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The Albuquerque International
Sunport Master Plan Study was
undertaken to evaluate the airport’s
capabilities and role, to forecast
future aviation demand and to plan
for the timely development of new
or expanded facilities that may be
required to meet that demand. The
ultimate goal of the Master Plan is
to provide systematic guidelines for
the airport’s overall development
and operation.

The Master Plan is intended to be a
proactive document which
identifies and then plans for future
facility needs well in advance of the
actual need for the facilities. This is
done to ensure that the City of
Albuquerque can coordinate project
approvals, design, financing and
construction in a timely manner
prior to experiencing the
detrimental effects of inadequate
facilities.

An important result of the Master
Plan analysis is reserving sufficient
areas for future facility needs. This
protects development areas and
ensures they will be readily
available when required to meet
future needs. The intended result is
a detailed land use concept which
outlines specific uses for all areas of

airport property.

The Albuquerque International
Sunport Master Plan was a
cooperative effort between the City
of Albuquerque and Federal
Aviation Administration (FAA).
Technical work was prepared by
Coffman Associates, Inc., NBBJ, and
Molzen-Corbin Associates, Inc.

This Master Plan is evidence that
the City of Albuquerque and
FAA recognize the importance
of Albuquerque International
Sunport to the community,
the region and national air

I-1




transportation system, as well as the
associated challenges inherent in
accommodating future aviation needs.
The cost of maintainingan airport isan
investment which yields impressive
benefits to a community. A sound and
flexible Master Plan will ensure that
Albuquerquelnternational Sunport can
continuetoservetheair transportation
needs for the region.

MASTER PLAN

OBJECTIVES
The primary objective of the
Albuquerque International Sunport

Master Plan istodevelop and maintain
a financially feasible long-term
development program which will satisfy
aviation demand and be compatible
with community development, other
transportation modes, and the
environment. The accomplishment of
this objective requiresthe evaluation of
theexistingairport and adetermination
of what actions should be taken to
maintain an adequate, safeandreliable
airport facility to meet the air
transportation needs of the area. The
completed Master Plan provides an
outline of the necessary development
and give responsible officials advance
notice of future needs to aid in
planning, scheduling and budgeting.

Specific objectives of the Albuquerque
International Sunport Master Plan are:

> To determine projected needs of
airport users through the year
2025;

> To identify existing and future
facility needs;

> To evaluate future airport

facility development alternatives

which will promote safety and
optimize airport capacity, while
not significantly impacting the
environment;

To provide a graphic
representation of the ultimate
airport development;

Topresent land use strategiesfor
the use of airport property;
Toscreen therecommended plan
for potential environmental
impacts;

To establish a schedule of
development priorities and a
program for improvements;
Toanalyzetheairport’sfinancial
requirements for capital
improvement needs and grant
options;

To coordinate this Master Plan
with local, regional, state and
federal agencies;

Todevelop active and productive
public involvement through the
planning process.

MASTER PLAN ELEMENTS
AND PROCESS

TheAlbuquerquelnternational Sunport
Master Plan was prepared in a
systematic fashion following FAA
guidelines and industry-accepted
principles and practices. The Master
Plan for Albuquerque International
Sunport hassix general elementswhich
areintendedtoassist in the discovery of
future facility needs and provide the
supporting rationale for their
implementation. Exhibit I-A provides
a graphical depiction of the
Albuquerque International Sunport
Master Plan process and elements.
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Element One encompasses the
inventory efforts. Theinventory focuses
on collecting and assembling relevant
data pertaining to the airport and the
area the airport serves. This includes
information on existing airport
facilities, operations, and control. Local
economicand demographicinformation
was collected to define the local growth
trends. Planning studies which may
haverelevancetothe Master Plan were
also collected and considered.

Element Two examines the potential
aviation demand for commercial air
service, general aviation, air cargo and

military activity at the airport. This
analysis utilizes local socioeconomic
information, as well as local and

national air transportation trends to
quantify the levels of aviation activity
which can reasonably be expected to
occur at Albuquerque International
Sunport through the year 2025. The
results of this effort are used to
determine the types and sizes of
facilitieswhich will berequired to meet
the projected aviation demands for
Albuquerque International Sunport
over the next twenty-plus years.

Element Three comprises the
demand/capacity analysis. The intent
of this analysis is to compare the
existing facility capacities to forecast
aviation demand and determine where
deficiencies in capacities (as well as
excess capacities) may exist. This
element includes detailed computer
modeling of aircraft operational
characteristics at Albuquerque
International Sunport todeterminethe
capacity of the airfield to accommodate
future demand. The airfield analysis
focuses on determining the optimal
number of runways and runway

configurations to safely accommodate
aircraft operations while maximizing
airfield maintenance and improvement
costs. The ability of existing passenger
terminal building and access facilities,
general aviation and air cargo facilities
to accommodate forecast demand will
also be determined.

Element Four uses the result of the
demand/capacity analysistodetermine
the specific facility needs to
accommodateforecast aviation demand.
Where deficiencies are identified, the
size and type of new facilities to
accommodate the demand are
identified. Theairfield analysisfocuses
on improvements needed to serve the
type of aircraft expected to operate and
the airport and navigational aids to
increase the safety and efficiency of
operations. This element alsoincludes
a determination of passenger terminal
building, general aviation and air cargo
facility needs.

Element Five considers a series of
reasonable solutions to accommodate
the projected facility needs. This
element proposes various facility and
site plan configurations which meet the
projected facility needs. A thorough
analysis is completed to analyze the
strengths and weaknesses of each
proposed development alternative with
the intention of determining a single
direction for development.

Element Six includes two independent,
yet interrelated, work efforts: Financial
Program and Airport Plans. The
financial implementation program
definestheschedules, costs and funding
sources for the recommended
development projects. Airport Plans
represents the detailed graphical



depiction of proposed improvements and
related airspace and obstruction
analyses which ensure a safe and
efficient operating environment for
aircraft operating at Albuquerque
International Sunport.

COORDINATION

TheAlbuquerquelnternational Sunport
Master Plan is of interest to many
within the local community. This
includes local citizens, community
organizations, airport users, airport
tenants, areawide planning agencies
and aviation organizations. As an
important component of the regional,
state and national aviation system, the
Albuquerque International Sunport
Master Plan is of importance to both
state and federal agencies responsible
for overseeing air transportation.

To assist in the development of the
Albuquerque International Sunport
Master Plan, the City of Albuquerque
identified a cross-section of community
members and interested persons to
provide an advisory role in the
development of the Master Plan. As
members of the Advisory Committee or
the Technical Committee, the
committee members reviewed working
papers and provided comment
throughout the study to help ensure
that a realistic, viable plan was
developed.

To assist in the review process, draft
working papers were submitted in a
workbook format as each Master Plan
element is completed. The working
papers allowed for input and review
during each step within the Master
Plan processtoensurethat Master Plan

issues were fully addressed as the
recommended program was developed.

A series of public information
workshopswere alsoscheduled to allow
the public to provide input and learn
about the study. The public
information work shops were conducted
to allow public access to general
information concerning the Master
Plan. Theconsultantsand airport staff
were available to answer individual
guestions.

In addition, special meetings were held
with representatives of the airlines
serving ABQ as well as the general
aviation interestson theairport. These
meetings were held to discuss the
recommended plan with special
emphasis on the rationale behind the
recommendation to ultimately close
Runway 17-35.

The working papers were also made
available tothe general publicover the
internet shortly after submission tothe
committees. The web site also allowed
persons to e-mail comments to the
consultants. Comments received from
the committee meetings, public
workshops, and the web site are
included in the Appendices.

REPORT
ORGANIZATION

The Master Plan technical report for
Albuquerque International Sunport is
organized into functional elements. In
this manner, broad functional portions
of the airport (i.e. airfield, passenger
terminal facilities, general aviation
facilities, air cargofacilitiesand support



facilities) are segregated and organized
into separate chapters of the Master
Plan. This is done for future ease of
reference.

As indicated previously, the Master
Plan analysis follows a specific
procedure from inventory through
forecasting, demand/capacity, facility
requirements, development alternatives
and finally specificplanning and capital
improvements. Within each of these
Master Plan elements, specificattention
is focused on each of the functional
areas of the airport. The common
practice in Master Planning is to
organize each of the Master Plan
elements in a separate chapter of the
Master Plan which combine analyseson
each of the functional areas of the
airport. For airports with a smaller
scope of facilities than Albuquerque
International Sunport this is sufficient
since analysisis limited and can easily
be referenced at a later date.

To assist in future implementation of
the Albuquerquelnternational Sunport
Master Plan, the Master Plan technical
report has been organized into
functional elements to allow a future
user to easily track inventory,
demand/capacity, facility requirements,
alternatives and eventually plans and
improvementsfor each of thefunctional
areason theairport. It should be noted
that in many cases it isdifficult todraw
an exact demarcation between
functional elements. However,
sufficient differentiation does exist
between facilities at Albuquerque
International Sunport toorganizethese
into separate functional areas. Special
care has been taken to ensure
appropriate analysis is given where
areas might overlap.

TheAlbuquerquelnternational Sunport
Master Plan Technical Report includes
nine chapters and related appendices.
These are broken into three volumes
plus an Executive Summary. The
Executive Summary provides an
overview of the Master Plan
highlightingkey information, rationale,
and recommendations. Volume |
provides the basic master planning
information including general
background, aviation forecasts, the
overall recommended development plan,
and the fiscal considerations of the
Master Plan. Volumes Il and IlIl
provide more detailed information on
each component of the airport (airfield,
passenger terminal, air cargo, general
aviation, access, and support facilities.

Chapter One serves as an introduction
tothe Master Plan report and includes
information of the study process,
methodology, and goals and objectives.
Background information on the airport
and regional area is provided to orient
the reader with specifics of the
Albuquerque area.

Chapter Twosummarizestheresults of

Element Two, Aviation Demand
Forecasts.
Chapter Three consolidates the

recommended development programs
for each functional area to define the
overall proposed development for the
airport. Thischapter includesnarrative
descriptions of all proposed
development at theairport and presents
a graphic depiction of all proposed
facility improvements. Chapter Three
also consolidates the individual
development projectsfor each functional
area of the airport into a single,
comprehensive capital improvement



program. The capital improvement
program identifies development
priorities and funding strategies to
implement the proposed development
projects at the airport.

Chapter Four presents the FAA
required Airport Layout Plan set. The
Airport Layout Plan set isa detailed set
of line drawings depicting all proposed
improvements, land use and airspace.

Chapters Five through Nine are
dedicated tothe functional areas of the
airport:airfield facilities(Chapter Five),
air cargo facilities (Chapter Six),
general aviation facilities (Chapter
Seven), passenger terminal building
(Chapter Eight), and parking, access
and support facilities (Chapter Nine).
Each chapter is broken into sections
which present theresultsof all analysis
for that functional area. The existing
facilities of each component are first
described and analyzed to determine
how they meet existing and potential
future needs. Next is a description of
the sizes and types of facilities needed
toaccommodate forecast demand. This
is followed by a section dedicated tothe
development alternativesanalyses. The
final section of each chapter outlinesthe
recommended concepts and
development costs to be incorporated
intothe Master Plan.

ALBUQUERQUE
INTERNATIONAL
SUNPORT

Albuquerque International Sunport is
positioned to serve all segments of the
air transportation industry. As shown
on Exhibit I-B, Albuquerque
International Sunport has facilities to

accommodate commercial airline
activity, air cargo and general aviation
users. Military aviation needs are
accommodated at the adjacent Kirtland
Air Force Base, which shares airfield
facilities with Albuquerque
I nternational Sunport.

The commercial airline segment of the
air transportation industry includes all
air carriers providing scheduled air
service. Asof March 2000, Albuquerque
International Sunport was served by 12
airlines providing nonstop serviceto 28
destinations across the country
including: Amarillo, Texas; Atlanta,
Georgia; Chicago, lllinois; Cincinnati,
Ohio; Dallas, Texas; Denver, Colorado;
El Paso, Texas; Houston, Texas; Kansas
City, Missouri; Las Vegas, Nevada; Los
Angeles, California; Lubbock, Texas;
Midland/Odessa, Texas; Minneapalis,
Minnesota; Oakland, California;
Orlando, Florida; Phoenix, Arizona; St.
Louis, Missouri; Salt Lake City, Utah;

San Diego, California; Seattle,
Washington; Tampa, Florida and
Tucson; Arizona. Convenient

connections at many of these airports
provided one-stop servicetomany of the
remainingmajor destinationsacrossthe
country and internationally.

Themajor airlinesserving Albuquerque
International Sunport included:
American, America West, Continental,
Delta, Frontier, Northwest, Southwest,
TWA and United. Regular service was
also provided by commuter airlines
Mesa, Skywest and regional carrier Rio
Grande Air.

Commercial airline activities are
conducted from the passenger terminal
facilities located in the northwest
quadrant of the airport, north of
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Runway 8-26, and west of Runway 17-
35. The passenger terminal buildingis
primarily accessed from Interstate 25
viaSunport Boulevard. YaleBoulevard
and Girard Boulevard also provide

access to the passenger terminal
building.
The air cargo segment of the air

transportation industry includes the
activities of air mail and air freight/air
express. Air cargo activities at
Albuquerque International Sunport
include the cargo carried by the
scheduled air carriers as well as the
dedicated all-cargo airlines. Dedicated
air freight carriers serving Albuquerque

International Sunport include:
Airborne, Burlington Air, Emory/
Purolator Express, Federal Express,
Kittyhawk, Reliant Airlines, South

Aero, and UPS.

Air cargofacilitiesare presently located
along Runway 3-21 and accessed from
Spirit Drive. Accessto Interstate25is
available via the University Boulevard
interchangelocated approximately one-
mile south of the Spirit Drive/
University Boulevard intersection.

