could include the
following:
-Large aircraft maintenance/overhaul
-Aircraft paint/refurbishment shop
-M aintenance for smaller general aviation
aircraft market that would be attracted to
the proposed T-hangars at Fort Smith.
M ilitary fuel sales at Fort Smith of over 1.8
million gallons annually go to a single FBO
bidder. Since, the remaining fuel sales (less
than 200,000 gallons) would not viably
support an additional FBO, it is not likely
that competition for fuel sales will be a part
of the SASO’s market.
Non-Aviation
Property
Development:
Almost 24 acres of non-aviation property
along Phoenix Avenue is available for
possible economic development. This land
is located in Tract 10 and Tract 13.
Although these tracts are much larger, the
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developable parcels are restricted by
floodplains, drainage ditches, and highway
accessibility. Tract 13 was acquired with
funds from the Airport Noise Compatibility
Program and thus the federal government
must be reimbursed in accordance to their
share of the acquisition cost. However, over
the long term, these properties could make a
substantial contribution to the economic
well-being of the airport.
If the land is leased, the airport could expect
between $0.50 and $1.00 per square foot.
Warehousing rates range between $2.15 and
$3.00 per square foot. If the land is
developed for retail, the current rates are
$8.00 to $10.00 per square foot. Finally, if
some land is reserved for office space (class
A & B), the lease prices will range between
$10.00 and $14.00 per square foot.2 For the
purpose of this analysis, it was assumed that
the Airport Commission would lease land to
developers rather than develop the property
themselves.
Improved Airport Access: Currently, the
Airport does not have direct access to fourlane, limited-access highways such as I-540.
Instead, traffic must flow through already
crowded streets with multiple intersections
and traffic lights to reach limited-access
highways. As mentioned previously, a new
segment of I-49 will expand access for
customers arriving from the north or south.
However, this new interstate will also
provide easy access to Northwest Arkansas
Airport and will bypass the existing Fort
Smith Regional Airport. Therefore, plans
should be made to secure easy access to the
Airport from this new Interstate highway.
Such an infrastructure improvement project
2

Source: R.H. Ghan Commercial Properties Analysis,
4/17/06, Fort Smith, AR .
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would produce indirect revenues for the
airport at best, but are considered essential
to the long-term growth and competitive
advantage of Fort Smith Regional Airport.
Rates and Charges: Surveys of airport
tenants and competing airports’ pricing
indicated that Fort Smith Regional Airport is
on the high end of the price range,
particularly with regard to lease rates.
While this may work for the immediate
future to sustain revenues, it will become
increasingly difficult to compete in the
future as growth continues north toward the
Fayetteville area.
A long-term pricing
strategy should be examined which relies on
competitive pricing to increase volume.
Such a strategy would result in lower prices
primarily for hangars on the airport. One
method for implementing a reduced pricing
strategy without hurting current revenue
streams would be to freeze prices at their
current rates and place a moratorium on
automatic lease rate escalations in five-year
increments. These moratoriums could be
renewed every five years until other
competing airports “catch up” in pricing to
FSM .
New hangars would be priced
according to construction costs, which will
inflate. Thus, new facilities are likely to
cost more than the older ones. However, no
escalations in their leases would be
permitted, in concert with the overall
moratorium policy.
In another pricing area, fuel and tie-downs at
FSM are the most expensive in the region.
Thus, consideration may be given to
working with the FBO to bring these prices
in line with local competition. By setting up
a periodic price monitoring procedure,
current information on fuel and tie-down
pricing to set prices FSM could use. A
summary of the current lease agreements,
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rates, and contract details is shown in
Appendix A.
Federal/State/Local Grants: Another area
that can help balance the books in terms of
overall spending at the Airport involves the
efficient use of federal and state grants. In
this regard, military appropriations for
capital improvements at the airport should
continue to be sought in light of the potential
runway extension project. In addition, state
grants can be used for hangar development
at FSM . These should be used to help the
Airport Commission establish long-term
rental revenues with based aircraft
customers. It is also a method of reducing
the price to based aircraft owners, since debt
service on the facilities is reduced by the
grant amounts.
Impact on Revenues
Quantifying the levels of additional potential
revenue
that
would
result
from
implementing the strategies listed here is
highly subjective. The only reasonable
method is one where the assumptions for
each strategy are stated, along with the
resulting impact. Then, if the assumptions
are not met, deviations from the predicted
revenues can be expected. It is believed that
changes in revenues to the Airport
Commission would come primarily from
increased airport development and aviation
activity.
Changes in Aviation Activity
The first and most important step in
determining the impacts of these strategies is
to predict the change in aviation demand
that would occur if each strategy were
implemented.
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Table 9-11 presents a listing of the potential
demand changes along with the assumptions
used in estimating demand changes.
Non-Aviation Demand Factors
In addition to aviation demand induced
revenues, other revenue activity may occur
as a result of non-aviation development of
airport property. It has been estimated that
approximately 26 acres of property
bordering Phoenix Avenue and the airport
entrance road are available for nonaeronautical development. A portion of this
land was purchased with funds from the
FAA’s Airport Improvement Program for
the implementation of a noise compatibility
program and can be leased in a manner that
remains consistent with these purposes.
Therefore, the land may be leased and the
proceeds used for other noise projects or
returned to the FAA’s Airport and Airway
Trust Fund. These payment obligations will
likely be completed by year 2012, and in
2013, the airport can use revenues from the
lease of these properties ($895,000 per year,
fully leased) to support its operation. It was
assumed that Parcel #1 could garner the top
rental rate of $1.00 per square foot because
of the large amount of road frontage.
Annual revenues from the other two parcels
were estimated at $0.75 per square foot.
As mentioned earlier, rates and charges at
the Airport are in the upper or highest range
in the service area.
By instituting a
moratorium on lease escalations for
corporate aviation hangars and TAC Air and
working with TAC Air to unbundle their
lease, more competitive pricing may be
achieved over the long term. Although fuel
flowage fees instituted by the Airport
Commission are reasonable, fuel prices
continue to be the highest in the region. By
unbundling the land lease portions of the
F ORT S MITH R EGIONAL AIRPORT

TAC Air lease, assignments of rents to Thangars, conventional hangars, and volumerelated business can be made. This may
help TAC Air become more competitive in
their pricing to the general public.
Potential Revenues
Table 9-12 presents a listing of how these
potential demand increases could affect the
revenue picture for Fort Smith Regional
Airport, if the assumptions for each scenario
are met.
Impact on Expenses
If the sponsor must invest in facilities to
increase revenues, the cost of that
investment must be counted against the
revenue generation. At Fort Smith Regional
Airport, the FBO sells fuel and pays a
flowage fee for each gallon sold - no
investment or up-front cost from the airport.
Estimated revenues from aircraft hangars
were based on the net or margin that could
be earned over and above the debt service
cost. That margin amount is very similar for
either land lease or airport-financed
construction - about 15 percent of the value
of the investment. The one recommendation
that will cost more money is the additional
marketing budget to keep airline passengers
from driving to XNA. It was anticipated
that an additional $50,000 would be
allocated to this purpose, beginning in 2007
and growing with inflation each year
thereafter. Those expenses are shown in
Table 9-13.
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Table 9-11
Fort Smith Regional Airport
Potential Demand Changes by Year 2025
Demand Change

Assumption

Operations

Based
Aircraft

Enplanements

Current Activity
Additional Natural Growth

Year 2005
Forecast for Year 2025

64,615
5,000

71
17

99,887
41,913

0.5%

0

14,200

2.0%

10

0.0%

0

5.0%

20

20.0%

0

0.0%

0

0.5%

0

0.0%

0

0.0%

0

0.0%

0

Additional Potential Growth

28.0%

30

14,200

Total Potential Activity

84,100

118

156,000

Airline Passenger Traffic

Assume 10% increase due to marketing &
other promotion.
Corporate Aviation
Derived from mark eting corporate avi ation
including very light jets.
Community/Airport Branding No direct impacts but numerous indirect
benefits.
Hangar Development
Additional 48 T-hangars, accelerated
development of co rporate hangars.
Univ. of Arkansas Expansion Flight training program will increase
training operations and based aircraft (8
based aircraft included in Hangar
Development).
New Terminal Services
Promote Airport as venue for community
events.
Additional SASOs
New services offered by specialty aviation
service org anizations.
Non-Aviation Land
Non-aeronautical land use on Phoenix Ave.
Development
(26 acres ).
Improved Airport Access
Supplements other growth aspects of airport,
no direct revenue.
Natural Growth
Rates & Charges - moratorium on
escalato rs. Will increase activity in other
categori es
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Table 9-12
Fort Smith Regional Airport
Potential Increases Resulting from All Revenue Enhancement Strategies
REVENUES

2005

2010

2015

2025

$211,660

$281,160

$350,660

$489,650

Landing Fees
Offi ce & Space Rentals

$93,289
$1,301,030

$85,500
$1,445,450

$104,700
$2,418,200

$129,200
$2,449,700

Parking Lot Concessions

$240,084

$348,500

$390,000

$473,000

Military Use Fee and Rents
New Hangar Revenue Margin

$173,000
N/A

$173,000
$20,600

$173,000
$45,100

$173,000
$81,700

Other
Subtotal - Operating Revenues

$97,132
$2,116,195

$163,700
$2,517,910

$206,400
$3,688,060

$291,900
$4,088,150

NON-OPERATING REVENUES
Interest

$113,178

$64,400

$64,400

$64,400

$111,495
$502,380

$110,000
$174,400

$110,000
$174,400

$110,000
$174,400

$2,618,575

$2,692,310

$3,862,460

$4,262,550

Flowage Fees

Royalties/Other
Subtotal - Non-Operating Revenues
TOTAL REVENUES

Table 9-13
Fort Smith Regional Airport
Recommended Plan Ex pense Forecast
EXPENSE CATEGORY

2005

2010

2015

2025

Personal Services
Contractual Services

$668,296
$886,027

$892,350
$919,800

$1,066,500
$1,119,100

$1,548,400
$1,656,400

Additional Marketing
Commodities
Other Charges

N/A
$79,230
$75,335

$56,200
$145,200
$233,100

$68,400
$176,600
$283,600

$101,300
$261,500
$419,900

Subtotal Operating Expenses
Interest Expense

$1,708,888
$239,538

$2,246,650
$212,045

$2,714,200
$150,957

$3,987,500
$28,782

Operating & Interest Expenses

$1,948,426

$2,458,695

$2,865,157

$4,016,282

F ORT S MITH R EGIONAL AIRPORT

JULY 5, 2006

P AGE 9-39

4.
Cost-Efficiency/Management
S tructure Options
As mentioned previously, there are only two
ways to increase net revenues for the Fort
Smith Regional Airport: increase revenues
or cut costs. The most costly segments of
airport expenses include the following:
Personnel: At Fort Smith Regional Airport,
the airport staff currently includes three
Administration employees, nine full-time
and one part-time custodial/maintenance
employees, and the airport director and his
assistant. This level of staffing is right-sized
for a facility with such a large infrastructure.
None of the current staff positions can be cut
without creating additional overtime charges
at the airport, so no further cost cutting
measures could be identified for personnel
expenses.
Contractual Expenses: These expenses
include Utilities, Telephone, M arketing,
Travel & Training, Professional Services,
M aintenance/Repair, and Other Contractual
Services. Of these, the marketing budget is
being increased by the Recommended Plan.
All of the other categories are likely to
increase with cost inflation - particularly the
M aintenance
and
Repair
category.
Professional Services include all of the
needed engineering, legal, and other
professional activities contracted to outside
firms. This category represents about 10
percent of the budget for Contractual
Expenses and appears reasonable.
No
changes are recommended.
Commodities Expenses: These expenses are
all reasonable for an airport of the size and
complexity of Fort Smith Regional Airport.
No changes are recommended.
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Interest and Other Expenses: Interest
expenses are set by debt service and are
shown as being reduced significantly over
the planning period. In actuality, these
expenses will likely increase due to
additional borrowing to support the
recommended capital improvement plan.
The conclusions indicated that there were no
impacts to the current or forecast level of
expenses resulting from cost-cutting or
efficiency-improving measures. There is
simply no "fluff" in the current budget. If
net revenues are to be increased, higher
revenues will be needed.
5.
Comparison
Revenues

of

Expenses

&

When the enhanced revenue forecast is
compared to the associated expense
projection, the new net revenues for the
airport can be predicted:
2005
2010
2015
2025

Expenses
$1,948,400
$2,457,800
$2,886,200
$4,016,300

Revenues
$2,340,900
$2,692,300
$3,862,600
$4,262,600

Net Revenues
$392,500
$234,500
$976,400
$246,300

Comparison of the enhanced forecasts of
revenues and expenses show the airport net
revenues declining in the initial period until
after 2012. At that time, the revenue stream
from airport property leases along Phoenix
Avenue can be used by the airport to support
operations and capital improvements. The
policy of freezing lease escalations was kept
throughout the planning period to show a
conservative (worst case) estimate of
implementing this policy.
Key to the
positive financial performance is the
development of the non-aviation property
along Phoenix Avenue and the continuing
growth of airline passenger traffic at the
airport.
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Impact of Capital Development Program
If the annual local capital expenditures are
included in the enhanced revenue projection,
a new estimate of net revenues can be
generated. This estimate includes the total
amount that is expended for both operating
and capital costs at the airport. This
comparison reveals the actual financial selfsufficiency of the airport. Table 9-14
presents a year-by-year set of revenue and
expense flows forecast for the airport. As
shown, cumulative net revenues are negative
until 2013, the first year all revenues from
the leased non-aviation property along
Phoenix Avenue are applied to the airport
revenues. In comparing these cumulative
revenue totals to the baseline forecast, it can
be shown that a net gain of $11.9 million
will accrue from the recommended plan over
the period. Comparisons of cumulative net
revenues at milestone periods show the
following:
Baseline Cumulative

Recommended Plan
Cumulative
$325,500
$3,390,600
$9,993,600

2010
2015
2025

$426,500
$28,600
($1,951,800)

F.

RECOMMEND ED PLAN

The recommended business plan for Fort
Smith Regional Airport focuses on
economic development options for the
facility, along with pricing policy concepts
and recommendations for retaining and
expanding airline passenger market share.
The competitive threat from Northwest
Arkansas is great, and a comprehensive and
long-term strategy is needed to respond to
this challenge. Both airline and corporate
general aviation segments of demand are at
risk. Therefore, the plan covers two primary
strategic areas: management/administrative
actions and revenue enhancement strategies
F ORT S MITH R EGIONAL AIRPORT

and actions. Cost-efficiency actions were
not identified in this report.
Baseline
revenue and expense projections presented
earlier in this report showed an operating
surplus scenario. This did not include the
local share of capital development projects.
If there is a desire to build a long-term base
for aviation and economic development in
Fort Smith, the following range of options is
available in each of the strategic areas.
1.
Recommended
Management/Administrative Actions
For purposes of this report, management and
administrative actions refer to the actual
management structure at the airport, the
pricing
policy
employed,
branding
decisions, and airport accounting. It is a
catch-all for the non-revenue-enhancement
recommendations.
Management S tructure
At Fort Smith Regional Airport, the airport
staff currently includes three administration
employees, nine full-time and one part-time
maintenance employees, and the airport
director and assistant. The division of staff
is by function, with the needed number of
personnel conforming to the size of the
tasks. The whole management structure has
been arranged for the work level necessary
to operate the airport and works very well.
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Table 9-14
Fort Smith Regional Airport
Net Rev enue Analysis w/Local Share Capital Costs: Recommended Plan
2006

2007

2008

2009

2010

$2,458,089
$2,011,794
$285,505

$2,502,970
$2,127,583
$293,302

$2,568,363
$2,197,847
$301,100

$2,613,506
$2,270,767
$308,897

$2,692,313
$2,347,412
$316,695

$101,300

$105,000

$110,000

$115,000

$125,000

$45,000

$1,093,750

$187,500

$624,750

$552,500

$585,500
$585,500

-$530,061
$55,438

$374,116
$429,555

-$88,114
$341,441

-$15,904
$325,537

2011

2012

2013

2014

2015

$2,755,564
$2,420,609

$2,801,471
$2,497,222

$3,759,598
$2,577,389

$3,818,904
$2,661,252

$3,862,553
$2,748,957

Plus PFC Revenues

$324,492

$332,290

$340,087

$347,885

$355,682

Minus Principal Payments
Minus Local Share CIP

$130,000
$25,000

$140,000
$492,000

$145,000
$492,000

$155,000
$492,000

$165,000
$492,000

Net Revenues

$504,447

$4,538

$885,295

$858,537

$812,278

Cumulative Total

$829,984

$834,522

$1,719,817

$2,578,355

$3,390,632

Recommended Plan Revenues

2016
$3,916,410

2017
$3,951,567

2018
$4,004,624

2019
$4,039,781

2020
$4,074,938

Recommended Plan Expenses

$2,840,660

$2,936,519

$3,036,701

$3,141,380

$3,250,734

Plus PFC Revenues
Minus Principal Payments

$363,480
$175,000

$371,277
$185,000

$379,075
$195,000

$386,872
$210,000

$394,670
$220,000

Minus Local Share CIP

$492,000

$249,500

$249,500

$249,500

$249,500

$772,230
$4,162,862

$951,825
$5,114,687

$902,497
$6,017,184

$825,773
$6,842,957

$749,373
$7,592,330

2021

2022

2023

2024

2025

Recommended Plan Revenues

$4,121,328

$4,156,612

$4,191,896

$4,227,179

$4,262,552

Recommended Plan Expenses
Plus PFC Revenues

$3,364,951
$402,467

$3,484,225
$410,265

$3,608,760
$418,062

$3,738,764
$425,860

$3,874,457
$433,657

Minus Principal Payments

$235,000

$250,000

$265,000

$280,000

$300,000

Minus Local Share CIP
Net Revenues

$249,500
$674,345

$249,500
$583,151

$249,500
$486,698

$249,500
$384,775

$249,500
$272,253

$8,266,675

$8,849,826

$9,336,525

$9,721,300

$9,993,553

Recommended Plan Revenues
Recommended Plan Expenses
Plus PFC Revenues
Minus Principal Payments
Minus Local Share CIP
Net Revenues
Cumulative Total
Recommended Plan Revenues
Recommended Plan Expenses

Net Revenues
Cumulative Total

Cumulative Total
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Pricing Policy
The reality of competition is being felt at
Fort Smith Regional Airport. In response,
there has been a shift in activity - sometimes
imperceptibly because of its slow nature toward higher priced activity types. In this
process, the smaller general aviation aircraft
operator has been forced to use other
airports within the service area. In the near
and long-term future, the airport is in danger
of losing a portion of its corporate and
smaller general aviation component to lower
priced alternative airports in the service
area. The following quotes from airport
surveys convey the heart of this message:
(From corporate us er): “ Fuel and hang ar storage
pricing is a bit steep. Facilities and services are
otherwise good . . .”
“TAC Air has highest fuel p rices we encount er
other than some major cities such as CHI
Midway, Milw (Mitchell). We purchase less than
20% of our total fuel in FSM because 90% of the
time it is less expensive elsewhere. Hangar rent
is $5,230.92/yr. Way too high for a 20 yr old
unheated h angar. I am interested in n ew h angar,
since the rent to TAC Air will probably double.”
“ High price (comp aratively) o f fu el has virtually
run off small general aviation out of the area.
There are airplane owners who live in Ft. Smith
who hangar @ Poteau o r Drake because o f high
cost @ FSM.”
“ Need competitive AvGas p rices. Increas e the
number o f gen eral aviation hangars. Promote
general aviation.”
“. . . in 1977 we had 2 FBOs and over 150 GA
aircraft. Both FBOs sold new & used aircraft.
They both had maintenance & flight depts. Over
the past 15 y ears some M ena Airport AR
business wanted to relocate to FSM - paint &
interior & maintenance but found b etter options
elsewhere.”