General aviationisthelargest and most
diverse segment of the air
transportation industry. The United
States active general aviation aircraft
constitute 97 percent of all civil aircraft
in use today. General aviation uses
cover abroad rangeof activitiesranging
from personal/recreational flying to air
ambulancetobusiness/commercial uses
such as aerial applicators, aerial
surveying and photography and the
non-scheduled transport of company
staff members from one location to
another. General aviation aircraft
range from one and two seat piston-

powered aircraft tolong-range business
jet aircraft capable of flying non-stop to
international destinations from
Albuquerque.

General aviation facilities at
Albuquerquelnternational Sunport are
located west of the Runway 12-
30/Runway 3-21 intersection. Private
companiesproviding servicestogeneral
aviation users include: Cutter Flying
Service, Seven Bar Aviation, Western
Air, Four Seasons Aviation, and Six T,
Inc. General aviation facilities are
accessed from University Boulevard via
Access Road B to Clark Carr Road.
Clark Carr Road previously extended
directly from University Boulevard to
the general aviation area. This
intersection was eliminated during the
construction of the Consolidated Rental
Car Facility.

Kirtland Air Force Base encompasses
approximately 52,000 acres of land
along the eastern boundaries of
Albuquerque International Sunport.
Kirtland Air Force Base had its
beginnings as a Army Air Corps
training field in 1939. Operating from
Albuquerque’smunicipal airport (which
is now Albuquerque International
Sunport), thefirst military mission was
primarily flight training during World
War |1.

After the war, the mission of the then
Kirtland Army Air Field changed from
flight trainingtoflight test activitiesfor
the Air Material Command in 1946.
This new role was to develop and test
aircraft modifications for weapons
delivery and determine ballistic
characteristics for future nucear
weapons. In 1947, the Army Air Corp
becamethe U.S. Air Forceand Kirtland



Army Airfield became Kirtland Air
Force Base.

As the Air Force’s responsibilities for
theuseand delivery of nuclear weapons
increased, so did the testing and
evaluation missions at Kirtland Air
Force Base. In 1949, Kirtland became
headquarters for the Special Weapons
Command (later known as the Special
Weapons Center) which was charged
with determining future employment of
nuclear weapons. Scientific research
was added to the base in the 1950's to
assess radiation hazards and study
nuclear explosions. In 1963, the newly
created Air Force Weapons Laboratory
absorbed much of the research and

development work of the Special
Weapons Center.
In 1971, Kirtland Air Force Base

merged with the Manzano and Sandia
Bases to the east, retaining the
designation of Kirtland Air Force Base.
Several transitions occurred during the
mid to late 1970s. This included the
establishment of the Air Force Test and
Evaluation Center in 1974,
disestablishment of the Special
Weapons Center in 1976 and transfer of
command from the Air Force Contract
Management Division to the Military
Airlift Command in 1977.

In 1982, theAir Force Space Technology
Center was activated at Kirtland to
become the focal point for Air Force
space technology planning and
development and for coordinating Air
Force programs for space missions. In
1990, the Air Force Space Technology
Center was combined with three Air
Force laboratories to become Phillips
Laboratories. Phillips Laboratories is

now part of the Air Force Research
Laboratory.

In 1993, operational command of
Kirtland Air ForceBasewastransferred
from the Air Mobility Command to the
newly created Air Force Material
Command. The 377™ Air Base Wing
was formed to be the base’s host
organization. In 1998, the 377" Air
Base Wing was transferred under the
Air Armament Center.

The 377th Air Base Wing continues as
the host organization for Kirtland AFB.
The Wing supports more than 200
tenant organizations, including the Air
Force Research Laboratory, Air Force
Operational Test and Evaluation
Center, 58th Special Operations Wing,
New Mexico Air National Guard, Field
Command Defense Special Weapons
Agency, Air Force Inspection Agency,

Air Force Safety Center, the
Department of Energy Albuquerque
Office and Sandia National
Laboratories.

HISTORICAL

PERSPECTIVE

Albuquerquelnternational Sunport was
initially developed in 1937 through a
cooperative effort between the City of
Albuquerque and the New Mexico
Airport Corporation (a subsidiary of
Trans World Airlines). The City of
Albuquerque took responsibility for
developing airfield facilities, while the
New Mexico Airport Corporation
developed a terminal building,
maintenance hangar and fuel storage
facilities on 53 acres owned by the
corporation.



Through World War 1I, the
Albuquerque airport served both the
airline needs of Trans World Airlines
and the growing needs of the Army Air
Corp located adjacent to the airport.
The City of Albuquerque continued to
expand the airfield facilitiesduring the
1940s. By 1945 the airport site had
grown to more than 223 acres.

In 1950, the federal government
negotiated a quitclaim deed with the
City and took possession of the airport.
Over thenext 12 years, the Department
of Defensedevelopedtheairport tomeet
the expanding research and
development programs conducted at the
Air Base. Meanwhile, the New Mexico
Airport Corporation continued
operational control over the civilian
terminal area.

In 1962, the Department of Defense
returned theairfield and most property
west of Runway 17-35 by quitclaim
deed. Under the agreement to return
theairport tothe City, the Department
of Defense retained title tothe air base
while agreeing toprovideairport crash,
fire and rescue services for civilian
operations in accordance with Federal
Aviation Regulations. The Department
of Defense also agreed to pay the City
annual compensation for the use of the
airfield.

Initially, all dvilian facilities were
located northwest of the Runway 17-
35/Runway 8-26 intersection. This
included a new passenger terminal
(constructed in 1965), apron areas, air
mail facility and aircraft storage
hangars. The most significant changes
tothefacilities occurred in the mid and
late 1980's when all general aviation

facilities and the airport maintenance
facilities were re-located to the
southwest quadrant of theairport. This
provided space for the expansion of the
passenger terminal building.

Recent improvements include the
development of the air cargo apron and
building in 1992 and the new airport
traffic control tower in 1994. Runway
8-26 was reconstructed in the mid-
1990s. Runway 3-21 wasreconstructed
and extended to 10,000 feet in the mid-
1990s. Runway 12-30 was
reconstructed and extended to 6,000
feet in the late 1990s. A new postal
facility was alsoadded tothe airport in
1994. Taxiway A was reconstructed in
1993. Taxiway E was constructed in
1991. Four departuregateswere added
toconcourse A in 1996. An observation
deck and food court were added in 1998.

A more recent project relocated all
rental car functions to a consolidated
facility along University Boulevard.
This 76-acre site contains a rental car
terminal, rental ready/return areasand
maintenance/storage areas for each
rental car provider operating at
Albuquerque International Sunport.

AIRP ORT
ADMINISTRATION

Albuquerque International Sunport is
owned and operated by the City of

Albuquerque. The Aviation
Department is responsible for the
management, operation and
development of the airport. The

Aviation Department is one of thirteen
departmentswithin the City.



Exhibit I-C depicts the current
organizational structureofthe Aviation
Department. The overall management
and operation of the airport is the
responsibility of the Aviation Director
who reports directly to the Mayor and
City Council. In Fiscal Year (FY) 2000,
there were 249 full-time, 11 part-time
and 4 part-time temporary positions
authorized for theaviation department.

PREVIOUS FACILITY
PLANNING STUDIES

The previous Master Plan for
Albuquerquelnternational Sunport was
completed in 1994. Using 1991 base
year data, the previous Master Plan
anticipated future demand and facility
needs through the year 2015. The
Master Plan outlined improvements for
the commercial passenger terminal
building, airfield, general aviation and
air cargo areas.

The primary airfield recommendations
included reconstructing Runway 3-21to
serveasa secondary air carrier runway,
closing Runway 17-35, and reconstruct-
ing and extending Runway 12-30.
Runway 3-21 was planned to be
extended to 10,000 feet and equipped
with a precision instrument approach
procedure to Runway 3. This project
was completed in 1994. Runway12-30
was planned to be reconstructed and
extended to a length of 6,000 feet and
serve general aviation users. Thiswas
competed in 1999.

The principal recommendation for the
future development of the passenger
terminal arearequires closing Runway
17-35toprovidefor the expansion of the
terminal buildingalongthe east side of
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the existing terminal and parallel with
the Runway 17-35 alignment. The
feasibility of thisdevelopment and other
terminal development optionsisfurther
examined in this Master Plan update.
The development of Sunport Boulevard
wasenvisionedtoprovidemore efficient
and direct access to Interstate 25.
Sunport Boulevard was constructed in
1998. An expansion to Departure
Concourse A was anticipated to provide
additional departure gates. This was
completed in 1996.

The 1994 Master Plan planned the full
development of the air cargo area along
Spirit Drive. Theinitial air cargoapron
was constructed in 1989 and expanded
in 1996. The air cargo building was
constructed in 1992. Long term air
cargo development was planned for the
east side of Runway 3-21.

While the previous Master Plan
retained general aviation facilitiesinits
present location west of Runway 3-21,
no significant expansion of this area
was planned. The Master Plan
anticipated that Double Eagle Il
Airport,owned and operated by the City
of Albuquerque, would serve any major
growth needs of general aviation
through its designated role as the
general aviation reliever airport for
Albuquerquelnternational Sunport. As
a reliever airport, Double Eagle Il
Airport was constructed to relieve
congestion at Albuquerque
International Sunport by providing an
alternate airfield facility for general
aviation aircraft.

An updated Master Plan for Double
Eagle Il was conducted under a
separate contract, by a separate
consultant, at the sametime as this
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Master Plan for Albuquerque
International Sunport was prepared.

TheAdlbuquerquelnternational Sunport
Landside Master Plan wascompletedin
1998. The purpose of the Landside
Master Plan was “to investigate non-
aviation airport components and
recommend alternatives for the best
current and future uses for airport
properties.” The primary
recommendation of the Landside
Master Plan wasthedevelopment of the
Consolidated Rental Car Facility along
University Boulevard. This was
recommended to provide additional
public parking capacity in the parking
structure and consolidate all rental car
functions on airport. The relocation of
existing rental car functions from the
terminal area also provides an area for
the development of the second terminal
building. A common shuttle will
provide accesstoand from theterminal
for rental car customers. The Landside
Master Plan also re-examined and
refined recommendations consistent
with the 1994 Master Plan.

THE AVIATION
SYSTEM ROLE

Airport planning exists on many levels:
local, state, and national. Each level
has a different emphasis and purpose.
This master plan is the primary local
airport planning document.

At the state level, the airport is
included in the New Mexico Airport
Systems Plan (NMASP). The 2000
NMASP states that the purpose of the
NMASP isfour-fold: (1) The NMASP is
a guide for the State to formulate
policies concerning the investment of
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New Mexico Aviation Fund resour ces;
(2) the NMASP serves as the State’s
input into the National Plan of
Integrated Airport Systems; (3) the
NMASP serves as a point of departure
for development of the a multi-year
programming process to guide federal
and state airport development
assistance and (4) the NMAS P provides
an outline for a capital improvement
program for each system airport that
may be used by airport sponsors in
planning for future maintenance and
development.

The 2000 NMASP includes 59 airports
within the state. Reflective of its
importancetothestatein providingthe
primary commercial air link to the
national air transportation system,
Albuquerque International Sunport is
included in the NMASP. Albuquerque
International Sunport is classified as a
primary, commercial service airport in
the NMASP. While improvements at
Albuquerquelnternational Sunport are
included in the State’s five-year capital
improvement program, improvements
at Albuquerque International Sunport
arenot eligible for state funding. State
statute precludes the granting of state
aviation funds for development at
Albuquerque International Sunport.

At the national level, the airport is
included in the National Plan of
Integrated Airport Systems (NPIAS).
TheNPIAS (1998-2002) includesatotal
of 3,561 airports (both existing and
proposed), together with the airport
development necessary to anticipate
and meet the present and future
requirements in support of civil needs.
An airport must be included in the
NPIAS tobeeligiblefor federal funding
assistance. AlbuquerqueInternational



Sunport is classified as a medium hub,
primary commercial service airport in
the NPIAS.

AREA BACKGROUND

This section brings together individual
studies and data to provide an
understanding of the characteristics of
the local area. Within this sectionisa
brief summary of thelocal economy and
population (providedin greater detail in
Chapter Two), a description of the
ground access systems near
Albuquerque International Sunport,
competitive transportation modes and
local climate.

REGIONAL
SETTING

The Albuquerque metropolitan area is
located in central New Mexico. Located
along the banks of the Rio Grande
River, Albuquerque is largely situated
in the Rio Grande Valley and on the
mesas and slopes which rise along
either side of the valley floor. The
Sandia and Manzano Mountain ranges
extend alongtheeastern edge of thecity
with the Tijeras Canyon separating the
two ranges. West of the city, the land
gradually rises to the Continental
Divide, approximately 90 miles away.

As shown on Exhibit I-D, the
Albuguerque metropolitan area is
located at the crossroads of Interstates
40 and 25. Interstate 40 is a major
east-west ground transportation route
extending between California and
North Carlina. Interstate 40 connects
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Albuquerque directly with Oklahoma
City, Oklahoma; Little Rock, Arkansas;
Memphisand Nashville, Tennessee and
Raleigh, North Carolinatothe east and
Flagstaff, Arizona and Bakersfield,
Californiatothe west.

Interstate 25 is oriented primarily in a
north-south orientation and extends to
El Paso, Texas to south and Buffalo,
Montana to the north. Interstate 25
extends through Colorado Springs,
Colorado; Denver, Colorado, and
Cheyenne, Wyoming tothe north.