For a number of years, the airport has been
run like a business, with a goal of earning
F ORT S MITH R EGIONAL AIRPORT

high returns on the investment in
infrastructure - and there is nothing
inherently wrong with this model. While
this business model is the ideal for many
airports that operate with below-market
pricing, that is not the case at Fort Smith
Regional Airport. There is a danger at Fort
Smith of losing some markets due to high
pricing. As a part of the branding that must
be re-examined for the airport (and the city
for that matter), there must be a serious look
at the underlying mission of the airport. Is
the mission to earn money or provide a
transportation utility? Should the airport
focus on serving a small, but lucrative
market niche or all aviation types? Given
the excess capacity at the airport and with
some compromise, both goals - earning
money and providing a transportation utility
- can be accomplished.
Airlines have learned the hard way that
those attempting to earn money have failed
while those attempting to carry passengers
in an excellent manner have succeeded. The
Southwest Airline business model was the
antithesis of the legacy carriers’ model of
pricing. Taking what the market would bear
left the legacy carriers vulnerable to lower
priced alternatives.
When service and
employee attitudes were factored into the
mix, airline passengers chose to fly airlines
that had both lower prices and happier flight
attendants. The lesson: lower prices and
focusing on
the primary
mission
(transporting people) is rewarded. On the
other hand, focusing primarily on money
and secondarily on the mission is a potential
recipe for failure.
At Fort Smith Regional Airport, the
leadership must decide which model will be
implemented. It is the position of this
business plan that long-term success in the
market will come from deliberate price
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reductions and ultimate parity with
competing airports in the Fort Smith service
area. Failure to implement such a policy
could result in stagnant or negative growth,
particularly in the corporate aviation market.
The Airport Commission may not recognize
this process and simply conclude that the
market is flat, while in reality, dynamic
growth in these markets may be occurring at
northwest Arkansas airports. With this in
mind, it is recommended that:
A long-term policy of pricing parity
should be implemented at
Fort Smith Regional Airport.
•

The method suggested in this plan is to
place a moratorium on lease escalators
for five-year periods, until price levels at
competing airports have caught up to
those at FSM .

It may take a long time to reach parity, but
the financial pro formas show that it can be
done without creating negative net revenues.
TAC Air Lease
In the TAC Air lease, all of the hangars are
bundled together in one large property lease.
This includes seven large community
hangars and 14 T-hangar units. One of the
large hangars was constructed by TAC Air
for their own use. Because the Airport
Commission may desire to enter the Thangar development business, it would be
advisable to unbundle the 14 T-hangars from
the rest of the TAC Air lease. In addition,
the Northwest Arkansas Avionics hangar
should be unbundled from the TAC Air
lease.
This would keep the Airport
Commission from competing against their
own FBO for based aircraft tenants. It
F ORT S MITH R EGIONAL AIRPORT

would be advisable to unbundle the other
five large conventional hangars (the hangar
constructed by TAC Air is already separated
in the lease language) if possible. The fuel
farm and flowage fees are already separated
in the lease from the other cost centers. With
the unbundling process, a more direct
accounting for properties and facilities can
be maintained. Good management is aided
by good accounting. Therefore, an overall
recommendation of this business plan is
that:

The TAC Air lease should be unbundled
to remove the T-hangars and Northwest
Arkansas Avionics from their control.
Other hangars should be itemized in their
lease and accounted separately
Specific recommendations for unbundling
the TAC Air lease include the following
steps:
1) The Airport Commission should request
a meeting with TAC Air to discuss
possible changes to their lease
agreement.
2) If the Airport Commission decides to
implement
the
lease
escalation
moratorium, the inducement to TAC Air
to renegotiate the lease should be this
potential reduction to their lease.
3) The negotiation process should focus on
getting TAC Air to agree to pay
individually for properties they manage,
with the exception of the T-hangars.
Those should be removed from the lease,
with some compensation going to TAC
Air in the form of reduced rent. The
amount of rent to reduce should be based
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on negotiation, but should provide a
benefit to both parties. Some estimate of
the current margin earned by TAC Air
could be generated by dividing the total
lease payment by the building area and
then multiplying this amount times the
size of the T-hangar buildings. That
cost, compared to the monthly rents,
could form the basis for a ballpark
negotiating figure.
4) The reduction in rent from eliminating
the 18 or 22 percent escalators should be
factored into the unbundling process as a
benefit to TAC Air. In essence, money
lost from T-hangar rent to TAC Air
could be made up through these
reductions in rent, as well as any needed
concession in the overall amount.
Branding
Branding is the process of developing a
unique selling identity for a product or
service. The City of Fort Smith is in the
process of re-inventing itself and its identity
to compete in the global economy.
Whatever direction is selected, the airport
must be included in the branding package.
As the third largest airline airport in
Arkansas, Fort Smith Regional Airport must
take advantage of its premium airline
terminal facilities and services. If Fort
Smith is to become the economical
alternative to northwestern Arkansas, it must
transform the pricing structure at the airport
and then use that theme as a branding tool to
attract corporate and general aviation.
Therefore it is recommended that:
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Fort Smith Regional Airport should be
included in any branding initiatives
undertaken by the city or by economic
development leaders.
As a result, the role and image of the airport
should support the branding initiatives:
•

The economic development theme
should be reflected in the design and
image of the airport and its access
points.

This process may not generate immediate
direct-usage impacts, but it will support
numerous
indirect
benefits
in
the
community. As a part of the branding
package, the airport will appear to targeted
businesses and industries as a part of the
local transportation infrastructure.
Fuel Systems
Currently, a number of corporate hangars
have private fuel farms for the use of their
tenants. While this is permitted by the FAA,
it should be the policy of the commission to
limit or discourage the number of
independent fuel farms where possible. For
environmental reasons, it is desirable to
have a central fuel farm that dispenses fuel
to the various users on the airport. This
limits the number of fuel handlers and the
potential number of sites for spills. In
addition, the proliferation of self-fuelers is
economically detrimental to a full-service
FBO that sells fuel.
Therefore, it is
recommended that:
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The Airport Commission should
discourage the proliferation of self-fuelers
on the airport, where possible.
This can be done through the development
of minimum standards that make it difficult
to self-fuel, through fuel flowage fees, and
by other means.
Accounting
From an administrative standpoint, the
airport is subject to state law regulating
airport commissions and the bylaws of the
commission itself.
Currently, the
administrative system, including the
accounting function, works well. After
examining the methods and systems of
accounts at the airport it is recommended
that:
No changes in the system of accounts
should be made at this time.
2.
Revenue Enhancement
Recommendations
The revenue enhancement recommendations
do not focus on one strategic option to the
exclusion of all others. Instead, a number of
different revenue enhancement strategies are
recommended for the Fort Smith Regional
Airport.

industrial development areas, business
parks, Fort Chaffee, the new port facility,
local tourism, and any other economic
development factor applicable. A proactive
marketing program does not wait until
something breaks to fix it. Rather, if trends
are moving in the wrong direction, a good
marketing program will assess the problem,
attempt to fix the problem, and then market
the fixed result.
A comprehensive marketing effort is needed
in the long term in order to keep airline
market share and expand services. Both
airline and general aviation attributes of the
airport should be included in a total
marketing program. While the airline side
will receive the most marketing resources, it
is important to create a balanced program to
attract corporate aviation and other general
aviation segments to the airport. It is crucial
for the Airport Commission to “buy in” to
the marketing concept in order to counter
the competitive forces that are drawing
passengers to XNA. The forecast of aviation
demand in the Fort Smith Regional Airport
M aster Plan estimated that FSM lost 33,700
of its 2005 enplanements to competing
airports. That number is anticipated to grow
in future years as XNA gains more service.
Keeping a portion of these “leaked”
passengers should be a top priority.
Generally speaking, marketing does not
happen until resources are allocated.
Therefore, it is recommended that:
An increase in the marketing budget
should be allocated to keep and expand
airline passenger market share and to
attract corporate aviation.

Marketing Program
As a revenue enhancement
marketing should be viewed
communication tool that glues
components of the local economy
For example, the airport should be
F ORT S MITH R EGIONAL AIRPORT

strategy,
as the
various
together.
linked to

The airport currently has a marketing
budget, but that will have to be expanded in
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the coming years to meet the challenges
posed by competition from XNA and other
northwest Arkansas airports. An additional
$50,000 annually was allocated in the
recommended business plan pro forma;
however, this is considered a minimum
amount.
If the Airport Commission
develops corporate or T-hangars with their
own funds, marketing general aviation
tenants will be a necessary part of the
process.
If the fundamentals are wrong, a large
marketing budget will not fix the problem.
For the airlines, if prices and service quality
are poor at Fort Smith relative to Northwest
Arkansas Regional or Little Rock or Tulsa,
marketing may only increase local demand
for a short while until air travelers
understand the differences. Therefore, as
part of the marketing program, it will be
necessary to first work directly with the
airlines to ensure that the product offered in
Fort Smith is the best available. Once there
is confidence in the product, the attributes of
the service can be marketed to the public. It
is difficult to help any business that is not a
willing participant. Therefore a corollary
recommendation is that:
Airlines serving Fort Smith Regional
Airport should be contacted
regarding a cooperative marketing
program with the Airport.
Information needed to work with the airlines
includes comparative air fares, scheduling
improvements, hub connecting bank issues,
and any future positive changes anticipated
in the service to Fort Smith. Air fare
comparisons can be made by airport staff or
an on-call consultant and then brought up to
the airline in cases where inequities are
F ORT S MITH R EGIONAL AIRPORT

discovered. The resolution of these and any
other service deficiency issues can then be
communicated to air travelers in Fort
Smith’s service area through the marketing
program.
For an airport the size of Fort Smith
Regional Airport, marketing should be
contracted with a qualified advertising
agency. Unfortunately, many ad agencies
do not understand the airline business or the
corporate aviation market. Thus, monitoring
the airline’s product and working with them
for adjustments will likely have to be
handled by airport staff or an on-call airline
service consultant. M arketing corporate
aviation will also likely require some input
from aviation industry insiders. But the
majority of marketing money should be used
to communicate with air travelers in the area
about the benefits of using Fort Smith
Regional Airport. For example, the true cost
of driving to an alternate airport should be
communicated - driving time, parking,
automobile mileage costs, and so forth.
It was estimated that an aggressive
marketing program could produce an
additional 10 percent of year 2025 airline
enplanements: a net gain of 14,200. Such an
increase could produce a direct impact to
revenues of over $104,000 annually.
Indirect impacts (visitor spending, multiplier
effect) of this increase could exceed $2
million annually.
Attraction of Corporate Aviation
M ost airport sponsors have learned that
corporate aviation helps “pay the bills” by
providing a disproportionately higher source
of airport revenue than recreational general
aviation. Several factors have combined to
make Fort Smith Regional Airport the
logical location for corporate aviation
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expansion. First, the existing 8,000-foot
runway is unmatched by other general
aviation airports in the service area. Second,
corporate
aviation
interests
serving
Fayetteville, or any of the northwestern
Arkansas cities with jet-capable airports,
could be well served at Fort Smith Regional
Airport. Third, local business/industrial
parks including those in the area and
Chaffee Crossing - part of the Fort Chaffee
Redevelopment
project,
may
attract
corporate aviation. Given these conditions,
it is recommended that:

input and possibly resources from the FBO
to market via direct mail to fractional jet
operators and corporate aircraft owners in
the region. Steps in this process include the
following:
Identify the internal make-up of a
marketing group including personnel,
funding, and responsibilities.
Identify
corporate/business
aircraft
owners within a 100-mile radius of the
Fort Smith Regional Airport.
Create or use professional, glossy
promotional material with a targeted
cover letter to these aircraft owners. A
DVD showing the airport and its
attributes could be used as well. Both of
these products will be produced as a part
of this business plan.
Create or use a website that shows the
airport, corporate hangar locations,
terms, inducements, and so forth.
Streaming video from the website could
be used to broadcast the airport video
produced as a part of this business plan.
The website address should be included
on all promotional materials and Fort
Smith Regional Airport letterhead.
Create a follow-up mechanism that can
handle call-backs, referrals, and inquiries
about the corporate aviation program.

Corporate aviation clients should be
marketed directly either by the Airport
Commission or a combination of
common interest entities.
Needs & Opportunities:
Joint marketing of corporate aviation
could help attract corporate offices to the
nearby business/industrial parks.
Additional corporate aviation would
increase operating revenues to the
airport via fuel sales and potential
corporate aviation hangar or land leases.
Challenges:
Developing an adequate marketing
budget.
Hangar space available for corporate
aviation.
There are a number of groups with direct
interests in attracting corporate aviation: the
Fort Smith Airport Commission, the Fort
Chaffee Redevelopment Authority, Fort
Smith Chamber of Commerce, and the FBO.
The marketing of corporate aviation could
be combined with marketing of the local
business parks or it could be handled by
itself. If the marketing task falls to the
Airport Commission, they should solicit
F ORT S MITH R EGIONAL AIRPORT

The question of including the FBO (TAC
Air) in some type of joint marketing role
would hinge on the desire of the FBO to
participate or spend resources on such an
effort.
When and if inquiries from new aircraft
owners are made regarding possible location
at Fort Smith Regional Airport, a follow-up
program to accommodate these inquiries
should be developed. This may be as simple
as providing the prospective based aircraft
owner with additional information about
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airport services, facilities, and land
availability for hangar development. The
Commission may desire to use these
inquiries to develop a “hard” list of aircraft
hangar clients that it can use as a basis for
expanding corporate hangar facilities at the
Airport.
Hangar Development Options
Currently, the Airport Commission owns 15
large hangars and 14 T-hangar units. The Thangars and eight large FBO/SASO hangars
are included in TAC Air’s lease and are
sublet by TAC Air. It was assumed that
additional hangars would be developed by
the commission in order to generate revenue
and spur activity at the airport. The business
plan assumed the commission would either
construct hangars themselves or lease land
to private interests for the development of
hangars.
Both methods have positive and negative
features. Briefly, the differences between
the two methods can be described as
follows.
The Airport Commission
development of hangars incurs higher risk
(via rental unit vacancies), but offers a
slightly higher financial return. Private
development incurs lower risk, but offers
slightly lower financial returns to the
commission, since a third party (the
developer) must also earn a return on the
investment. Because private entities can
construct hangars for less than governmental
agencies
(due to prevailing wage
stipulations, etc.), private developer profit
margins come primarily in construction cost
savings. In either case, the commission will
not make significant profits for 20 years.
Typically, a 20-year lease is provided to
private developers of hangars, with a
reversion clause on the ownership of the
building after that time. If the commission
F ORT S MITH R EGIONAL AIRPORT

constructs the hangars, roughly 20 years will
be needed to pay off the construction debt.
Several creative methods have been
employed by airport sponsors to develop
hangar facilities using both public and
private investment. For public investment in
Arkansas, state grants and low-interest debt
financing are preferred sources of funds. If
the commission is to develop either the Thangars or large conventional hangars
recommended by this business plan, it is
recommended that:
The airport should seek state grant
money in addition to debt
or equity financing to develop hangars.
Grants from the State Airport Aid Grant
(SAAG) program can be used for the
development of T-hangars at 80 percent
match up to an annual maximum of
$250,000. For conventional hangars, up to
$350,000 per year is available on a 50%50% matching basis. These funds should be
used, where possible, by the Airport
Commission in the development of hangars.
The local funding portion of hangar
development can be financed either through
debt financing or from Airport Commission
reserve funding (equity financing). A debtfinanced pro-forma for a 20-unit T-hangar
would include $250,000 financed by state
funds and an additional $400,000 in local
funding. If financed over 20 years at 7.5
percent, a debt service payment of $38,700
would be required. Hangar insurance and
other maintenance costs would increase
costs by an additional $5,000 per year. With
revenues of roughly $50,000 per year
(average of $210 per unit per month rental
rate), margins of roughly $6,700 annually
could be anticipated for the 20-year pay-
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back period. After the debt service is retired
in 20 years, all revenues from the hangars
can be used in support of airport operations.
If the commission desires to encourage
private investment in hangars at the airport,
there are several options. First is the straight
land lease, similar to the arrangement with
TAC Air, where land is leased to a private
investor (at a nominal rate), who develops a
hangar facility on that land. Usually, 20
years or longer are permitted with such a
lease to allow the investor to recoup the
useful life out of the hangar investment.
M any such leases have reversion clauses
that transfer ownership of the hangar to the
airport sponsor after the term of the lease.
The sponsor then has the ability to charge
market prices and use the money from the
hangars to support airport operations. The
commission has this type of agreement with
TAC Air on the 14,400-square-foot hangar
constructed by TAC Air in 1999. The
agreement with TAC Air specifies land lease
payments of $3,168 annually for the hangar
footprint or $0.22 cents per square foot per
year (with inflation escalators every 5
years). For this plan, it is recommended that
the lease rates be increased for any new
hangar development to $0.50 - $0.60 per
square foot. That is roughly 15 percent of a
$4.00-per-square-foot lease amount.
As
new hangars are developed in the future, the
land lease rates should mirror 15 percent of
the market hangar rental rate.
A second creative method of encouraging
private investment in aircraft hangars
provides for immediate ownership of
hangars by the public sponsor, thereby
eliminating property taxes for the private
user. This type of lease was used in the
TAC Air hangar construction project. A
long-term flat lease (20 years or more)
permits the developer to get full value of the
investment back prior to reversion to airport
F ORT S MITH R EGIONAL AIRPORT

sponsor use. Since the airport sponsor owns
the hangar, at the end of the lease, it can
operate the facility and charge market rents
and receive a steady stream of revenue from
that time forward. By foregoing any tax
revenue from the hangars for over 20 years,
the commission provides investment
incentives to the private investor. In the
long term, revenue streams from the hangars
will revert to the commission, strengthening
its financial performance and long-term
viability.
A third method of encouraging private
hangar development is to seek aircraft
hangar condominium developers that would
be willing to lease land on the airport for
such development. Generally, these leases
are very long (up to 40 years), and aircraft
hangars, like residential condominiums, can
be bought and sold by their owners. The
cost of these hangars often ends up much
higher than rental units, since there are
monthly maintenance fees in addition to
mortgage payments and property taxes.
Often, a market study must be completed by
the developer to determine whether or not
sufficient demand exists in the area to
support these higher priced facilities.
However, because this method results in
relatively high rental prices, it runs counter
to the pricing policy recommended earlier.
Therefore,
condominium
hangar
development is not recommended at FSM .
For FSM , it is recommended that:
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Although seven new corporate conventional
hangar spaces are predicted, there may be
more demand that occurs via marketing.
Some corporate prospects will desire that the
hangar be constructed by the commission.
In this regard, it is recommended that:
Hangar construction should be
undertaken by the
Commission as demand warrants.
The commission should be ready to
construct hangar space if a known client will
commit to a long-term lease of the facility.
Prices for the hangar would be set according
to the debt service schedule, plus a fee for
maintenance,
administration,
and
management of the facility. Negotiations
with the potential client will dictate the
direction and form of financing. If the
airport is to finance the construction, it is
recommended that either General Obligation
bonds or Revenue Bonds be used.

The existing access structure does not
maximize the potential of its proximity to
either I-540 or Rogers Avenue. This dilutes
its relationship to its core market. A new
interstate, I-49, will provide easy access to
Northwest Arkansas Airport and will bypass
the existing Fort Smith Regional Airport.
Unless plans are made to secure easy access
to the airport, I-49 could prove a competitive
disadvantage to the airport. Therefore, it is
recommended that:
The City of Fort Smith should implement
access improvement plans that result in
direct access to the proposed I-49.
In addition, any improvements to the
existing access routes would strengthen the
concept of air travel convenience among
local users. In this regard, recommendations
from chapter 1 of the Airport M aster Plan
are applicable:
Widen 74th Street, increasing signage,
enhancing lighting, and landscaping to
make the Phoenix Avenue intersection
preferable for airport access.
Better design the exit ramps off I-540 to
direct people onto Phoenix Avenue
toward the new terminal.