LOCAL POPULATION
AND ECONOMY

Albuquerque is the largest city and
metropolitan area in New Mexico. In
2000, the City of Albuquerque had a
population of 448,607. The
Albuquerque population has steadily
grown for many years. Since the 1990
census, the population grew by more
than 16 percent. Between 1980 and
2000, the population grew by 35
percent. Between 1970 and 2000, the
city population essentially doubled.
Table I-A summarizes historical
population estimates for the City of
Albuquerque and comparesthesetothe
Albuquerque metropolitan statistical
area (MSA) and theentire state of New
M exi co. The Albuquerque MSA
(Bernalillo, Sandoval and Valencia
counties) and state of New Mexico have
also experienced steady population
increase. As shown in Table I-A, the
population of both Bernalillo County
and New Mexico have grown at rates
comparabletothe City of Albuquerque.
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TABLE I-A
Historical Population

City of Albuquerque, Bernalillo County, New Mexico

City of Percent Albuquerque Percent State of Percent
Year Albuquerque Grow th MSA Grow th New Mexico Grow th
1970 244,501 N/A 353,717 N/A 1,017,055 N/A
1980 332,920 36.2% 485,430 37.2% 1,303,303 28.1%
1990 384,736 13.5% 589,131 21.4% 1,515,069 16.2%
2000 448,607 16.6% 712,738 21.0% 1,819,046 12.0%

Source: U.S.Census

According to the Greater Albuquerque
Chamber of Commerce (GACC), the
Albuquerque economy is strong and
diverse and is the “state's center for
commerce, finance, communications,
education, manufacturing, transport-
ation and medical facilities.” Major
corporations operating in Albuquerque
include Intel, Motorola Ceramic
Products, Honeywell Defense Avionics,
General Electric, General Mills, Philips
Semiconductors, Sumitomo Sitix
Silicon, Baxter Healthcare, Citicorp
Credit Services, Ethicon Endo-Surgery,
SunHealthcareand Southwest Airlines
Reservation Center. The Department of
Energy operates the Sandia National
Laboratoriesin Albuquerque.

The strength and diversity of the local
economy can easily be seen by
examining employment by sector data
for Albuquerque since 1990.
Employment growth has averaged
approximately three percent annually.
According to the GACC, strong
employment growth in 1993-1995 was
driven by expansions in semiconductor
manufacturing and its suppliers, major
construction projects and services. As
shown in Table I-B, total employment
grew from 265,100in 1990t0354,900in
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2000, an average annual growth rate of
3.0 percent over theten-year period. By
comparison, the Albuquerque MSA
population grew at an average annual
rate of 1.9 percent over the same ten-
year period.

The annual economic trends for the
Albuquerque metropolitan area are
collected by the GACC and summarized
intheir annual report: Economic Profile
of the Greater Albuquerque Region.

After adding 5,100 new jobs between
1990 and 1996, the manufacturing
sector has declined. Affectedin part by
the Asian financial crisisin 1998, most
of the decrease in this sector was dueto
downsizing in the computer chips and
electronicsmanufacturing (which drove
much of the employment growth) and
clothing manufacturing.

The GACC reported that even with
these recent declines, companies were
relocating to the area and existing
companies expanding operations. One
of the former clothing plants recently
closed is being renovated to
accommodate a manufacturing division
relocating to Albuquerque.



Accordingtothe GACC, continued new
home and retail business construction
are sustaining the construction sector.
While 1998 employment in this sector
slumped slightly from a peak in 1996,
construction employment was up 1,000
jobs in 2000 over 1996. In 1997-98,
major construction projects included a

number of department stores and large
retail complexes. For 1998-99, large
retail establishmentscontinuedtodrive
the construction sector. Expansions
and new construction at the primary
hospitals and road, highway and bridge
projects were an important component
in the construction sector. New home
construction totaled 4,382 dwellingsin
1997 and grew to 4,914 homesin 1998,
the highest ever recorded.

TABLE I-B
Albuquerque MSA Employment by Sector
Avg. Ann.
Growth

1990 1992 1994 1996 1998 2000 Rate
Total Employment 265,100 | 276,100 | 307,300 | 326,300 | 338,600 | 354,900 3.0%
Manufacturing 24,300 24,500 28,400 29,400 28,700 | 28,100 1.5%
Construction 14,200 14,400 21,800 22,400 21,700 23,400 5.1%
Transportation & Public Utilities 13,100 12,900 13,200 15,200 16,200 19,800 4.2%
Wholesale & Retail Trade 65,600 66,900 73,800 79,000 81,800 83,000 2.4%
Finance, Insurance & Real Estate 14,800 14,800 16,000 17,000 17,000 18,900 2.5%
Services & Miscellaneous 78,500 85,700 94,300 | 101,100 107,600 | 113,900 3.8%
Government 54,500 56,900 59,800 62,300 65,600 [ 67,800 2.2%
Source: New M exico Department of Labor, Economic Research and Analysis

The GACC reports that the
transportation and public utilities
sector weredriven by competitioninthe
electric and telecommunications
industry.

Wholesale and retail is the second
largest employment sector in
Albuquerque, providing 83,000 jobs in
2000. Growth in this sector is being
supported by the new job growth in
other sectors, population increases, and
expanded incomes. While trailing
national figures ($29,018), per capita
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personal income for the Albuquerque
area ($25,311) was 15 percent higher

than

$21,992.

The new

retail

the New Mexico average of
center

construction over the past few years has
contributed greatly to the available
positionsin this sector.

The growth in the Finance, Insurance
and Real Estate sector was affected by
a large number of bank consolidations.
This sector has rebounded recently as
real estate continuesto expand to



support new home construction and a
expanded retail and business centers.

The Services sector has enjoyed
relatively strong growth since 1990.
Thenearly four percent annual growth,
growth in this sector has been
attributed by the GACC to the
expansion and development of new
teleservicing call centers. The state’s
exemption from interstate tele-
communications gross receipts tax for
800 telephone numbers and wide-area
telephoneservice hasbeen attributed to
the call center growth in the area.
Expansions in the health care services
have also supported growth in this
sector.

The government sector is an important
component of the local economy.
Representing 19 percent of total
employment, thissector issupported by
over 13,000 civilian Department of
Energy and Department of Defense jobs
and 5,400 active and reserve positions.
Employing morethan 33,000 combined,
the University of New Mexico and
Albuquerque Public Schools are alarge
component of this sector. State
employment (4,800) and local
government employment (9,000) also
provide a substantial number of local
positions. This sector has been
attributed to allowing Albuquerque to
successfully manage economiccyclesin
the past.

CLIMATE

The National Oceanicand Atmospheric
Administration (NOAA) describes the
local climate as “arid continental with
abundant sunshine, low humidity, scant
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precipitation and a wide yet tolerable
seasonal range of temperatures.”
Temperaturesin the Albuquerque area
are characteristic of the dry, high
altitude, continental climate. Asshown
in Table I-C, while the daily range in
temperatures is high, extreme
temperatures are rare. Daily high
temperaturesin thewinter months are
near 50, with daily high temperatures
reaching only the freezing mark
occurring only a few days each year.
While daily high temperatures average
near 90 in the summer months,
nighttime temperatures are generally
comfortable due to the large daily
temperature change.

Precipitation within the Rio Grande
Valleyareaislimitedand averagesonly
8.5 inches each year. Nearly half of all
annual precipitation results from
afternoon and evening thunderstorms
during the summer months. According
to NOAA, thunderstorm frequency
increasesbeginningearlyinJuly, peaks
during August and tapers off through
September. Thunderstorms are brief,
sometimes producing heavy rainfall and
often reduce afternoon temperatures.

The very limited precipitation in the
winter months occurs mostly as snow.
Snowfalls are generally less than an
inch, with snowfalls greater than an
inch occurringonly four timesannually.

As shown in Table I-D, on average,
rain falls on only 97 days each year,
while snow can be expected to occur on
26 days. Visibility isrestricted on only
21 days each year.

Accordingtodatamaintained by NOAA,
more than three-fourths of daylight



hourshavesunshine, eveninthewinter
months. The prevalence of sunshine
and limited days of low lying clouds
and/or limited visibilities serves to
increase the operational efficiency and
capacity of Albuquerque International
Sunport by allowing pilotstooperatein
situations with good visibility. This
reduces dependence on navigational

aids to direct aircraft to the airport
which slows the arrival and departure
procedur es. Additionally, visual
conditionsoffer greater flexibility for air
trafficcontrol and in some casesreduces
theneedtoimplement air trafficcontrol
procedures which increase the
separation distances between aircraft
arriving and departing the airport.

TABLE I-C
Temperature and Precipitation Data
Albuquerque, New Mexico
Temperature
(degrees Fahrenheit)
Precipitation Snow fall
Means Extreme (inches) (inches)

Max Min Avg Max Min Mean Max Mean Max
January 47 23 35 69 -17 4 1.3 3 10
February 53 27 41 76 -5 4 1.8 2 10
March 61 33 47 85 8 5 2.2 2 14
April 71 41 56 89 19 4 1.8 1 8
M ay 80 50 65 98 28 .6 2.5 T T
June 90 60 75 107 40 5 2.6 0 0
July 92 65 79 105 52 1.3 3.3 0 0
August 89 63 77 101 50 1.5 3.3 0 0
Septem ber 83 56 70 100 37 .9 2.6 T T
October 72 44 58 91 21 9 3.1 T 3
November 57 32 45 77 -7 5 1.9 1 8
December 48 24 36 72 -7 .5 1.8 3 15
Annual 70 43 57 107 -17 8.5 13.1 11 34
T - Trace Amount
Source: International Station Meteorological Climate Summary
Time period: 1948-1995
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TABLE I-D
Mean Number of Days by Month with Precipitation or Obstructions to Vision
Albuquerque, New Mexico
Precipitation
Obstructions to
Rain (Days) Snow (Days) Vision' (Days)
January 4 5 3
February 4 5 3
March 6 5 2
April 6 2 2
M ay 9 <1 1
June 9 0 <1
July 17 0 1
August 16 0 <1
Septem ber 10 <1 1
October 7 1 2
N ovember 5 3 2
December 4 5 4
Annual Total 97 26 21
! Smoke, Haze, Blowing Snow, Dust or Sand
Source: International Station Meteorological Climate Summary
Time period: 1948-1995

According to Federal Aviation
Administration regulations, visual
flight conditions exist when the cloud
ceilingsare 3,000 feet above the ground
and visibility is greater than three
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miles. As shown in Table I-E, these
conditions occur over 97 percent of the
timein the Albuquerqueregion. Lower
visibility and cloud ceiling situations
are even morerare.



TABLE I-E

Albuquerque, New Mexico

Percent Frequency of Ceiling and Visibility Conditions

Visibility
(Statute Miles)

Ceiling >=1 >=Y >=Y, >=0
>=3,000' 97.9% 97.9% 97.9% 97.9%
>= 200" 99.7% 99.8% 99.8% 99.9%
>=100' 99.7% 99.8% 99.9% 99.9%
>=0 99.7% 99.8% 99.9% 100%

Time period: 1948-1995

Source: International Station Meteorological Climate Summary

Albuquerque enjoys calm wind
conditions a majority of the time.
Sustained winds above 12 miles per
hour occur approximately 80 percent of
thetime, while sustained winds greater
than 25 miles per hour occur only three
percent of the time. Late winter and
spring storms, and occasional east
winds from the Tijeras Canyon, are the
main sour ces of strong wind conditions.

ENVIRONMENTAL
INVENTORY

Available information about the
existing environmental conditions at
the Albuquerquelnternational Sunport
(ABQ) have been derived from the 1994
Environmental Assessment for
Improvements to Runway 3-21 (EA),
1998 Environmental Baseline Survey of
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Approximately 50 Acres of Kirtland Air
Force Base Property Offered For Leaseto
Accommodate a Proposed Extension of
Albuquerque Sunport Runway 12-30
(EBS), and 1998 Landside Master Plan,
aswell asfrom initial coordination with
federal, state, and local agencies. The
intent of this task is to inventory
potential environmental sensitivities
that might affect future improvements
at ABQ. Factorswith potential impacts
include the following:

. Area Land Use

. Historic and Cultural Resources
. Wetlands

. Floodplains

. Water Supply and Quality

. Biotic Resources

. Air Quality
. Geology and Soils
. Solidand Hazardous Waste Sites



AREA LAND USE

ABQ is located in the city of
Albuquerque, south of Interstate 40 (I-
40) and east of Interstate 25 (I-25).
Immediately to the east of the airport,
and operated in conjunction with the
commercial airport facility, is Kirtland
Air Force Base (KAFB). On the Base
are three grade schools (Kirtland
Elementary, Sandia Elementary and
Wherry School) and the Atomic
Museum. Southeast of the Base is the
Sandia National Laboratory, consisting
primarily of vacant land over
underground storage.

North and east of the airport and the
Air Force Base is a large, urban area
containing both single-family and
multi-family dwellings. Included within
these neighborhoods area a number of
public and private grade schools and
parks. Alsolocated north of the airport
are the Puerto del Sol Golf Course (off
Gibson Boulevard and located in the
RPZ for Runway 17 which is
Airport/City property), the New Mexico
State Fairgrounds (off Central Avenue),
and the University of New Mexico (off
Central Avenue). Commercial
businesses within this area are
primarilylocated along Central Avenue,
Gibson Boulevard, Yale Boulevard, San
Mateo Boulevard and Carlisle
Boulevard.

Downtown Albuquerque is located
approximately four miles northwest of
the airport and includes both
commercial/industrial and residential
land uses. The Rio Grande Park and
Zoo are located in this area, as are
several hospitals which include the
Presbyterian, St. Joseph’s, Lovelace
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Memorial, University of New Mexico
and Heart Hospitals, and Atchison,
Topeka and Santa Fe Railroad.

Land uses between the airport and the
Rio Grande River, located west of ABQ,
are primarily vacant and commercial/
industrial. The University of New
Mexico Golf Course is also located
within this area. Land uses west of
both ABQ and the river are primarily
single-family residential with some
commercial/industrial usesalonglsleta
Boulevard, Coors Boulevard, Bridge
Boulevard, and Central Avenue. Again,
schoolsand parksarescattered through
the residential neighborhoods.

Southwest of the airport, land uses are
residential west of the Rio Grande
River, and a combination of residential,
commercial/industrial and vacant east
of the Rio Grande River. Schools are
located in the vicinity of theresidential
neighborhoods.