Needs and Opportunities
• New demand generated from corporate
aviation marketing efforts
• Current waiting list for hangars
• Space available for development of
hangars
Challenges
• Financing hangar development with
Commission funds
• M eeting the current and future need with
private sources of capital
Airport Access
Improved access to the airport is a key factor
in the retention and growth of airline
passengers at Fort Smith Regional Airport.
F ORT S MITH R EGIONAL AIRPORT

New or Improved Terminal Services,
Amenities, and Activities:
The airline terminal already has many of the
amenities needed to attract air travelers from
the region: well-appointed passenger waiting
areas and restrooms, free high-speed
wireless Internet service, large choice of
rental car agencies, and a food service
facility. The snack bar/grill is small and
may be able to increase its clientele with
expansion of the restaurant area.
The
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Airport currently uses the Internet to
promote itself and its air show, The Fort
Smith Regional Airport Air Show. The air
show jointly sponsored by the airport, Air
National Guard, City, and Chamber of
Commerce is a key public relations event for
the airport, maintaining or improving its
image with the community. In 2006, the
USAF Thunderbirds headlined the event.
Profit from the show is handled by the
Chamber and the military. Thus, while this
is not a money maker for the airport, the
public relations benefit is significant and the
event should be continued. Other ongoing
public relations
efforts should
be
encouraged, including tours of the airport by
schools, scouting groups, and academic
clubs. The video from this Business Plan
should be placed on the web site to help
communicate the assets of the airport to the
general public. When possible, the airport
should be used as a venue for large outdoor
events such as antique car shows, RV
shows,
static displays,
and
other
community-related events. Therefore, it is
recommended that:
Fort Smith Regional Airport should be
promoted as a venue for large
outdoor activities and communityinterest events.
University
Curriculum

of

Arkansas

Aviation

As mentioned previously, the University of
Arkansas at Fort Smith (UAFS) has
programs that are geared toward applied
learning, such as heath care, education,
applied sciences, business, and so forth. The
university attempts to partner with industry
and government to provide students with
degrees that have real value in the real
F ORT S MITH R EGIONAL AIRPORT

world.
It is recommended that the
city/airport work with UAFS and their
Western Arkansas Technical Center to
incorporate an aviation education curriculum
into the school’s overall program. Not only
can such a program draw up to 500 students,
it could also create potential aircraft flight
training and maintenance opportunities at
Fort Smith Regional Airport.
With
increased the use of the airport, additional
fuel sales, aircraft maintenance revenues,
and more based aircraft fees will be realized.
Therefore, it is recommended that:
The city/airport should work with the
University of Arkan sas to establish
an aviation education program at their
Fort Smith Campus.
A program of 500 students will include
roughly 150 active flight training students.
Such a program would require 8 to 10
aircraft and a significant number of flight
instructors. For this business plan, it was
assumed that the program would add eight
training aircraft and would consume at least
40,000 gallons of AvGas annually.
Typically, universities follow a certain
process in establishing a new curriculum.
The first step in moving this process forward
is the formation of a Datum Committee or
similar body at UAFS.
The Datum
Committee would study the feasibility of
establishing an aviation program at the
school using Fort Smith Regional Airport as
the base of aviation operations. M embers of
the Airport Commission or city leadership
should participate on this committee if
invited. Typical questions to be answered
by the committee include:
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What is the demand for aviation
mechanics, pilots, airport managers, and
so on, in the state/region?
What is the pay scale for aviation degree
graduates - both starting and experienced
levels?
How do other universities and technical
colleges administer these programs?
What facilities and equipment are
needed to train students?
What are the costs and availability of
local aviation facilities for such a
program?
What types of financial support,
educational foundations, or other sources
of funding are available from corporate
aviation interests and/or state and federal
programs?

funding available, and the scope of the
program.
Additional/S pecialty Aviation
Organizations (S ASOs)

Service

Additional Specialty Aviation Service
Organizations such as paint shops, avionics
repair/installation, airframe modification,
helicopter charter, engine overhaul (specific
types), and so on, attract clients from an
entire multi-state region. These companies
can employ significant numbers of trained
workers and provide incomes to local
families. Thus, for the longer term, it is
recommended that:
Marketing efforts should be directed
toward the attraction of
SASOs for the airport.

Numerous schools that feature aviation
programs that could be examined, including
the following:
Northern Kentucky University
Eastern New M exico University Roswell
Tidewater Tech - Virginia Beach, VA
M iddle Tennessee State University
Embry Riddle University
Eastern Kentucky University
Columbus State Community College Columbus, OH
Cincinnati
State
Technical
and
Community College - Cincinnati
University of North Dakota - Grand
Forks

It was assumed that at least one aviation
business could be attracted to the airport
within the next 20 years. The focus of such
a SASO could include the following:

If there is a desire to pursue development of
an aviation program, discussions with the
City of Fort Smith and the Airport
Commission regarding space at the airport
would be necessary. Arrangements for
space would be dependent upon the
availability of existing buildings, the size
requirement of the college, the method of

Almost 24 acres of non-aviation property
along Phoenix Avenue is available for
possible economic development. This land
is located in Tract 10 and Tract 13.
Although these tracts are much larger, the
developable parcels are restricted by
floodplains, drainage ditches, and highway
accessibility.
As mentioned previously,
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Large aircraft maintenance/overhaul
Aircraft paint/refurbishment shop
M aintenance for smaller general aviation
aircraft market that will be attracted to
the proposed T-hangars at Fort Smith
Regional Airport.
Non-Aviation Development
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these parcels were acquired with funds from
the Airport Noise Compatibility Program
and thus the federal government must be
reimbursed in accordance to their share of
the acquisition cost. However, over the
long-term, these properties could make a
substantial contribution to the economic
well-being of the airport. Therefore, it is
recommended that:
Non-aeronautical land along Phoenix
Avenue should be leased for
development by the Airport
Commission.
In this regard, it is recommended that only a
portion of this property be developed in the
near term, saving parcels for potential
directed economic development proposals in
the future.
For the near term, it is
recommended that the property available
along Phoenix in Tract 13 be developed for
commercial uses (Parcel #1). Exhibit 9-4
shows three Parcels within the larger Tracts
of the available property, numbered by
development order. Those areas closest to
the entrance to the airport should be
reserved until later development.
If the land is leased, the airport could expect
between $0.50 and $1.00 per square foot.
Warehousing rates for existing buildings
range between $2.15 and $3.00 per square
foot. If the land is developed for retail, the
current rates are $8.00 to $10.00 per square
foot of building space. Finally, if some land
is reserved for office space (class A & B),
the lease prices will range between $10.00
and $14.00 per square foot.3 For the purpose
3

Source: R.H. Ghan Commercial Properties Analysis,
4/17/06, Fort Smith, AR.
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of this analysis, it was assumed that the
Airport Commission would lease land to
developers rather than develop the property
themselves. If all of this property is leased
within 20 years, it could earn almost
$900,000 annually by the end of the period.
S tate and Federal Grants
As a matter of practice, federal and state
grants are necessary to support the large
airport infrastructure at Fort Smith Regional
Airport. Therefore:
It is recommended that grants for all
eligible projects be sought
from both the FAA and ARDOA.
M ilitary
appropriations
for
capital
improvements at the airport should continue
to be sought in light of the potential runway
extension project. Any uncollected grant
money for work in progress should be
requested and completed projects should be
closed out as soon as practical. Important to
the business plan is the application and
collection of funds for the development of
hangars. The state funding program for
these facilities would permit Fort Smith
Regional Airport to price hangar rentals at a
competitive rate.
G.
S UMMARY OF BUS INES S
PLAN RECOMMENDATIONS
A number of recommendations have been
made as a part of this business plan, all with
the goal of increasing the competitiveness
and long-term viability of the airport and
increasing economic development and
employment in the area. The recommended
plan of action from this report rests on five
primary strategic initiatives:
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1)
Retention of Airline Passenger
Market Share: The future of Fort Smith
Regional Airport is related directly to its
success as an airline passenger airport.
M arketing methods must be identified that
help the airport retain and expand their
market share in the face of significant
competition from Northwest Arkansas
Regional Airport. Success in this area is
tied to the city’s future identity and
economic development branding.
2) Long-Term Pricing Policy: The possible
moratorium on rental escalations for general
aviation tenants would start the process of
making Fort Smith Regional Airport pricecompetitive for the long term. This process
will not occur overnight and must be
undertaken with a deliberate view toward
the future. Over the long term, the viability
of the Airport will be enhanced as it better
competes with surrounding airports and
airports in northwestern Arkansas.
3) Attraction of Corporate and Other
General Aviation: The attraction of
corporate and other general aviation will
help the economic health of the airport while
serving the air transportation needs of area
companies and private citizens. The longterm pricing policy, combined with
marketing and hangar development, will
ensure the continued growth in this market
segment.
4) Direct Airport Access: Improved access
to the airport is a key factor in the retention
and growth of airline passengers at Fort
Smith Regional Airport. Improvement of
the entrance road intersection at Phoenix
Avenue, new access to I-49 when that
highway
is constructed, and other
improvements are needed to better
accommodate the airline passenger traffic to
the airport.
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5) Non-Aviation Property Development:
A key future revenue stream for the airport
involves the conversion of non-aeronautical
property along Phoenix Avenue to revenueproducing leaseholds. For the first several
years, revenues from land designated for
lease will have to be used to repay the FAA
for grants subject to the Noise Compatibility
Assurances associated with the property.
However, once these are repaid, the revenue
provided by these leases will permit the
airport to implement its long-term pricing
policy. The reduction in revenues from the
proposed pricing policy would be made up
with new revenue streams from the leased
property.
Specific recommendations by timeframe are
as follows:
Immediate - 12/2006
1st Priority - Airport Branding: Fort Smith
Regional Airport should be included in any
branding initiatives undertaken by the City
or economic development leaders.
- The economic development theme
should be reflected in the design and
image of the airport and it access points.
2nd Priority - Pricing Policy: A long-term
policy of pricing parity should be
implemented at Fort Smith Regional
Airport.
- The method suggested in this plan is to
place a moratorium on lease escalators
for five-year periods until price levels at
competing airports have caught up to
those at FSM .
3rd Priority - University of Arkansas:
The City/Airport should work with the
University of Arkansas to establish an
aviation education program at their Fort
Smith Campus.
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4th Priority - Federal & State Grants: It is
recommended that grants for all eligible
projects be sought from the FAA, ARDOT,
and the military. This would include grant
applications for hangar development as
needed. Also, military appropriations for
capital improvements at the airport should
continue to be sought in light of the potential
runway extension project.
1/2007 - 12/2007
1st Priority - Non-Aviation Land
Development: Non-aeronautical land along
Phoenix Avenue should be leased for
development by the Airport Commission.
Parcel #1 should be developed first.
2nd Priority - Marketing: An increase in the
marketing budget should be allocated to
keep and expand airline passenger market
share and to attract corporate aviation.
- Airlines serving Fort Smith Regional
Airport should be contacted regarding a
cooperative marketing program with the
Airport Commission.
- Corporate aviation clients should be
marketed directly either by the Airport
or a combination of common interest
entities.
3rd Priority - Airport Access: The City of
Fort Smith should implement access
improvement plans that result in direct
access to the proposed I-49.
- Widen, increase signage, enhance
lighting, and landscape 74th Street from
Rogers Avenue to Phoenix Avenue
intersection preferable for airport access.
- Better design the exit ramps off I-540 to
direct people onto Phoenix Avenue
toward the new terminal.
4th Priority - Hangar Development: Hangar
construction should be undertaken by the
airport as demand warrants.
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-