Land uses south of ABQ are primarily
vacant. Montesa Park islocated within
the wash area, Tijeras Arroyo. The
park contains a number of public
facilities including, a solid waste
transfer station, water reservoir and
well, Conservation offices, Environ-
mental Health Department test site,
fish pond, and a training facility for
heavy equipment (operated by the Army
Corps of Engineers).

On the other side of the Arroyo is the
location of the planned Mesa del Soal
development. Mesa del Sol is planned
for a variety of land uses including
residential, commercial/industrial and
recreational. In January of 1993, the
Mesa del Sol property was annexed by



the City of Albuquerque. This master
planned community totals12,400 acres,
including 2,598 acres of residential
development. The New Mexico State
Land Commission has prepared a Level
A Conceptual Mesadel Sol Master Plan
which iswaiting to be approved by the
Albuquerque City Council. Once it is
approved, marketing efforts will be
focused on developing the employment
phaseof theplan. Approval hasalready
been granted for a Regional Recreation
Complex to be located in this area, and
will includea 16,000 seat amphitheater,
44 ball fields, swimming pools and
picnicpavilions. Theamphitheater was
completed in the summer of 2000. This
recreational facility will be operated by
the County of Bernalillo.

HISTORIC AND
CULTURAL RESOURCES

Aspart of the 1994 EA, correspondence
wasreceived from the Office of Cultural
Affairs - Historic Preservation Division
which identified that the old
Albuquerque Municipal Airport
Building (SR# 482) had been included
in the National Register of Historic
Places, the New Mexico Register of
Cultural Propertiesandisregistered as
a city of Albuguerque Landmark. The
terminal is currently being renovated.
The majority of the Phase | renovation
is complete which included
improvements to the building interior
and exterior. Phase Il, which includes
tenant improvements and landscaping
Is scheduled to start in late 2000.

In addition, as part of the 1994
Environmental Assessment for the
Improvements to Runway 3-21, a
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literature search and field survey was
conducted in 1993 to identify cultural
resourcesinthevicnity of the proposed
runway extension project. Two
archaeological sites with the “potential
to yield information important to the
prehistory of theregion and which have
possibleNational Register significance”
were located. A “prehistoric cultural
locality” was also identified during the
survey. This site was identified as an
old Anasazi site. This site was
excavated, mapped and artifacts
removed and cataloged by Mariah
Assodiates.

Thefirst archaeological sitecontained a
scatter of ceramic and lithic artifacts.
The site area was located between the
extended runway and its taxiway and
had been leveled and extensively
disturbed. The original site was likely
confined to a smaller area and the
artifacts later scattered astheresult of
a grading operation. No structural
features are visible, but the surveyor
noted that subsurface structures and
cultural sediments may exist. The
surveyor anticipated the site was
probably a small hamlet settlement of
Socorro Phase affinity.

The second archaeological site
contained a scatter of lithic artifacts
and fire-cracked rock debris. The fire-
cracked debrisindicated the presence of
a hearth structure(s). The surveyor
noted that it was probable that the site
areawas buried by low dune formation.
According to the surveyor, the site was
probably Late Archaic Period
encampment and may contain hearths
and possible shelter basins or shallow
pithouses.



The prehistoric cultural locality
contained six obsidian flakes. No
associated structural features or
cultural sediments were located.

WETLANDS

The U.S. Army Corps of Engineers
(ACOE) regulates the discharge of
dredged and/or fill material intowaters
of the United States, including adjacent
wetlands, under Section 404 of the
Clean Water Act.

Wetlands are defined by FExecutive
Order 11990, Protection of Wetlands, as
“those areas that are inundated by
surface or groundwater with a
frequency sufficient to support and
under normal circumstances does or
would support a prevalence of
vegetation or aquatic life that requires
saturated or seasonally saturated soil
conditionsfor growth and reproduction.”
Categoriesof wetlandsinclude swamps,
marshes, bogs, sloughs, potholes, wet
meadows, river overflows, mud flats,
natural ponds, estuarine area, tidal
overflows, and shallow lakes and ponds
with emergent vegetation. Wetlands
exhibit threecharacteristics: hydrology,
hydrophytes (plants able to tolerate
various degrees of flooding or frequent
saturation), and poorly drained soils.

Correspondence included in the 1994
EA received from the ACOE, U.S. Fish
and Wildlife Service (USFWS), and the
New Mexico Environmental
Department identified no significant
impacts to wetlands. In addition, a
review of the National Wetland
Inventory (NWI) maps identified no
wetland areas located in the vicinity of
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the airport. According to the ACOE
“theproject was not regulated under the
provisions of Section 404 of the Clean
Water Act”. The determination was
made because no waters of the United
States or adjacent wetlands were
located within the proposed project
area. Thewash area, TijerasArroyo, is
located at an elevation approximately
300 feet lower than the airport. The
wash area may be considered by the
ACOE as a water of the United States.

FLOODPLAINS

As defined in the FAA Order 5050.44,
floodplains consist of “lowland and
relatively flat areas adjoining inland
and coastal water including flood prone
areas of offshore islands, including at a
minimum, that area subject to a one
percent or greater chance of flooding in
any given year”. Federal agencies are
directedtotakeactiontoreducetherisk
of flood loss, minimize the impact of
floods on human safety, health and
welfare, and restore and preserve the
natural and beneficial values served by
floodplains. Floodplains have natural
and benefical values, such as providing
ground water recharge, water quality
maintenance, fish, wildlife, plants, open
space, natural beauty, outdoor
recreation, agriculture and forestry.
FAA Order 5050.44 (12)(c) indicates
that “if the proposed action and
reasonable alternatives are not within
thelimits of a base floodplain (100-year
flood area),” then it may be assumed
that there are no floodplain impacts.
The limits of base floodplains are
determined by Flood Insurance Rate
Maps (FIRM) prepared by the Federal
Emergency Management Agency



(FEMA). ABQ is not located within a
100-year floodplain

Theairport property islocated on top of
a mesa east of the Rio Grande River.
The airfield has relatively minor relief
yet elevations change rapidly in any
direction from the field. The Tijeras
Arroyo establishes the southern
constraint to the airfield. The airfield
has an elevation of 5,352 feet mean sea
level (MSL). The bottom of the Arroyo
is approximately 5,000 MSL.

WATER SUPPLY AND QUALITY

Pursuant to FAA Order 5050.44, the
1982 Airport Act requires that Airport
Improvement Program applications for
projects involving airport location,
runway location, or a major runway
extension shall not be approved unless
the governor of the state in which the
project is located certifies that thereis
“reasonable assurance” that the project
will be located, designed , constructed,
and operated in compliance with
applicable air and water quality
standards. A water quality certificate
for this project will be sought during a
final EA process.

Water supply and quality concerns
related to airport development most
often relateto the following:

. Potablewater supply and quality
. Domestic sewage disposal
. Surface runoff and soil erosion

[-22

Potable Water Supply and Quality

ABQ gets its water supply through a
system of several city owned wells
which are located off airport property.
TheCity of Albugquerque Environmental
Health Department closely monitorsthe
groundwater supplies in the airport
area based on the Superfund sites that
are in the area. There are three
groundwater monitoring wells located
on airport property (near the end of
Runway 8) that are monitored by the
city of Albuquerque Environmental
Health Department. These
groundwater monitoring wells
specifically monitor the water quality
that is associated with area Superfund
sites, specifically the South Valley
Superfund site. According to EPA
officials, contamination from the South
Valley Superfund site is moving up
gradient towards a city water supply
well that supplies water to the airport.
This water supply well is located
northwest of the airport, at the
intersection of Randolph and University
Roads. Theairport’swater supply could
potentially be jeopardized if this water
supply well becomes contaminated.

Domestic Sewage Disposal

ABQ is connected to the City of
Albuquerque sewage collection system.
Between 1994-1998, the sewage treat-
ment plant was expanded and upgraded
to accommodate flow increases within
the City. The improved sewage



treatment plant provides a capacity for
76 million gallons a day, however, the
current flow rate is only 55 million
gallonsaday. Adequate capacity exists
with the current sewage treatment
plant and is projected to meet the areas
demands for the next several years.
The Sewage Treatment Master Plan is
currently being updated by the city.

Surface Runoff and Soil Erosion

ABQ islocated in the Waters of the Rio
Grande watershed. The airport
primarily drains to the south into the
Tijeras Arroyo and ultimately into the
Rio Grande River. Portions of the
airport on the west side drain into the
South Diversion Channel which flows
into the Tijeras Arroyo. Impervious
surfaces such as rooftops and paved
parking lots, roadways, and runways,
are specific characteristics which may
affect the hydrology (runoff quantity)
and water quality of a given drainage
basin.

As an industrial facility, ABQ is
required to comply with Section 402(p)
of the Clean Water Act which includes
the National Pollutant Discharge
Elimination System (NPDES) General
Permit for Storm Water discharges.
ABQ currently holds a valid and
updated Multi-Sector Group NPDES
operating permit.

ABQ has also completed a Storm Water
Pollution Prevention Plan as well as a
Spill Response Plan which responds to
spills from fuel storage facilities.
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BIOTIC RESOURCES

Biotic communities refer to those flora
and fauna (ie. vegetation and wildlife)
habitats which are present in an area.
Impacts to biotic communities are
determined based on whether a
proposal would cause a minor
permanent alteration of existing habitat
or whether it wouldinvolvetheremoval
of a sizeable amount of habitat, habitat
which supports a rare species, or a
small, sensitive tract.

As part of the 1994 EA, the U.S. Fish
and Wildlife Service (USFWS), New
Mexico Game and Fish Department,
and New Mexico Energy, Minerals and
Natural Resources Department were
contacted to determine the current
status regarding potential impacts to
wildlife, plants and native habitat
located in the vicinity of the proposed
project area.

The USFWS provided a “finding of no
effect” on listed species, wetlands, or
other important wildlife resources.
They stated that the runway upgrade
project should have no effect on
federally listed or candidate species.

The New Mexico Game and Fish
Department noted that the proposed
action should not incur significant
impactstowildlife or its habitat.

The New Mexico Energy, Minerals and
Natural Resources Department noted
that three New Mexico endangered
plants may occur in the vicinity of the
airport. These plants included; White



visnagitacactus(Neolloydiaintertexts),
Wright’s fishhook cactus (Mammillaria
wrightii), and Gramagrass cactus
(Toumeya papyracantha).

A literature search and field survey of
theareawascompleted in April 1993 as
part of the 1994 EA. Although suitable
habitat for at least four species of state
endangered or sensitive plant species
existed in the project area, none were
observed. Thesurveyor notedthat little
habitat in the proect area is
undisturbed and much of it has been
subject to decades of continuous use.
Land outside the airport boundaries,
while it retained native habitat, has
been heavily impacted by off-road
vehicle traffic and illegal dumping
resulting in a badly fragmented and
disturbed natural habitat.

Duringtheplant survey, twoBurrowing
owls wereidentified inthe project area.
These owls are protected by the state of
New Mexico. Their burrow was located
just outsideof the proposed construction
zone for the runway extension.

AIR QUALITY

The U.S. Environmental Protection
Agency (USEPA) has adopted air
quality standard that specify the
maximum permissible short-term and
long-term concentrations of various air
contaminants. The National Ambient
Air Quality Standards (NAAQS) consist
of a primary and secondary standards
for six criteria pollutantswhich include:
Ozone (O,), Carbon Monoxide (CO),
Sulfur Dioxide (SO,), Nitrogen Oxide
(NO,), Particulate Matter (PM,,), and
Lead (Pb).
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Primary air quality standards are
established at levels to protect the
public health from harm with an
adequate margin of safety. Secondary
standards are set at levels necessary to
protect the public health and welfare
from any known or anticipated adverse
affects of a pollutant. All areas of the
country are required to demonstrate
attainment with the NAAQS. New
Mexicohasadopted thefederal ambient
air quality standards.

Air contaminants increase the
aggravation and the production of
respiratory and cardiopulmonary
diseases. The standards also establish
the level of air quality which is
necessary to protect the public health
and welfare, including among other
things, affects on crops, vegetation,
wildlife, visibility, and climate, as well
as affects on materials, economic
values, and on personal comfort and
well-being.

Within the ABQ area, the air quality
programs are coordinated with the city
of Albuquerque Environmental Health
Department, which serves as staff for
the Albuquerque/Bernalillo County Air
Quality Control Board and administers
the Statel mplementation Plan (SIP) for
Bernalillo County.

The Middle Rio Grande Council of
Governments (MRGCOG)isrequiredto
complete a Transportation
I mprovements Program (TIP) for the
Albuquerque metropolitan statistical
area (MSA) and a conformity analysis
for Bernalillo County. The TIP
emission budgets are then compared to
the SIP estimates prepared by the city
of Albuquerque Environmental Health



Department and must be below the SIP
levels to maintain conformity.

ABQ is located in an attainment area
under a maintenance plan for moderate
COstandards. Thestatuswasofficially
re-designated in 1996 from non-
attainment for CO tomaintenance area
for CO. According to MRGCOG air
quality personnel,the ABQ area may be
reaching ozone exceedances within the
next twoyears. Being re-designated as
a maintenance area, MRGCOG no
longer has to prepare transportation
control measuresbut must maintain all
other air quality programs initiated
while under non-attainment status.

GEOLOGY AND SOILS

Correspondence received as part of the
1994 EA from the United States
Department of Agriculture (USDA) -
Soil Conservation Service (SCS) in
1992, identified the soilslocated within
the area of ABQ show evidence of
ground subsidence. Collapsiblesoilsare
a major cause of the subsidence. The
SCS recommended that a geotechnical
ground-subsidence study be prepared
prior to any construction in the airport
area to evaluate soil collapse issues.
Soil and/or geotechnical testing is
conducted prior to any construction
activities to determine the stability of
the soilsin the airport area.