The airport should seek state grant
money in addition to debt or equity
financing to develop hangars.
- If private investment is desired, hangar
construction should be encouraged
through tax and lease agreement
incentives.
5th Priority - Airport Venue: Fort Smith
Regional Airport should be promoted as a
venue for large outdoor activities and
community-interest events.
1/2008 - 12/2010
1st Priority - Non-Aviation Land
Development: Non-aeronautical land along
Phoenix Avenue should be leased for
development by the Airport Commission.
Parcel #2 should be developed during this
phase.
2nd Priority - Hangar Development:
Hangar construction should be undertaken
by the airport as demand warrants.
3rd Priority - Specialty Aviation Service
Organizations: M arketing efforts should be
directed toward the attraction of SASOs for
the airport.
Continuous Items
Non-Aviation Land Development: Nonaeronautical land along Phoenix Avenue
should be leased for development by the
Airport Commission. If all of Parcels 1 and
2 are leased, efforts should be focused on
Parcel #3 until all properties are fully leased.
Hangar Development: Hangar construction
should be undertaken by the airport as
demand warrants throughout the planning
period.
Airport Venue Promotion: Fort Smith
Regional Airport should be promoted as a
venue for large outdoor activities and
community-interest events to encourage
good public relations.
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-

The video from this Business Plan
should be placed on the web site to help
communicate the assets of the airport to
the general public.

Other Items:
Self-Fueling: The Airport Commission
should discourage the proliferation of selffuelers on the airport, where possible.
Accounting: No changes in the system of
accounts should be made at this time.
Management: There are no recommended
changes to the airport management structure
at this time.
When the enhanced revenue forecast is
compared to the associated expense
projection, the new net revenues for the
airport can be predicted:
2005
2010
2015
2025

Expenses
$1,948,400
$2,457,800
$2,886,200
$4,016,300

Revenues
$2,340,900
$2,692,300
$3,862,600
$4,262,600

Net Revenues
$392,500
$234,500
$976,400
$246,300

generated. This estimate includes the total
amount that is expended for both operating
and capital costs at the airport. This
comparison reveals the actual financial selfsufficiency of the airport. Cumulative net
revenues are negative until 2013, the first
year all revenues from the leased nonaviation property along Phoenix Avenue are
applied to the airport revenues. In
comparing these cumulative revenue totals
to the baseline forecast, it can be shown that
a net gain of $11.9 million will accrue from
the recommended plan over the period.
Comparisons of cumulative net revenues at
milestone periods show the following:

2010
2015
2025

Baseline
Cumulative
$426,500
$28,600
($1,951,800)

Recommended
Plan Cumulative
$325,500
$3,390,600
$9,993,600

H.
ECONOMIC IMPACT
ASS ESS MENT
The purpose of this section is to quantify the
economic impact and contribution of Fort
Smith Regional Airport to the local
economy. By showing the existing jobs,
income, and total economic output,
acceptance and support for airport projects
may be generated.
This analysis
demonstrates the economic effects of airport
and aviation use within Fort Smith and
Sebastian County by tracing the movement
of expenditures through the various
economic sectors until the money is
exported incrementally from the county
through purchases of outside goods and
services.

Comparison of the enhanced forecasts of
revenues and expenses show the airport net
revenues declining in the initial period until
after 2012. At that time, the revenue stream
from airport property leases along Phoenix
Avenue can be used by the airport to support
operations and capital improvements. The
policy of freezing lease escalations was kept
throughout the planning period to show a
conservative (worst case) estimate of
implementing this policy.
Key to the
positive financial performance is the
development of the non-aviation property
along Phoenix Avenue and the continuing
growth of airline passenger traffic at the
airport.

1.

If the annual local capital expenditures are
included in the enhanced revenue projection,
a new estimate of net revenues can be

The goal of this analysis was to quantify the
following economic aspects of Fort Smith
Regional Airport for the existing situation:

F ORT S MITH R EGIONAL AIRPORT

JULY 5, 2006

Goals and Methods of Analysis

P AGE 9-58

Direct Spending: On-airport and off-airport
spending on employment, operations, and
capital projects. Associated with providers
and users of airport services. Also includes
rental car, hotel, and restaurant spending.
Induced Benefits: Impacts created by the
successive rounds of spending in the local
economy until the original direct or indirect
impact has been incrementally exported
from the local area.
Jobs and Income: Income generated by
aviation and the number of jobs supported
by the airport.
Total Output in Dollars: The combined
impacts of direct, indirect, and induced
spending.
Taxes: Tax revenue contribution of the
airport and aviation industry to local and
state units of government in Arkansas.
To accomplish this goal, the study utilized
the following simplified process and
methodology:

• Collect data on direct impacts through

survey and secondary source published
means.
• Apply regional multipliers to direct
impact numbers.
• Describe non-monetary impacts of Fort
Smith Regional Airport and local
aviation.
The importance of the airport to area
commerce is underscored by its function as
the third largest commercial service airport
in Arkansas. The airport supports the Air
National Guard, along with significant
military training and fueling operations,
TAC Air (FBO), and numerous private
companies and individual aircraft owners.
Non-aviation corporations in the area that
base aircraft at the airport generate 3,220
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jobs and $449.1 million in local economic
impact.
2.

Results of Analysis

The economic impact methodology first
identified the direct spending and
employment at Fort Smith Regional Airport
(called direct impacts) and included the
direct spending at off-airport sites such as
hotels and restaurants. Regional respending
multipliers derived from IM PLAN software
were applied to this data to determine the
multiplied impacts of direct and indirect
spending (called induced impacts). Table 915 presents a summary of Fort Smith
Regional Airport’s direct, indirect, and
induced economic impacts.
As shown, Fort Smith Regional Airport
supports almost 1,100 jobs, $34.4 million in
incomes, and $63.7 million in total
economic output. The aviation activity at
the airport generates $3.1 million in state
and local taxes. All of these impacts do not
include the airport’s indirect role in
supporting off-airport companies that based
their aircraft at the airport.
Those
companies have an additional economic
impact on the community of over 3,200 jobs
and almost $450 million in annual output.
M any other businesses are supported by
airline service to Fort Smith that is used by
their employees as well as their clients and
vendors.
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Table 9-15
Fort Smith Regional Airport
Direct, Indirect, and Induced Economic Impacts
Item

Total Current
Impacts

Direct Impacts
Airport Related Income*

$27,909,100

Airport Related Expenditures
(Total including capital costs)
Airport Related Employment
(Total including capital development)
Induced Impacts**

$43,987,400

Induced from Direct Spending

$19,675,700

Total Induced Employment Impacts

848

246

Estimated State/Local Tax es
Grand Total Dollar Impacts

$3,103,600
$63,663,100

Grand Total Income Impacts*

$34,432,800

Grand Total Employment Impacts

1,094

* Includes indirect incomes from visitor spending and
capital development. This is a subset of the total
impacts and is already included in the output number.
** Source: IMPLAN Software - Develop ed originally
by the US Forest Service, it is a comprehensive
impact system built on the framework o f input-output
and social accounting methodology.

3.

particularly true for businesses with over
100 employees.
Aeromedical Evacuation:
Fort Smith
Regional Airport serves as a base for
aeromedical evacuation. This life-saving
function has intrinsic value that often cannot
be adequately quantified.
Recreation:
Roughly 50 percent of
commercial airline travel and 60 percent of
general aviation travel is for recreational
purposes. This includes the valuable tourist
trade, which brings economic activity to the
study region.
All of these factors point to a value of an
airport that is not easily quantified. The
impacts that were estimated within the body
of this report - direct and induced - are only
one facet of the overall picture. Fort Smith
Regional Airport enjoys a significance that
is much larger than these numbers can
estimate. It is part of a scarce resource that
needs support, protection, and appreciation
from all the citizens that benefit from its
operation, both directly and indirectly.

Non-monetary Impacts

There are a number of non-monetary
benefits of aviation that have not been
mentioned in this analysis. Some of these
benefits include the following:
Transportation Benefits: Defined as the
time saved and cost avoided by travelers
who use airports rather than the next best
alternative. Fort Smith Regional Airport
provides access to the National Air
Transportation System.
Stimulation of Business: Airports have
been shown in other studies to be an
important factor in the attraction and siting
of new businesses in a community. This is
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Lease Agreement Summaries

Lessee / Tenant
Description
Home Depot U.S.A.
Inc.
Land Rental for
construction and
operation of a Home
Depot store

Young and Young
Development Co.
LLC.
(Sub-tenant: Arkansas
Dept of Finance &
Administration)

Physical Facilities
Land tracts totaling 16.01
acres.
Comprised of “Parcel A”
containing approximately
10.66 acres and “ Parcel
B” containing
approximately 5.35 acres.

60,986.61 sq ft ground
rent

Amount
$20,480.50 per month
for years 1-20 (Current 6/2006)
Option Terms:
21,504.53 /mo for years 21-25
22,579.75 /mo for years 26-30
23,708.74 /mo for years 31-35
24,894.18 /mo for years 36-40
26,138.89 /mo for years 41-45
27,445.83 /mo for years 46-50

Additional Terms
Lessee agrees to pay all real
estate and personal property
taxes, as well as all utilities.

Term
Length
20 years

Renew al
Options

9/15/2000
1/31/2020

6 successive
five-year
options to
renew

7/26/2005
7/26/2025

3 ten-year
options

Tenant must have insurance in
the amount of $5,000,000 for
personal injury and/or property
damages.

The airport owns 67% of the
land that Home Depot leases.
Home Depot pays the airport for
the full lease and then the airport
pays KLM Properties for leas e
on 33% of the land.
$1,372.20 per month
Lessee agrees to pay all real
20 years
For years 1-20 (beginning July 26, estate and personal property
2006)
taxes, as well as all utilities.

If option is exercised, rate
increas es by the CPI or 8%,
whichever is less, at the beginning
of the 21st lease year and the
beginning of every 10-year period
thereafter.

Begin/End
Date

Tenant must have insurance in
the amount of $2,000,000 for
personal injury and/or property
damages.

Lessee / Tenant
Description
Galbreath-Dodson
Construction Inc.
(Sub-tenant: FedEx)

DHL

Physical Facilities
Property rental
After 6/1/07 - Building
and space rent al

Amount
Monthly Rates:
$1,080.62 for 6/2/1987 - 6/1/1992
$1,517.03 for 6/2/1992 - 6/1/1997
$1,828.75 for 6/2/1997 - 6/1/2002
$2,327.25 for 6/2/2002 - 6/1/2007
Building & Space Rental
$2,327.25 for 6/2/07 -10/1/2007
$6,153.03 for 11/1/07 -10/31/12
$6,653.03 for 11/1/12 -10/31/17

6,780 sq ft of building
Previous monthly rent:
space including 1,500 sq $3,400 2/1/1994 - 1/31/1999
ft of offices
$4,000 for 2/1/1999 -1/31/2004
Renewal rates:
$3,757.25 2/1/04 – 2/1/05
With 3% increase annually
Current rate: $3,986.07 (6/06)

United States of
America
U.S. Forest Service

1,888 sq ft of offi ce space $1,208.75 per month (6/06)
4,000 sq ft of ground
space

Additional Terms

Term
Length

Begin/End
Date

Renew al
Options

Tenant must have insurance in
the amount of $1,000,000 for
personal injury and/or property
damages.

20 years
Plus
10 years

6/2/1987
6/1/2007
Plus
6/2/2007
10/31/2017

No speci fied
renewal
options

Tenant will need to provide a
security bond of $40,000 until
2/1/1999.

10 years

2/1/1994
2/1/2004
Renewal
2/1/2004
2/1/2007

1 two-year
option

5 years

2/1/2001
1/1/2006
Extended to
9/30/06

No speci fied
renewal
options

Tenant must have insurance in
the amount of $1,000,000 for
personal injury and or property
damages.
Lessee agrees to pay all real
estate and personal property
taxes, as well as all utilities.
Anticipated facility will be
vacat ed in 2006 for a move to
Fayetteville – Drake Field

Lessee / Tenant
Description
United States of
America

Physical Facilities

Amount

Additional Terms

Land tract totaling
One dollar ($1.00) per year
approximately 141 acres.

Term
Length

Begin/End
Date

Renew al
Options

8/1/2003
9/30/2054

None

5 years

10/1/02
9/30/07

None

51 years

Land to be used by
Approximately 1.02 acres
Arkansas Air National of utility easements
Guard and United
States Air Force
Joint Use Agreement
Stephens, Inc.
Hangar rental
Hangar #13

Dude Inc
Hangar rental
Hangar #16

$60,000 per year

Tenant to provide ARFF

8,455 sq ft of hangar
space

$1,676.91 per month
Tenant must have insurance in
Rate increas es with the greater of the amount of $3,000,000 for
CPI or 5% each year.
personal injury and/or property
damages.
Current rate: $2,423.91 (6/06)

5 years

5/1/2004
4/30/2009

1 five-year
option to
renew

5,779 sq ft of hangar
space and personal use
fuel tank

$1,439.93 per month
Tenant must have insurance in
Rate increas es with the greater of the amount of $500,000 for
CPI or 5% each year.
personal injury and or property
damages.
Current rate: $2,234.55 (6/06)
Lessee agrees to pay all real
Tenant shall pay a fuel flowage fee estate and personal property
taxes, as well as all utilities.
of $0.09 per gallon.

10 years

12/1/1996
11/30/2006

1 five year
option to
renew

Lessee / Tenant
Description
Airmans Aviation
Company, Ltd

Physical Facilities
9,750 sq ft of hangar
space

Hangar rental
Hangar #17

Sugar Hill Farms, Inc 4,560 sq ft. of hangar
space
D/B/A Canary
Hangar rental
Hangar #18

Providence 3, LLC
Hangar rental
Hangar #19

4,200 sq ft of hangar
space

Amount

Additional Terms

$1,850 per month
Tenant Must have insurance in
Rate increas es with the greater of the amount of $1,000,000 for
CPI or 5% each year.
personal injury and or property
damages.
Current rate: $2,361.19 (6/06)
Lessee agrees to pay all real
estate, and personal property
taxes, as well as all utilities.

Term
Length

Begin/End
Date

Renew al
Options

3 years

5/1/2001
4/30/2007

renewal is on
a month to
month basis

$668.80 per month
Tenant Must have insurance in 5 years
Rate increas es with the greater of the amount of $500,000 for
CPI or 5% each year
personal injury and or property
damages.
Current rate: $1,128.02
Also pays $242.93 per month for
expansion & improvements
airport made to hangar (1/1/96 –
12/31/11)
$975 per month
Tenant Must have insurance in 5 years
Rate increas es with the greater of the amount of $3,000,000 for
CPI or 5% each year
personal injury and or property
damages.
Current rate: $1,185.00 (6/06)

8/1/1993
7/31/1998
Renewals
8/1/02
7/31/08

1 five year
lease renewal

2/1/2001
1/31/2006

No speci fied
renewal
options

Currently
month to
month lease

Lessee / Tenant
Description
Beverly Enterprises
Hangar rental
Hangar #20

Physical Facilities
9,974 sq ft of hangar
space and personal use
fuel tank.

Amount

Additional Terms

$1,600.00 per month
Tenant must have insurance in
Rate increas es with the greater of the amount of $3,000,000 for
CPI or 5% each year
personal injury and/or property
damages.
Current rate: $1,944.81 (6/06)

Term
Length

Begin/End
Date

Renew al
Options

5 years

7/1/2001
6/30/2006

1 five-year
option to
renew

5 years

5/1/2001
4/30/2006
Renewal
5/1/2006
4/30/2011

1 five-year
lease renewal

5 years

7/1/2001
6/30/2006

1 five-year
option to
renew

Tenant shall pay a fuel flowage fee
of $0.09 per gallon.
Arkansans Best
Corporation

12,500 sq ft of hangar
space and personal use
fuel tank.

Hangar rental
Hangar #21

Baldor Electric
Company
Hangar rental
Hangar #22

8,044 sq ft of hangar
space and personal use
fuel tank

$2,458.33 per month Rate
Tenant must have insurance in
increas es with the greater of CPI or the amount of $3,000,000 for
5% each year.
personal injury and/or property
damages.
Current rate: $3,285.24 (6/06)
Tenant shall pay a fuel flowage fee
of $0.09 per gallon.
$1,923.86 per month
Tenant must have insurance in
Rate increas es with the greater of the amount of $3,000,000 for
CPI or 5% each year.
personal injury and or property
damages.
Current rate: $2,339.46 (6/06)
Tenant shall pay a fuel flowage fee
of $0.09 per gallon.

Lessee / Tenant
Description
Truman Arnold
Companies
TAC Air
FBO

Physical Facilities

Amount

Additional Terms

Space rental including
$12,185.86 per month space rental Tenant must have insurance in
buildings and ramp space 236.87 per month ground rental for the amount of $1,000,000 for
fuel farm
personal injury and or property
damages.
Current monthly rates (6/06):
Lessee agrees to pay all real
$15,425.91 space rental
$329.81 ground rental for fuel farm estate and personal property
taxes, as well as all utilities.
$367.59 ground rental for new
hangar
$348.10 operators fee

Term
Length

Begin/End
Date

Renew al
Options

5 years

10/1/1999
10/1/2004
Renewal
10/1/2004
9/30/2009

4 remaining
five-year
renewal
periods

5 years

4/1/06
3/31/11

None

Rate increas e 18% each 5-year
term. If the CPI exceeds 25%, then
the rate will be increased 22%
Fuel Flowage charges by volume:
1-100,000 gal @ $0.070 per gal
100,001 - 150,000 @ $0.065
150,001 - 200,000 @ $0.060
200,001- 250,000 @ $0.055
250,001 + @ $0.050
Fort Smith Aviation
Academy, LLC

10% of landing fees collected
1,437 sq ft building lease $250 per month and
Tenant must have liability
(Building 1A)
5% of gross receipts for all
insurance in the amount of
instruction. Gross receipts based on $1,000,000.
Use of adj acent general
total earned revenue from monthly
aviation ramp
flight and ground instruction
excluding aircraft rental.

Lessee / Tenant
Description
Avis Rent-a-Car
System
Terminal space and
land rental for use as
rent-a-car services.

2nd agreement
Auto Rental Service
Facilities

Physical Facilities

Amount

241 sq ft office and
Lessee shall pay the greater of the
counter area in the
two:
terminal
10% of the annual receipts or a
Check in/out auto parking Minimum Guaranteed Concession
area
Fee of $29,000 per year.

Additional Terms
Tenant must have insurance in
the amount of $1,000,000 for
personal injury and/or property
damages.