SOLID WASTE DISPOSAL SITES

Currently, solid waste at the airport is
collected by thecity of Albuquerque and
transported to the Cerro Colorado
Landfill located approximately 25 miles
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west of the ABQ. Accordingtocity solid
waster personnel, thislandfill currently
has adequate capacity and is expected
to remain open for the next 20 to 25
years.

There are no open landfills located
withintwomilesof theairport property.
A transfer station (convenience center)
islocated in Montesa Park south of the
airport, just over 600 feet southeast of
the south end of Runway 17-35. The
presence of landfills and transfer
stations in the vicinity of airports is of
concern as they often attract scavenger
birds which can increase the potential
for bird strikes. No bird strike problem
has been documented for this transfer
station, which islocated at an elevation
approximately 300 feet lower than the
airport.

There are two closed landfills in close
proximity to the airport. South Yale
landfill, a closed municipal landfill is
located west of Runway 8, on the east
side of 1-25, on airport property. It was
closedinthe1960'sandthelimitsof the
landfill have decreased over the past
thirty years. During this time, a
number of areas within the landfill
have been developed. Portions of this
landfill were impacted by the
construction of Sunport Boulevard and
George Road in 1996. At that timethe
city installed a landfill liner and vent
and landfill gas monitoring system to
allow the release of methane gas
generated by the closed landfill. There
are twelve vents that monitor methane
gas as well as other landfill gases
located in various locations in the
landfill area. These vents are
monitored approximately two to three
timesayear by Aviation Department as



well as by the city of Albuquerque
Environmental Health Department.
Methane gas is detected in fairly large
amounts, also benzene gas is detected.
According to airport personnel, there
has been no detection of contamination
to the airport’s groundwater supply
from the landfill site.

A Landside Master Plan was prepared
in June 1998 which assessed the
development potential of theSouth Yale
Landfill area for airport uses. It
concluded that light uses such as
parking, walkways, and storage areas
are possible uses for the landfill area.
Using the landfill for other facilities
would require proper design and
consideration of geotechnical issues,
including complete removal of solid
waste.

The second closed landfill is the old
KAFB landfill which is located on
KAFB property, adjacent and south of
Runway 26. This landfill is currently
being monitored by KAFB with a
system of wells to identify the potential
release of hazardous materialsintothe
groundwater supply and air.

HAZARDOUS WASTE SITES

Hazardous waste site concerns related
to airport development include the
following:

« EPA National Priorities List (NPL)
sites

 Underground pipeline

* Glycal Use

EPA National Priorities List Sites

Thereareat least twosites listed on the
EPA NPL that arein close proximity to
the airport. The NPL primarily serves
as an information and management
tool. It ispart of the Superfund deanup
process and the NPL is updated
periodically.

Section 105(a)(8)(B) of the
Comprehensive Environmental
Response, Compensation, and Liability
Act (CERCLA), as amended, requires
that the statutory criteria provided by
the Hazard Ranking System (HRS) be
used to prepare a list of national
priorities among the known releases or
threatened releases of hazardous
substances, pollutants, or contaminants
throughout the United States.

The identification of a site for the NPL
is intended primarily to guide the
Environmental Protection Agency
(EPA)in:

 Determining which sites warrant
further investigation to assess the
nature and extent of the human
health and environmental risks
associated with a site;

* ldentifying what CERCLA-financed
remedial actions may be appro-
priate;

* Notifying the public of sites EPA
believes warrant further investi-
gation; and

e Serving notice to potentially
responsible parties that EPA may
initiate CERCL A-financed remedial
action.



The sites listed on the NPL that are in
close proximity to the airport are: the
South Valley (also known as the GE
site) and the Atchison, Topeka, and
Santa Fe (AT&SF) site, also known as
the AT&SF Tie Treater. Thesesitesare
located in the South Valley portion of
Albuquerque.

Industrial development in the South
Valley areabegan inthe 1950'swith the
construction of a metal parts
manufacturing plant by the Atomic
Energy Commission. By the 1960's,
organicchemicals (solvents) werebeing
handled in the area. The South Valley
(GE site) is located approximately one
half mile southwest of the airport and
covers about two square miles. Wellsin
the San Jose well field became
contaminated by organic compounds,
forcing the closure of over twenty
private wells and two Albuquerque
municipal wells. A new city water
supply well wascompletedin April 1987
(Burton #4). Contamination in the sail
and shallow ground water has been
found in the residential area north of
the GE plant. The three groundwater
monitoring wells on airport property
were installed to specifically monitor
the movement of ground water
contaminants from the GE site. The
municipal groundwater supply well
located at the intersection of Randolph
and University Roads is in jeopardy of
being contaminated by the GE site. The
GE contamination is moving up
gradient towards this city well. This
city water supply well supplieswater to
the airport. The three groundwater
monitoring wells are closely evaluated
by the City of Albuquerque
Environmental Health Department.
TheEPA completedtheinitial Remedial
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Investigation/Feasibility Study phasein
1988 along with the installation of a
new replacement city water supply well
in 1987. A remedial Design was
completed in May 1995 on the pumping
and treatment of the deep aquifer inthe
area. Construction began on a
remediation system in May 1995.
Construction was completed on a
recovery system and treatment plant
and remedial operations began in April
1996. On-going remediation efforts
continue on this site as well as
extensive groundwater monitoring by
the EPA and city.

The AT&SF site is located west of
Interstate 25 (1-25) and east of State
Road 47 (SR 47), approximately one to
two miles west of the airport. The EPA
has identified fifteen city of
Albuquerque, three KAFB, and 148
private wells within four miles of the
site that serve an estimated 43,500
people. Thesiteis an abandoned wood-
preservingfacilityinanindustrial area.
AT& SF usedthefacility totreat various
wood products (railroad ties, bridge
timbers, fence posts, etc.) with a
solution of creosote and oil. The site
operated from March 1908 to January
1972, at which time it was closed and
dismantled. Washdown waters, spills
and leakage were disposed of in an
unlined surface impoundment. The
sump and impoundment area covered
approximately 3.4 acres. The site was
proposed on the NPL on October 14,
1992, because of the threat to ground
water. AT&SF and EPA signed an
Administrative Order on Consent on
June 6, 1994 for the performance of the
Remedial Investigation and Feasibility
Study. In April 22, 1999, sludges and
contaminated soilswereremovedin the



old impoundment area. On-going
cleanup efforts are being performed on
the site to continue rectifying the
presence of creosote contaminants in
the groundwater. Groundwater
contaminantsfrom thissite donot seem
to be a threat to any of the water
supplies at the airport.

Underground Pipeline

According to the 1998 EBS, no
hazardous materials or petroleum
products were observed on the property
during the inspection. Evidence of an
abandoned four inch jet fuel line was
observed on adjacent properties,
although no soil staining or unusual
odors were observed. KAFB records
indicate that the abandoned pipeline
was owned and operated by Standard
Transmission Corporation (a
predecessor to Chevron Pipe Line
Company) and traverses the proposed
lease area for Runway 12-30. It was
determined through discussions with
Chevron personnel that the pipeline
had been abandoned for at least 20
years, and no indication of potential
contamination has been noted.

Hydrocarbon testing conducted along
the abandoned pipeline alignment
showed hydrocarbon levels similar to
background levels, suggesting the
absence of hydrocarbon contamination
in the study area. Additional soil tests
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were conducted along the abandoned
pipelineareain December 1998. A total
of six borings were conducted along the
centerline of the pipeline to a depth of
five feet below the existing ground
elevation. A second set of borings were
performed a minimum of 30 feet from
the pipeline alignment and were
intended as background indications for
comparison to samples retrieved along
thepipeline. Noindication of petroleum
was indicated and no odor was present
during drilling activities.

The majority of the pipeline has been
removed during airfield improvement
projects.

Noother records of uses associated with
the use or storage of hazardous
materials or petroleum products was
identified during the preparation of the
EBS. Storage or accumulations of
hazardous and petroleum waste were
not noted during the inspection of the

property.

Glycol Use

During the winter months, it is
sometimes necessary to de-ice aircraft
at the airport. All users at the airport
use propylene as a deicing agent with
the exception of Trans World Airlines
(TWA) which uses ethylene. Glycol is
currently collected and disposed of into
the sanitary sewer system.
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Aviation Demand ﬁ

Chapter Two

Forecasts ‘&l

An important factor in any facility
plan is a definition of the demand
that it should reasonably be
expected to accommodate during
the useful life of its key components.
In airport master planning, this
involves projecting aviation activity
indicators over at least a 20-year
period. Forecasts of passengers,
cargo, based aircraft, and operations
(takeoffs and landings) serve as the
basis for airport facility planning.

FAA Advisory Circular 150/5070-
6A outlines six standard steps
involved in the forecast process.
These include:

1) Determine existing FAA and
other related forecasts for the area
served by the airport.

2) Determine if there are significant
local conditions or changes in
forecast factors.

3) Make and document any
adjustments to the aviation
activity forecasts.

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

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

6) Monitor actual activity levels
DX E=Tle——to=—cie toriae==tf
adjustments are necessary in the
forecasts.

Aviation activity can be affected
by many influences on the
local, regional, and national level,
making it virtually impossible to
predict year-to-year fluctuations
over twenty years with any
certainty. Therefore, it must be
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remembered that forecasts areto serve
only as guidelines and planning must
remain flexible enough to respond to a
range of unforeseen developments.

Recognizing this, it is intended to
develop the Albuquerque International
Sunport Master Plan to be demand-
based rather than time-based. As a
result, the reasonable levels of activity
potential that are derived from the
forecasting effort will be related to
planning horizon levels rather than
datesin time. Theseplanninghorizons
will be established as levels of activity
that will call for consideration of the
implementation of the next step in the
master plan program.

The following forecast analysis
examines recent developments,
historical information, and current
aviation trends to provide an updated
set of aviation demand projections for
Albuquerque International Sunport.
The intent is to permit the City of
Albuquerque to make the planning
adjustments necessary to ensure the
airport is prepared to address future
demands in an efficient and cost-
effective manner.

NATIONAL AVIATION
TRENDS

The Federal Aviation Administration
(FAA) publishes a national aviation
forecast on an annual basis. These
forecasts include projections for major
air carriers, regional/commuters,
general aviation, and FAA workload
measures. They are prepared to meet
budget and planning needs of the
constituent units of the FAA and to
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provideinformation that can be used by
state and local authorities, the aviation
industry, and by the general public.
The current edition when this chapter
was prepared was FAA Aerospace
Forecasts - Fiscal Years 2000-2011.
The forecast uses the economic
performance of the United States as an
indicator of future aviation industry
growth. Similar economic analyses are
applied to the outlook for aviation
growth in international markets.

Accordingtothe FAA, theU.S. aviation
industry outlook for thenext 12 yearsis
for sustained, moderate economic
growth, eventhough growth isexpected
tobe somewhat slower intheshort term
(2001-2004). In addition real fuel prices
over this period are expected to decline
slightly, even though prices have risen
in 2000. Scheduled domestic passenger
enplanements are forecast to increase
3.6 percent annually with scheduled
international enplanements forecast to
increase by an average of 5.1 percent
per year through 2011.

COMMERCIAL AVIATION

The U.S. commercial aviation industry
experienced a sixth consecutive year of
traffic growth in 1999, with passenger
enplanementsgrowing 3.5 percent. This
growth was attributed in part tostrong
U.S. economic growth and to continued
economic expansion. Alsoin 1999, the
industry’s capacity, measured in
available seat-miles (ASM’s), grew by
4.6 percent. This resulted in load
factors decreasing marginally from an
all-time high of 70.9 percent to 70.8
percent, the first decline since 1993.



The regional/commuter industry
continued to grow at significantly
higher rates than the air carriers, with
passenger enplanements increasing by
12.0 percent in 1999. The regional/
commuters also achieved an all-time
high load factor of 57.6 percent.

The regional commuter fleet has
continued to be upgraded with
increasing numbers of regional/
commuter airlines operating 30 to 75
seat regional jets. In fact, regional jets
accounted for nearly half of the
commercial jet orders in 1999,
indicatingthat regional/commuterswill
continuetobethefastest growing sector
of theindustry in the years to come.

The FAA projections for commercial
service and regional/commuter
passenger enplanements indicate
relatively strong growth. As shown on
Exhibit II-A, commercial
enplanements are projected to grow at
an average annual rate of 3.6 percent
through 2011. Regional/commuter
enplane-ments are projected to grow at
an annual rate of 5.5 percent over the
same time frame.

AIR CARGO

U.S. air carrier’s air cargo traffic in
1999 declined for the first time since
1985. Theoverall 1.4 percent declinein
revenueton miles (RTM’'s) was duetoa
3.0 percent decline in international
cargo, as domestic cargo was up 0.3
percent. Aspresented on Exhibit II-B,
freight/express RTM’s are forecast to
morethan doubleover thenext 12 years
as moderateto strong economicactivity
both domestically and internationally
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fuels the demand for the speedy
movement of goods and product by air.
The growth of e-commerce has only
served to heighten this demand. The
annual rate of growth of freight/express
over the 12-year period is forecast to
average 5.4 percent.

By contrast, significantly slower growth
is forecast for air mail as electronic
alternatives (fax, e-mail, etc.) cut into
the volume of mail moved by air.

Domestic and international RTM’s are
projected to increase at an annual rates
of 3.8 percent and 3.1 percent
respectively over the forecast period.

GENERAL AVIATION

TheUnited Statesgeneral aviation fleet
isprojected tototal 230,995 in 2011, an
increase of almost 24,000 aircraft over
the 12-year forecast period (0.9 percent
annual growth). The forecast assumes
that the business use of general
aviation aircraft will expand at a more
rapid pacethan personal use. Themore
expensive and sophisticated turbine-
powered part of the fixed-wing fleet is
expected to grow at four timestherate
of that forecast for the piston aircraft
categories (2.8 percent to 0.7 percent
annually). Thefleet forecasts havebeen
summarized in Exhibit II-C.

The number of active pilots ar e forecast
to increase by 2.1 percent annually
through 2011. Most of this growth is
anticipated in the student and airline
transport categories. General aviation
hoursflown are projected toincrease an
annual average of 2.2 percent through
2011. This larger increase in hours
relative totheincrease in aircraft



indicatesthat a higher utilization of the
general aviation fleet is expected.

The general aviation industry is
particularly vulnerable to an economic
slowdown or recession. The recent
turnaround in the demand for general
aviation productsand services, tenuous
as it is, has occurred during a period of
unprecedented economic growth. It is
not known how the industry or its
customers will react to a protracted
slowing of demand or an economic
recession.

AIRPORT SERVICE AREA

Theservice area of an airport is defined
by its proximity to other airports
providing similar service. Albuquer-
que'sserviceareaisrather extensivein
that it isthe only airport in the state of
New Mexicowith commercial service by
the major airlines. As indicated on
Exhibit II-D, there are 12 other
airports around the state that have
commercial service, but ABQistheonly
one served by the major airlines. All
but one of the other 12 airports have
commuter serviceto ABQ. In fact, ABQ
is the only destination with major
airline services for nine of the airports.

Over 95 percent of the commercial
passengersenplaningin New Mexicodo
so at Albuquerque International
Sunport. Since the Albuquerque
metropolitan statistical area (MSA)
comprises just 39 percent of the
population in the state, it is obvious
that the airport draws passengers from
well beyond the metropolitan area.

El Paso International Airport is the
next closest airport with major airline
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service. It is 224 miles south of ABQ.
Amarillo and Lubbock are the next
closest. They arelocated in west Texas,
278 and 289 miles respectively from
ABQ. Denver International Airport
draws some traffic from northern New
Mexico, and Phoenix Sky Harbor
International Airport draws from the
western New Mexico border.

Over theyears, studies haveshown that
over two-thirds of the ABQ originating
passengers come from within a thirty
mile radius of the airport. The next
largest contributor has been the Santa
Fe/lLos Alamos area. Thus, the six
county area of Bernalillo, Sandoval,
Valencia, Torrance, Los Alamos and
Santa Fe generates over 75 percent of
the passengers at ABQ.

Los Alamos and Santa Fe both have
airports with regional/commuter
service. Los Alamos’ serviceisto ABQ.
Santa Fe’'s service is presently to
Denver, but there is a potential for

regional jet service in the future.
Combined, the two airports have
generated over 30,000 annual

enplanements.

There is good potential that the Santa
Fe traffic will grow in the future.
F.A.R. Part 139 certification is under
consideration. This could eventually
lead to 19-passenger aircraft being
supplemented or replaced by 30- to 60-
seat aircraft including regional jets.

Whileimproving, thelevel of air service
at Santa Fe is still not expected to
approach that available at ABQ. Thus
ABQ can be expected to continue to
draw a smaller, but still significant
share of the Santa Fe market area in
the future.
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Even as commuter service improves
throughout the state, ABQ can expect to
continuetodraw passengersstate-wide.
Therefore, virtually the entire state, as
well as portions of southern Colorado
and eastern Arizona can be considered
as part of the airports secondary trade
area. The six-county area, however,
remains the primary core of the
commercial service market area.

The general aviation service area is
more localized duetothe availability of
other airports that serve general
aviation exclusively. Therefore, the
general aviation market areaislimited
tothe MSA, and primarily toBernalillo
County. In fact, much of that market is
shared with Double Eaglell (the City of
Albuquerque’s other airport).

SOCIOECONOMIC TRENDS

Local and regional forecasts developed
for key socioeconomicvariables provide
an indication of the potential for
supporting growth in aviation activity
at an airport. Three variables found
most valuable in evaluating service
area traffic growth potential are
population, employment, and per capita
personal income (PCPI).

The University of New Mexico Bureau
of Business and Economic Research
(UNM-BBER) regularly updates
forecasts of population for the state and
its counties. The projections available
at the time these aviation forecasts
were prepared were released in April,
1997. Table II-A and Exhibit II-E
depict the historic and forecast
population for the Albuquerque MSA,
thesix-county primary servicearea, and
the state.
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Population in the six-county area has
grown 43 percent since 1980. This
equatestoan annual averagerateof 2.1
percent. The six-county population is
forecast to grow from an estimated
837,737 in 1999 to 1,290,241 by 2025.
This equates to an annual average
growth rate of 1.5 percent. The
population of the state of New Mexico
has grown over 33 percent since 1980.
This equates toan annual average rate
of 1.5 percent. The state population is
forecast to grow from an estimated
1,739,844in 1999 to 2,534,984 by 2025.
This equates to an annual average
growth rate of 1.5 percent.

Employment forecasts were obtained
from The Complete Economic and
Demographic Data Source (CEDDS
2000), by Woods and Poole Economics,
Inc., January 2000. These historic and
forecast wage and salary employment
figures for Bernalillo County, the
Albuquerque MSA, the six-county
primary service area, and the state are
presented in Table II-A and Exhibit
II-E.

Employment in the six county primary
service area grew 77 percent between
1980 and 1999. This equates to
approximately 3.0 percent annually.
Employment is forecast to grow from
534,174 in 1998 to 850,110 by the year
2025. This equates to a 1.7 percent
average annual growth rate. State
employment grew 58 percent duringthe
same time period for a 1.7 percent
annual average. The forecasts for the
state’s employment indicates a 53
percent growth from 945,953 in 1998 to
1,445,080in 2025. Thisequatestoa 1.6
percent average annual rate.



TABLE II-A
Local and Regional Socioeconomic Variables
Albuquerque International Sunport

Per Capital Personal
Population Wage and Salary Employment Income (19928)
New Six-County ABQ New Six-County ABQ New ABQ
Year Mexico Region MSA Mexico Region MSA Mexico MSA
ACTUAL
1980 1,303,303 586,039 485,430 598,966 301,303 247,466 $13,717 $14,864
1981 1,332,747 599,436 497,093 613,692 304,960 249,709 13,712 14,706
1982 1,363,822 609,082 503,286 622,157 304,368 247,180 13,687 15,171
1983 1,394,362 622,098 514,311 634,697 319,415 258,917 13,848 15,696
1984 1,416,719 635,467 525,266 659,493 338,840 275,524 14,400 16,510
1985 1,438,360 648,207 536,073 679,549 357,234 290,378 14,866 17,211
1986 1,462,728 665,729 549,861 685,967 370,765 301,041 14,957 17,614
1987 1,478,519 684,767 564,602 706,376 388,351 315,747 14,937 17,657
1988 1,490,336 696,580 574,007 739,492 406,691 331,147 15,045 17,707
1989 1,503,901 709,110 583,794 759,293 418,665 339,261 15,180 17,592
1990 1,515,933 719,535 591,591 770,505 423,503 342,272 15,399 17,749
1991 1,547,115 732,836 601,981 793,649 435,773 349,336 15,332 17,753
1992 1,580,750 749,635 615,472 807,714 445,368 356,632 15,752 18,225
1993 1,614,937 767,686 628,911 837,363 465,480 372,939 16,076 18,729
1994 1,653,320 788,047 644,959 871,500 484,296 389,903 16,261 19,277
1995 1,682,417 807,212 658,895 903,412 510,444 411,516 16,624 19,662
1996 1,706,151 818,072 667,210 907,100 517,334 417,993 16,710 19,808
1997 1,722,939 827,691 673,182 923,360 526,120 424,221 16,875 20,057
1998 1,733,535 833,110 676,530 945,953 534,174 429,801 17,192 20,552
1999 1,739,844 837,737 678,820 NA NA NA NA NA
FORECAST
2005 1,956,725 959,999 780,614 1,079,170 626,650 501,150 $19,809 $23,057
2010 2,090,678 1,034,975 837,911 1,168,170 681,620 541,630 21,208 24,628
2015 2,232,424 1,114,784 898,479 1,258,850 737,220 582,600 22,646 26,216
2020 2,380,802 1,199,628 962,646 1,351,130 793,330 623,960 24,159 27,863
2025 2,534,964 1,290,241 1,030,907 1,445,080 850,110 665,870 25,789 29,619
Notes: The ABQ MSA consists of Bernalillo, Sandoval, and Valencia Counties.
The Six-County Region consists of the ABQ MSA plus Los Alamos, Santa Fe, and Torrance Counties.
The PCPI for the six-county region is not available.
Sources: Actual Data: U.S. Department of Commerce, Bureau of Economic Analysis

Population Forecast: University of New Mexico, Bureau of Business and Economic Resear ch, April 1997
Employment and PCPI: The Complete Economic and Demographic Data Source (CEDDS, 2000), Woods and Poodle,
Economics, Inc., January 2000.

Per capita personal income (PCPI) is
presented in Table II-A and Table II-
E in 1992 dollars. Forecasts of PCPI
were also obtained from CEDDS 2000.
It should be noted that the PCPI for the
six-county region was not available.
Therefore, the PCPI for the MSA is
substituted on the exhibit.
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As indicated by the table, inflation-
adjusted PCPI has experienced minor
slumps during recessions and growth
therest of the time. The adjusted PCPI
of the MSA grew 38 percent between
1980 and 1998. The MSA PCPI is
projected to grow 44 percent from
$20,552 in 1998 to $29,619 by the year
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2025. The PCPI of the state grew 25
percent during the same time period.

The New Mexico PCPI is forecast to
grow 50 percent from $17,192in 1998to
$25,789 by 2025.

On anational basis, the gross domestic
product (GDP) has grown 80 percent (in
constant, 1996 dollars) since 1980. This
equatestoan average annual growth of
3.1 percent. The national labor supply
is expected to expand at a moderate

rate over the forecast period. Economic
factors such as low interest rates,
increasing capital investment, and
continuedtechnological growth provides
the base for a projected annual growth
rate of 2.8 percent through 2011.
Inflation-adjusted GDP is depicted
along with inflation-adjusted domestic
revenue per passenger mile (yield) and
domesticavailable seat-miles (ASM) on
Table I1I-B.

TABLE II-B
National Independent Variables
GDP Domestic Yield Available Seat Miles

Year 19969 1999 cents per pax mile (billions)

ACTUAL
1980 4,877.2 21.32 349.0
1981 4,963.0 22.95 343.4
1982 4,866.9 20.87 355.9
1983 4,938.4 19.34 374.4
1984 5,292.1 20.41 411.7
1985 5,475.1 18.75 436.7
1986 5,650.4 16.92 488.4
1987 6,128.3 16.15 521.9
1988 6,364.8 16.94 533.3
1989 6,553.6 17.28 529.5
1990 6,656.8 16.67 557.6
1991 6,607.3 16.02 548.4
1992 6,717.2 15.24 554.1
1993 7,083.6 15.70 568.8
1994 7,263.5 14.99 578.1
1995 7,495.9 14.51 602.1
1996 7,733.0 14.69 621.1
1997 8,080.1 14.18 639.9
1998 8,420.8 14.45 644.3
1999 8,768.4 13.97 677.9

FORECASTS
2005 10,374.0 12.21 855.4
2010 11,811.5 12.04 1,052.3
2015 13,724.9 12.87 1,280.3
2020 14,9145 11.70 1,560.7
2025 16,428.0 11.58 1,876.1

Sources: FAA Aerospace Forecasts 2000-2011, March 2000 (and previous years).

FAA Long Range Aerospace Forecasts 2015, 2020, 2025, June 2000.
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FORECAST
METHODOLOGY

The most reliable approach to
estimating aviation demand is through
the utilization of one or more analytical
techniques. Methodologies frequently
considered include: trend line
projections, correlation/regression
analysis, and market share analysis.

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

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

In regression analysis, values for the
aviation demand element in question,
thedependent variable, areprojected on
the basis of one or more other
indicators, the independent variables.
Historical values for all variables are
analyzed to determine the relationship
between the independent and depend-
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ent variables. These relationshipsmay
then be used, with projected values of
the independent variable(s), to project
corresponding values of the dependent
variable.

Market share analysis involves a
historical review of the activity at an
airport or airport system as a
percentage share of a larger statewide
or national aviation market. Trend
analysis of this historical share of the
market is followed by projection of the
shareintothe future. Theseshares are
then multiplied by forecasts of the
activity within the larger geographical
area to produce a market share
projection. This method has the same
limitations as trend line projections,
and similarly can providea useful check
on the validity of other forecasting
techniques.

Forecasts will be developed in the
following sections for the following
categories:

. Commercial service.

. Air freight and air mail
activities.

. General aviation activities.

. Military activities.

. Peaking characteristics (for
commercial and general
aviation).

. Annual instrument approaches

(all categories).

The forecasts will provide the basis for
planning horizon milestones for use in
examining aviation facilities
development over the planning period.



PASSENGER SERVICE
FORECASTS

To determine the types and sizes of
facilities necessary to properly
accommodate present and futureairline
activity at any airport, two basic
elements must be forecast: annual
enplaned passengers and annual
aircraft operations. Annual enplaned
passengersisthemost basicindicator of
demand for commercial service activity.
From a forecast of annual
enplanements, operations and peak
period activity can be projected based
upon behavioral factorscharacteristicof
ABQ or theairlineindustry as a whole.

AIR SERVICE

Exhibit II-F and Table II-C examine

records of annual passenger
enplanements at Albuquerque
International Sunport from 1962

through 1999, the base year for the
Master Plan forecasts. During the
1960's and 1970's, ABQ experienced a
major expansion of passenger activity.
From 1962 to 1979, the airport
experienced an increase of traffic every
year with an annual average growth
rate of 11.5 percent. Total
enplanements grew by over one million
during the 17-year time span.

The airport surpassed one million
enplaned passengers for the first time
in 1978, the year that airline
deregulation went into effect. Traffic
continued toincrease in 1979, the first
full year of deregulation. A worsening
economic recession coupled with the
immediate effects of deregulation,
resulted in traffic declining in each of
the next twoyears. An expanding local

and national economy contributed to
another period of growth. From 1981
through 1990, enplanements increased
by over 1.4 million for an average
annual growth rate of 9.7 percent.