In 2002, rent-a-car agenci es paid
Current Minimum Guaranteed rate: for construction of parking lot
$31,381 per year (6/06)
and they were allowed to collect
$2 CFC until they recoup their
Minimum Guaranteed Concession investment.
Fee increas es each year with CPI
CFC charges are per rental
transaction per day.
2nd agreement
2nd agreement
Lease of 1 service bay and $598 per month and $0.50 CFC
use of 1 automatic car
charge for rental of service bay.
wash bay, 1 fueling island $0.50 CFC charge for use of car
and adjoining pavement. wash bay
$0.15 per gallon plus actual per
gallon cost of fuel
15% administrative fee plus actual
cost of electric

Term
Length
10 years

Begin/End
Date
10/1/2002
9/30/2012

2nd agreement
Same terms as
previous
agreement

Renew al
Options
Open renewal

Lessee / Tenant
Description
Hertz Rent-a-Car
Terminal space and
land rental for use as
rent-a-car services.

2nd agreement
Auto Rental Service
Facilities

Physical Facilities

Amount

241 sq ft office and
Lessee shall pay the greater of the
counter area in the
two:
terminal
10% of the annual receipts or a
Check in/out auto parking Minimum Guaranteed Concession
area
Fee of $29,000 per year.

Additional Terms
Tenant must have insurance in
the amount of $1,000,000 for
personal injury and/or property
damages.

In 2002, rent-a-car agenci es paid
Current Minimum Guaranteed rate: for construction of parking lot
$31,381 per year (6/06)
and they were allowed to collect
$2 CFC until they recoup their
Minimum Guaranteed Concession investment.
Fee increas es each year with CPI
CFC charges are per rental
transaction per day.
2nd agreement
2nd agreement
Lease of 1 service bay and $598 per month and $0.50 CFC
use of 1 automatic car
charge for rental of service bay.
wash bay, 1 fueling island $0.50 CFC charge for use of car
and adjoining pavement. wash bay
$0.15 per gallon plus actual per
gallon cost of fuel
15% administrative fee plus actual
cost of electric

Term
Length
10 years

Begin/End
Date
10/1/2002
9/30/2012

2nd agreement
Same terms as
previous
agreement

Renew al
Options
Open renewal

Lessee / Tenant
Description
National Rent-a-Car
Terminal space and
land rental for use as
rent-a-car services.

2nd agreement
Auto Rental Service
Facilities

Physical Facilities

Amount

241 sq ft office and
Lessee shall pay the greater of the
counter area in the
two:
terminal
10% of the annual receipts or a
Check in/out auto parking Minimum Guaranteed Concession
area
Fee of $29,000 per year.

Additional Terms
Tenant must have insurance in
the amount of $1,000,000 for
personal injury and/or property
damages.

In 2002, rent-a-car agenci es paid
Current Minimum Guaranteed rate: for construction of parking lot
$31,381 per year (6/06)
and they were allowed to collect
$2 CFC until they recoup their
Minimum Guaranteed Concession investment.
Fee increas es each year with CPI.
CFC charges are per rental
transaction per day.
2nd agreement
2nd agreement
Lease of 1 service bay and $598 per month and $0.50 CFC
use of 1 automatic car
charge for rental of service bay
wash bay, 1 fueling island $0.50 CFC charge for use of car
and adjoining pavement wash bay
$0.15 per gallon plus actual per
gallon cost of fuel
15% administrative fee plus actual
cost of electric

Term
Length
10 years

Begin/End
Date
10/1/2002
9/30/2012

2nd agreement
Same terms as
previous
agreement

Renew al
Options
Open renewal

Lessee / Tenant
Description
Budget Rent-a-Car
Terminal space and
land rental for use as
rent-a-car services.

2nd agreement
Auto Rental Service
Facilities

Physical Facilities

Amount

241 sq ft office and
Lessee shall pay the greater of the
counter area in the
two:
terminal
10% of the annual receipts or a
Check in/out auto parking Minimum Guaranteed Concession
area
Fee of $29,000 per year.

Additional Terms
Tenant must have insurance in
the amount of $1,000,000 for
personal injury and/or property
damages.

In 2002, rent-a-car agenci es paid
Current Minimum Guaranteed rate: for construction of parking lot
$31,381 per year (6/06)
and they were allowed to collect
$2 CFC until they recoup their
Minimum Guaranteed Concession investment.
Fee increas es each year with CPI.
CFC charges are per rental
transaction per day.
2nd agreement
2nd agreement
Lease of 1 service bay and $598 per month and $0.50 CFC
use of 1 automatic car
charge for rental of service bay.
wash bay, 1 fueling island $0.50 CFC charge for use of car
and adjoining pavement wash bay
$0.15 per gallon plus actual per
gallon cost of fuel
15% administrative fee plus actual
cost of electric

Term
Length
10 years

Begin/End
Date
10/1/2002
9/30/2012

2nd agreement
Same terms as
previous
agreement

Renew al
Options
Open renewal

Lessee / Tenant
Description

Physical Facilities

American Eagl e

Floor space in the airport
terminal consisting of:
1406 sq ft of Office Space
Airline lease providing 4,534 sq ft of nonair service to Fort
exclusive Security Area
Smith
Space
2,400 sq ft of nonexclusive Baggage Claim
space
Also, 240 sq ft of Ramp
Storage Building

Northwest Airlines

Floor space in the airport
terminal consisting of:
Airline lease providing 1406 sq ft of Office Space
air service to Fort
4,534 sq ft of nonSmith
exclusive Security Area
Space
2,400 sq ft of nonexclusive Baggage Claim
space
Also, 240 sq ft of Ramp
Storage Building

Amount
Current monthly rates (6/06):
$1,757.50 Offi ce Space
$2,315.06 Security Area Space
$1,340.30 Baggage Claim Space
$5,415.33 Common Use Charge
$80.00 Storage Building
$100.00 PA System Use
$100.00 In-offi ce Conveyor &
Scales

Additional Terms
Tenant must have liability
insurance in the amount of
$50,000,000.

Term
Length

Begin/End
Date

Renew al
Options

5 years

10/1/1997
9/30/2002

No current
lease

5 years

10/1/1997
9/30/2002

No current
lease

A landing fee will be charged.
Each thousand pounds of the
maximum landing weight per
aircraft will be charged $0.64.

Security Area, Baggage
Claim, and Common Use
based on 80/20 formula
Current monthly rates (6/06):
$1,757.50 Offi ce Space
$1,247.45 Security Area Space
$722.21 Baggage Claim Space
$2918.00 Common Use Charge
$80.00 Storage Building
$100.00 PA System Use
$100.00 In-offi ce Conveyor &
Scales
Security Area, Baggage Claim, and
Common Use based on 80/20
formula

Tenant must have liability
insurance in the amount of
$50,000,000.
A landing fee will be charged.
Each thousand pounds of the
maximum landing weight per
aircraft will be charged $0.64.

Lessee / Tenant
Description
United States of
America
TSA

The Landing Cafe
Space rental in
terminal for food
concession

Airport Advertising
Inc

Physical Facilities
1,507 sq ft of building
space in room numbers
133 and 104

Amount
Monthly rent is as follows:
$3,257.58 for 3/1/03 - 2/29/2004
$3,290.21 for 3/1/04 - 2/28/2005
$3,323.11 for 3/1/05 - 2/28/2006
$3,356.34 for 3/1/06 - 2/28/2007
$3,389.90 for 3/1/07 - 2/28/2008
$3,423.80 for 3/1/08 - 2/28/2009
$3,458.04 for 3/1/09 - 2/28/2010
$3,492.62 for 3/1/10 - 2/28/2011
$3,527.55 for 3/1/11 - 2/28/2012

Rooms 124, 129, 134, and Monthly Rent based on revenue:
134A
Monthly Rev to Lessor’s percent:
First year
0-$10,000 then 5%
$10,001-$15,000 then 6%
$15,001-$20,000 then 7%
$20,001-$25,000 then 8%
$25,001+ then 9%

Advertising rights for
speci fied advertising
display cases in terminal
building

Current rates (6/06):
Second Year onward
0-$10,000 then 6%
$10,001-$15,000 then 7%
$15,001-$20,000 then 8%
$20,001-$22,500 then 9%
$22,500+ then 10%
Current rates (6/06):
70% of leas e rates for advertising
display cases

Additional Terms

Term
Length

Begin/End
Date

Renew al
Options

Lessor will provide janitorial
services and utilities

10 years

10/31/2004
10/31/2012

None

Tenant must have insurance in
the amount of $1,000,000 for
personal injury and/or property
damages.

5 years

10/1/2002
9/31/2007

1 three-year
renewal
option open
to annual
rental
negotiation

5 years

9/29/02
10/1/07

1 three-year
renewal
option

Tenant will provide a security
deposit of $1,500

Lessee / Tenant
Description
Republic Parking
System Inc.
Management of the
airport’s public
parking facilities

Weather Service
Left 1/31/06
Long-term lease
payable - airport is
renting land from
KLM Properties

Physical Facilities

Amount

The airport’s public
parking facilities
including parking lot,
surrounding landscaping,
and toll booth

Lessee shall pay the greater of the
two:
$75,000 per year or;
35% of annual receipts per year of
$0 to $50,000 plus
50% of annual receipts per year of
$50,000 to $75,000 plus
65% of annual receipts per year of
$75,000 to $95,000 plus
82.50% of annual receipts per year
of $110,000 to $350,000 plus
87.5% of annual receipts per year
in excess of $350,000
Less cost of credit card fees

Parking rates are to be set at no 5 years
less than
$1.00 for 21 to 40 mins
$2.00 for 41 to 60 mins
Each additional hour, $1
Maximum daily fee $6

Monthly Rent:
6874.28 years 1-20
Option terms
$7,217.99 years 21-25
$7,578.89 years 26-30
$7,957.84 years 31-35
$8,355.73 years 36-40
$8,773.52 years 41-45
$9,212.19 years 46-50

This property is leased by the
20 years
airport to Home Depot. The
airport collects rent from Home
Depot and then pays KLM
Properties for this lease.

5.411 acres

Additional Terms

Term
Length

Begin/End
Date

Renew al
Options

5/1/2005
4/30/2010

1 five-year
option to
renew, at
same terms

2/1/2000
1/31/2020

6 five-7 year
options to
renew

Tenant must have insurance in
the amount of $1,000,000 for
general public liability and
$5,000,000 for personal injury
and or property damages.
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