TABLE II-C

Historic Airline Enplanements

Albuquerque International Sunport

Annual

Year Enplanements % Change
1962 196,284 N/A
1963 245,961 25.3%
1964 277,344 12.8%
1965 316,838 14.2%
1966 382,502 20.7%
1967 473,504 23.8%
1968 543,714 14.8%
1969 571,463 5.1%
1970 574,000 0.4%
1971 596,008 3.8%
1972 662,538 11.2%
1973 710,681 7.3%
1974 766,197 7.8%
1975 786,047 2.6%
1976 856,718 9.0%
1977 971,752 13.4%
1978 1,100,669 13.3%
1979 1,239,504 12.6%
1980 1,149,664 -7.2%
1981 1,083,733 -5.7%
1982 1,229,446 13.4%
1983 1,472,570 19.8%
1984 1,721,869 16.9%
1985 1,920,113 11.5%
1986 2,066,129 7.6%
1987 2,141,538 3.6%
1988 2,144,678 0.1%
1989 2,362,570 10.2%
1990 2,491,702 5.5%
1991 2,461,434 -1.2%
1992 2,629,792 6.8%
1993 2,807,489 6.8%
1994 3,077,974 9.6%
1995 3,064,069 -0.5%
1996 3,308,048 8.0%
1997 3,138,663 -5.1%
1998 3,069,629 -2.2%
1999 3,131,951 2.0%

Source: City of Albuquerque Aviation

Department




A 1.2 percent decline in 1991 coincided
with the Gulf War and the beginning of
a brief economic recession. It also
coincided with a decline in both
domestic and worldwide airline
passenger traffic. Thiswasfollowed by
threemoreyearsof growth beforetraffic
once again slowed in 1995.

Enplanements at ABQ reached an all-
time high in 1996 at 3,308,048. By
1998, enplanements, had fallen back to
the 1995 level. This may be
attributable, in part, tothe shortage of
aircraft being experiencedin theairline
fleet during thisperiod. Thisisfurther
evidenced by the decline in airline
operations at ABQ while the airport
load factors increased.

Other factorsincluded discontinuance of
service by U.S. Airwaysin 1997 and by
Reno Air in 1998. Both airlines
experienced financial difficulties and
retreated to smaller, tighter systems.
Since that time, Reno Air has been
acquired by American Airlines and a
merger of U.S. Airways with United
Airlinesis under consideration.

In addition, regional/commuter
passengers have experienced a
significant declineat ABQ. Thisdecline
has been related more to increasing
faresthan toless service.

Passenger trafficbegan togrow againin
1999 with an increase of 2.0 percent. In
the first seven months of 2000, traffic
was up 1.2 percent. For the decade of
the 1990's ABQ enplanements grew
32.6 percent, or an annual average of
2.9 percent.
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Table II-D depicts the enplanements
by theindividual scheduled airlinesthe
last three years. Southwest Airlines
holdsthelargest market share, and has
seen that share grow from 42.3 percent
in 1997 to 47.2 percent in 1999. Delta
Airlines and American Airlines rank
second and third respectively with 11.2
percent and 9.2 percent of the ABQ
passenger market. Regional/commuter
airlines comprised 3.0 percent of the
trafficin 1999, down from 4.2 percent in
1997, and 4.7 percent in 1991.

Theoriginsand destinationsof ABQ air
travelers has changed somewhat over
the last two decades. Table II-E
examines the changesin thetop twenty
destinations from 1980 and 1990 to
1999. The Los Angeles Basin has been
replaced as the top destination by
Phoenix. Phoenix wasranked fourth in
1980, but has increased traffic with
ABQ by over 500 percent. This rise
may be attributable to the
establishment of Phoenix hubs by
Southwest and America West. There
arepresently 21 daily flightstoPhoenix
from ABQ.

Los Angeles is still the second busiest
market, and the Dallas/Ft. Worth
metroplex has remained third over the
two decades. The San Francisco Bay
area hasmoved from fifth tofourth, and
Las Vegas has jumped from eighth to
fifth. Denver has fallen out of the top
five destination from second to tenth.
More regionalized destinations such as
Tulsa, Kansas City, Oklahoma City,
and San Antonio have been replaced in
the top twenty by longer haul
destinations such as Baltimore,
Minneapolis, Orlando, and Portland.
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Table II-F compares the non-stop
destinations currently available from
ABQ to those in 1983 and 1992, the
times of the last two airport master
plans. In 1983, there were 121
departures to 27 cities. In 1992, there
were 130 departures to 26 cities. This
compares to 149 daily departures to 35
citiesin June of 2000.

Albuquerque International Sunport to
its top twenty destinations. ABQ has
daily non-stops to eight of its top ten
markets and 15 of its top twenty
markets. Daily non-stop service is
currently not available to New York,
Washington D.C., Baltimore, Boston,
and Portland. Since the last master
plan, service has been added to the
top twenty destinations of San Diego,

Exhibit II-G graphically compares the Atlanta, Seattle, Minneapolis, and

non-stop flight destinations from Orlando.
TABLE II-D
Passenger Enplanements by Scheduled Airline
Albuquerque International Sunport

1997 Percent 1998 Percent 1999 Percent

Major Airlines
America West 212,344 6.8% 204,940 6.7% 201,491 6.4%
American 343,122 10.9% 294,088 9.6% 289,236 9.2%
Continental 150,904 4.8% 146,326 4.8% 165,062 5.3%
Delta 351,522 11.2% 370,679 12.1% 349,526 11.2%
Frontier 32,703 1.0% 31,352 1.0% 26,988 0.9%
Northwest 79,799 2.5% 75,275 2.5% 79,039 2.5%
Reno Air 57,614 1.8% 10,617 0.3% 0 0.0%
Southwest 1,329,211 42.3% | 1,375,696 44 8% 1,478,691 47.2%
TWA 157,731 5.0% 173,616 5.7% 179,409 5.7%
US Airways 37,713 1.2% 0 0.0% 0 0.0%
United 255,465 8.1% 274,816 9.0% 268,458 8.6%
M ajor Airlines Total 3,008,128 95.8% | 2,957,405 96.3% 3,037,900 97.0%
Regional/Commuters
Great Lakes 2,603 0.1% 0 0.0% 0 0.0%
M esa 114,160 3.6% 99,123 3.2% 74,926 2.4%
Mountain Air 3,847 0.1% 0 0.0% 0 0.0%
Rio Grande Air 0 0.0% 0 0.0% 1,793 0.1%
Skywest 12,497 0.4% 13,101 0.4% 17,332 0.6%
Regional/Commuters
Total 133,107 4.2% 112,224 3.7% 94,051 3.0%
Scheduled Airline
Total 3,141,235 100.0% | 3,069,629 100.0% 3,131,951 100.0%

Asindicated earlier, thetop destination
of Phoenix is served by 20 daily non-
stops, the most of any destination. The
Dallas/Ft. Worth area is second with a

combined 15 daily non-stops to Dallas
Love Field and Dallas-Ft. Worth
International Airport. Denver isthird
with 10 non-stops.
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Several
examined for

analytical
their

Scheduled Enplanements

ENPLANEMENT FORECASTS

techniques were
applicability to
projecting scheduled airline enplane-

ments at ABQ. These included time-
series extrapolation, regression
analyses (using several variables), and
market share analysis. These are the
same analyses considered in the 1993
Master Plan Update.

TABLE II-E

Top Twenty Destination Markets
Albuquerque International Sunport

Destination 1980 Destination 1990 Destination 1999*
1. LosAngeles 93,450 | 1. LosAngeles 282,280 | 1. Phoenix 265,325
2. Denver 75,545 2. Phoenix 243,380 2. Los Angeles 240,290
3. Dallas/Ft. Worth 74,775 | 3. Dallas/Ft. Worth 201,780 | 3. Dallas/Ft. Worth 202,825
4. Phoenix 44,025 4. San Francisco 121,400 4. San Francisco 147,830
5. San Francisco 42,090 5. LasVegas 112,180 5. LasVegas 118,475
6. New York 37,865 6. San Diego 76,200 6. Houston 92,735
7. EI Paso 34,330 7. Houston 68,550 7. New York 87,860
8. LasVegas 31,350 | 8. New York 66,090 | 8. Chicago 84,295
9. Chicago 30,035 | 9. Denver 58,170 | 9. Washington 81,835
10. Houston 28,215 | 10. EIl Paso 57,780 | 10. Denver 70,985
11. Washington 24,675 | 11. Washington 56,150 | 11. San Diego 70,475
12. Tulsa 12,960 | 12. Chicago 47,360 | 12. Seattle 55,185
13. Boston 12,440 | 13. Boston 26,880 | 13. Atlanta 49,595
14. Kansas City 11,535 | 14. San Antonio 26,660 | 14. EI Paso 49,115
15. Oklahoma City 11,510 | 15. Seattle 26,630 | 15. Baltimore 48,185
16. San Antonio 11,470 | 16. Kansas City 25,660 | 16. Minneapolis 41,850
17. Seattle 10,795 | 17. Austin 23,510 | 17. Orlando 41,540
18. Salt Lake City 10,100 | 18. Amarillo 19,920 | 18. Boston 36,355
19. San Diego 9,640 | 19. Lubbock 18,760 | 19. Salt Lake City 35,460
20. Atlanta 8,740 | 20. Minneapolis 16,690 | 20. Portland, OR 34,205
Top Twenty Total 615,545 1,576,030 1,854,420
Total Originations 959,260 2,080,510 2,704,445
Total Enplanements 1,149,664 2,491,702 3,106,973
% Originations 83.44% 83.50% 87.04%

Sour ce:

Passenger Traffic
* Twelve months ended September 1999

Department of Transportation/Air Transport Association, Origin-Destination Survey of Airline
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ALBUQUERQUE

® TOP 20 DESTINATIONS (1999)

. PHOENIX, AZ

. HOUSTON, TX

. LOS ANGELES BASIN, CA
. DALLAS / FT. WORTH, TX
. SAN FRANCISCO BAY, CA
. LAS VEGAS, NV 10. DENVER, CO

® NON-STOP SERVICE MARKETS (June 2000)

ALAMOGORDO, NM
AMARILLO, TX
ATLANTA, GA
CARLSBAD, NM
CHICAGO, IL
CINCINNATI, OH
CLOVIS, NM

COLORADO SPRINGS, CO
DALLAS / FT. WORTH, TX
DENVER, CO

DURANGO, CO

EL PASO, TX

. NEW YORK, NY
. CHICAGO, IL
. WASHINGTON D.C.

. SAN DIEGO, CA
. SEATTLE, WA

. ATLANTA, GA

. EL PASO, TX

. BALTIMORE, MD

. MINNEAPOLIS, MN

. ORLANDO, FL

. BOSTON, MA

. SALT LAKE CITY, UT
. PORTLAND, OR

FARMINGTON, NM
GALLUP, NM
HOUSTON, TX
KANSAS CITY, MO
LAS CRUCES, NM
LAS VEGAS, NV
LOS ALAMOS, NM
LOS ANGELES, CA
LUBBOCK, TX
MIDLAND / ODESSA, TX
MINNEAPOLIS, MN
ORLANDO, FL

PHOENIX, AZ
ROSWELL, NM

SALT LAKE CITY, UT
SAN DIEGO, CA

SAN FRANCISCO, CA
SEATTLE, WA
SILVER CITY, NM

ST. LOUIS, MO
TAMPA, FL
TUCSON, Az

Exhibit 11-G
TOP TWENTY O-D MARKETY
NON-STOP SERVICE DESTINATIONS




TABLE II-F
Non-Stop Service 1983, 1992, and 2000
Albuquerque International Sunport
Daily Flights Daily Flights
1983 1992 2000 1983 1992 2000
Less than 200 miles Between 800 and 1,000 miles
Alamogordo 1 1 1 Minneapolis 0 0 2
Durango 1 2 2 St. Louis 4 3 7
Farmington 10 11 9 San Francisco/Oakland 1 3 2
Gallup 3 0 3
Las Cruces 2 2 3
Los Alamos 9 5 1
Roswell 5 7 6
Santa Fe 0 3 0
Silver City 2 2 3
Taos 0 0 1
Subtotal 33 33 29 | Subtotal 5 6 11
Between 200 and 400 miles Between 1,000 and 1,200 miles
Amarillo 2 2 2 Chicago 0 3 2
Carlsbad 3 3 4 Seattle 0 0 1
Clovis 2 2 3
Colorado Springs 0 2 3
Denver 22 10 10
El Paso 12 5 7
Lubbock 2 2 2
Midland/Odessa 0 1 1
Phoenix 7 19 20
Tucson 2 2 1
Subtotal 53 48 53 | Subtotal 0 3 3
Between 400 and 600 miles Between 1,200 and 1,400 miles
Dallas 13 16 15 Cincinnati 0 0 2
Las Vegas 5 8 5 Atlanta 0 0 3
Salt Lake City 2 3 5
Subtotal 20 27 25 | Subtotal 0 0 5
Between 600 and 800 miles Over 1,400 miles
Houston 2 5 7 Orlando 0 0 1
Kansas City 0 0 3 Pittsburgh 0 2 0
Los Angeles Basin 9 6 8 Tampa 0 0 1
San Diego 0 0 3
Subtotal 11 11 21 | Subtotal 0 2 2
TOTAL NON-STOPS 121 130 149
Sources: Albuquergue International Sunport Consolidated Flight Schedules.

Table II-G examines scheduled
enplanements as a percentage of
domestic enplanements in the United
States. After increasing each year
between 1987 and 1994, the ABQ share
of the U.S. market has declined in

recent years.

The table shows a

projection based upon ABQ maintaining
its 1999 market shareintothe future.

This projection is also presented on
Exhibit II-H for comparison.
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TABLE II-G
Market Share Analysis — ABQ Enplanements
Albuquerque International Sunport

ABQ U.S. Dom. Enpl.
Year Enplanements (Millions) Market Share (%)
1970 574,000 146.7 0.391%
1971 596,008 149.0 0.400%
1972 662,538 165.9 0.399%
1973 710,681 183.2 0.388%
1974 766,197 189.5 0.404%
1975 786,047 186.6 0.421%
1976 856,718 195.1 0.439%
1977 971,752 216.6 0.449%
1978 1,100,669 246.7 0.446%
1979 1,239,504 283.4 0.437%
1980 1,149,664 287.9 0.399%
1981 1,083,733 274.7 0.395%
1982 1,229,446 286.0 0.430%
1983 1,472,570 308.1 0.478%
1984 1,721,869 333.8 0.516%
1985 1,920,113 369.9 0.519%
1986 2,066,129 404.7 0.511%
1987 2,141,538 441.2 0.485%
1988 2,144,678 441.2 0.486%
1989 2,362,570 443.6 0.533%
1990 2,491,702 456.6 0.546%
1991 2,461,434 445.9 0.552%
1992 2,629,792 464.7 0.566%
1993 2,807,489 470.4 0.597%
1994 3,077,974 511.3 0.602%
1995 3,064,069 531.1 0.577%
1996 3,308,048 558.1 0.593%
1997 3,138,663 578.3 0.543%
1998 3,069,629 589.3 0.521%
1999 3,131,951 611.2 0.512%
FORECAST
2005 3,839,488 749.9 0.512%
2010 4,661,248 910.4 0.512%
2025 7,549,440 1,474.5 0.512%

Sources: City of Albuquerque Aviation Department Records

FAA Aerospace Forecasts 2000-2011, March 2000 (and previous years)
FAA Long Range Aerospace Forecasts 2015, 2020, and 2025, June 2000.
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A set of time-series extrapolations of
airline enplanements were developed
based upon varioustime periods: These
included the 37 year period of 1962-
1999, the three decades of 1970-1999,
and thetwo decade period of 1980-1999.
Asisevident from Table II-H, the best
correlation was for the period of 1970-
1999. The correlation coefficient (r%)
was determined to be 0.970. The
correlation coefficient (Pearson's 'r'")
measures the assocation between
changes in the dependent variable
(enplanements) and the independent
variable(s) (calendar years). An r?

greater than 0.95 indicates good
predictive reliability. A value below
0.95 may be wused with the
understanding that the predictive

reliability islower. The statistical fit of
the time-series analysis in all three
periods is good, but the resulting
projections varied. These projections
are presented in Table II-J.

Next several regression analyses were
run toexaminethe correlation between
enplanements and the independent
variables. A variety of local and
national independent variables were
considered. Local variables included
population and wage and salary
employment for the MSA as well as the
six-county region, and the state. Per
capitaincome (inflation-adjusted PCPI)
for the MSA and the state was also
tested. The historic statistics for these
variables were presented on Tables II-
A. On a national level U.S. domestic
enplanements, U.S. gross domestic
product (inflation-adjusted GDP), and
airlinerevenuesper domesticpassenger
mile (inflation-adjusted vyield) were
tested for correlation with passenger
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enplanements at ABQ. The historic
values for these variables were
presented in Tables II-B and 11-G.

The variables were tested over the |ast
two decades as this represents a
significant period of time since airline
deregulation went into effect. A
summary of theresulting correlationsis
included in Table II-H. Several local
and regional variables provided good
correlations. MSA population offered
thebest singlevariable correlation with
an r? of 0.968. The six-county region
employment had the next highest
correlation at 0.965. In fact all thelocal
and regional variables provided an r?
over 0.95 except for state employment
(0.947).

In contrast, none of the national
variables provided and r? over 0.95.
Domestic available seat miles (ASM)
had the highest correlation at 0.945
followed by domestic enplanements at
0.942. Passenger yield and GDP tested
at 0.917 and 0.902 respectively.

The next step was to consider multiple
regressions utilizing key variables.
Table II-H indicates the r? values for
several combinations. Each combina-

tion shown resulted in a higher
correlation than any of the single
variables. The highest resulting
correlation was MSA population

combined with MSA PCPI, yield, and
ASM. This multiple regression
represents four variables. The first
related to a local demand base
(population), a second related to local
economics (PCPI), a third related to
industry pricing (yield), and a fourth
related to industry supply (ASM).



TABLE II-H
Correlation Analysis
ABQ Enplanements

Time-Series Correlation r’ r’
Enplanements, 1962-1999 .956
Enplanements, 1970-1999 .970
Enplanements, 1980-1999 .952
Single Variable Correlations (1980-1999)
vs. MSA Population .968 vs. MSA Adjusted PCPI .958
vs. Region Population .962 vs. New Mexico Adjusted PCPI .956
vs. New Mexico Population .954 vs. U.S. Adjusted GDP .902
vs. MSA Employment .963 vs. U.S. Adjusted Pass. Yield 917
vs. Region Employment .965 vs. U.S. Domestic Enplanements .942
vs. New Mexico Employment .947 vs. U.S. Available Seat Miles (ASM) .945
Multiple Variable Correlations (1980-1999)
vs. M SA Population vs. Region Employment
+ MSA PCPI 977 + MSA PCPI .973
+ Domestic Yield .978 + Domestic Yield 977
+ Domestic Enplanements .967 + Domestic Enplanements 967
+ ASM .972 + ASM .972
+ MSA PCPI + Yield .981 + M SA PCPI + Yield .978
+ MSA PCPI + ASM .978 + MSA PCPI + ASM 975
+ MSA PCPI + Dom. Enpl. 977 + MSA PCPI + Dom. Enpl. .973
+ MSA PCPI + Yield + ASM .981 + MSA PCPI + Yield + ASM .978

Table II-J presents the resulting
projections from the single variable
regression for MSA population, region
employment, and region population, as
well as the four-variable regression
discussed above. Besides the market
share and time-series projections, for
comparison purposes, the table also
includes two standard growth rate
projections of 3.0 and 3.5 percent per
year.

In addition the forecast form the 1993
Master Plan and the FAA’s 1999
Terminal AreaForecasts(TAF)arealso
shown.

It is evident from the table that the
longer the time-series envelope, the
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more conservative the projection. In
addition, the projection resulting from
the regression with employment is
lower than the regressions with
population. Combining the other
variableswith the population tempered
the projection slightly.

Thehighest long-rangeprojectionswere
obtained from the constant market
share and the 3.5 percent annual
growth rate. Thisis not surprising in
that the FAA forecast for U.S. domestic
enplanements calls for 3.6 percent
average annual growth from 2000 to
2011 and 3.2 percent average annual
growth after that.



TABLE II-J
Scheduled Passenger Enplanement Projections (in Millions)
2005 2010 2025
Time-Series Analysis
1962-1999 3.721 4.170 5.518
1970-1999 3.963 4.484 6.048
1980-1999 4.163 4.756 6.536
Regression Analysis (1980-1999)
Single Variable
vs. M SA Population 4.409 5.031 7.126
vs. Region Employment 4.165 4.650 6.138
vs. Region Population 3.705 4.360 7.127
Multi-Variable
vs. MSA Pop. + MSA PCPI + Yield + ASM 4.363 4.955 6.996
U.S. Domestic Market Share (constant) 3.839 4.661 7.549
Growth Rate Projection
3.0% Annually 3.740 4.335 6.754
3.5% Annually 3.850 4.573 7.661
Selected Forecast 3.900 4.700 7.100
1993 Master Plan 4.350 5.125 NA
FAA Terminal Area Plan 4.303 5.175 NA

Exhibit II-H graphically compares
several of the projections. Included on
the graph are the projections for the
1980-1999 time-series analysis, the
M SA population regression, the multi-
variable regression, and the share-of-
the-market analysis. The graph also
indicates that the updated projections
are somewhat lower than the forecasts
from the previous master plan and the
TAF. A planning forecast was chosen
within the range of the projections
depicted on the exhibit. This projection
ispresented in bold on Table II-J. The
selected forecast matches doser to the
lower range of the projections in the
short term, then growing to the mid-
range over the rest of the planning
period.
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® PASSENGER ORIGINATIONS

As indicated earlier, an enplaning
passenger is an air traveler boarding
the aircraft at the airport. These
enplanements include those who are
originating their flight at the airport
(originating passengers) and those who
transfer from one aircraft to another
(connecting passengers). Table II-K
examines the recent history of
originating and connecting passengers
at Albuquerque I nternational Sunport.
Since 1990, originationshave fluctuated
between 83 and 89 percent. At the
same time connecting passengers have
fluctuated around 400,000 annually.



For planning purposes, future
originations were projected to range
from 86 percent to90 percent over the

planning period. The resulting
forecasts are presented on Table II-K.

TABLE II-K

Originating Passengers

Albuquerque International Sunport

Originating Originations Connecting

Year Enplanements Passengers %of Enplaned Passengers

ACTUAL
1980 1,149,664 959,260 83.4% 190,404
1985 1,920,113 1,525,510 79.4% 394,603
1990 2,491,702 2,080,510 83.5% 411,192
1991 2,461,434 2,143,170 87.1% 318,264
1992 2,629,792 2,260,435 86.0% 369,357
1993 2,807,489 2,396,610 85.4% 410,879
1994 3,077,974 2,663,380 86.5% 414,594
1995 3,064,069 2,642,445 86.2% 421,624
1996 3,308,048 2,950,220 89.2% 357,828
1997 3,138,663 2,738,775 87.3% 399,888
1998 3,069,629 2,716,110 88.5% 353,519
1999 3,131,951 2,704,445 86.4% 427,506

FORECASTS
2005 3,900,000 3,393,000 87.0% 507,000
2010 4,700,000 4,136,000 88.0% 564,000
2025 7,100,000 6,390,000 90.0% 710,000

Source: Originating Passengers— U.S. Department of Transportation/Air

Transport Association, Origin-Destination Survey of Airline
Passenger Traffic.

® REGIONAL/
COMMUTER ENPLANEMENTS

Commuter airline passengers make up
a small portion of the scheduled airline
enplanements at ABQ. Asindicated on
Table II-D, the commuter airlines
totaled just 3.0 percent of the scheduled
enplanementsin 1999. Thispercentage
hasdeclined thepast twoyearsfrom 4.2
percent in 1997. In 1991, the base year
of the previous master plan, commuter
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enplanements comprised 4.7 percent of
the scheduled enplanements. During
the first five months of 2000, the
commuter enplanements percentage
was down even further to just 1.2
percent.

Presently commuter serviceis provided
by Mesa Airlines, SkyWest (Delta
Connection) and by Rio Grande Air.
Mesa Airlines utilizes Beech 1900's for
approximately 26 daily flightsto



Colorado Springs and destinations
throughout New Mexico. SkyWest
operates two daily flights to the Delta
hub in Salt Lake City using regional
jets. Rio Grande Air operates Cessha
207's and 208's to Los Alamos, Taos,
and Durango, Colorado.

Mesa Airlines has historically been the
largest commuter airline at ABQ with
its intrastate service throughout New
Mexico. Asisevident from Table II-D,
that traffic has declined dramatically.
Mesa is in the process of phasing out
the majority the Beech 1900 aircraft in
its fleet and replacing the 19-seat
aircraft with 50-passenger regional jets
and 30-passenger turboprops. SantaFe
Is one of the markets expected to be
served by the regional jet. The larger
New Mexicomarkets can expect similar
servicein thefuture. It isexpected that
the regional jets will fly directly to
airline hubs in Phoenix (as America
West Express) and Denver (as United
Express). The same could hald truefor
those to be served by the 30-passenger

aircraft. It can be expected that
airports currently provided flights
under the Essential Air Service

program will continuetohaveserviceto
ABQ. Currently, Alamogordo, Clovis,
Gallup, and Silver City have essential
air service to Albuquerque.

As a result, it is quite likely that the
commuter percentage of scheduled
enplanementscould continuetodecline.
Conversely, thereis also a potential for
supplementing air service to ABQ from
major hubs with regional jets flown by
commuter airlines. For planning
purposes, the commuter enplanements
were forecast as three percent of the
scheduled enplanementsthroughout the
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planning period. The commuter
passenger forecasts are included on
Table II-L.

CHARTER ENPLANEMENTS

Albuquerque International Sunport
supportsa minor level of charter airline
activity.  Table II-L outlines the
number of annual enplanements in
recent years. Over the past two years,
charter passengers have been the
equivalent of 0.06 percent of the
scheduled passengers. With the strong
scheduled service available, charter
activity at ABQ is expected to remain
relatively light. Charter enplanements
are expected toremain at less than 0.1
percent compared to scheduled
enplanements. Table II-L depicts the
charter enplanement forecast.

INTERNATIONAL
ENPLANEMENTS

A 1997 evaluation of international
serviceopportunitiesfromindicatedthe
ABQ market generated a demand of
approximately 100,000 annual origin-
destination passengers with Mexico.
With no current service these
passengers currently connect through
other southwestern airports with
service to Mexico. The study further
recommended pursuing scheduled
serviceto Mexico. The same study also
indicated that there was insufficient
traffic to justify non-stop service to
Canada.

The study concluded that several
markets in Mexico appeared to have
sufficient demand to produce a



profitableroute. Theseincluded Mexico
City, Puerto Vallarta, San Jose del
Cabo with connections to Guadalajara,
Acapulco, and Mazatlan. The study

estimated that the Mexico City route
could operate daily, while the other
routes would could operate three times
a week.

TABLE II-L
Total Enplanement Forecasts
Scheduled Enplanements
Charter Total International

Year Total Majors Regionals Enplanements Enplanements Enplanements
ACTUAL
1997 3,141,235 3,008,128 133,107 918 3,142,153 0
1998 3,069,629 2,957,405 112,224 1,757 3,071,386 0
1999 3,131,951 3,037,900 94,051 1,775 3,133,726 322
FORECASTS
2005 3,900,000 3,783,000 117,000 2,000 3,902,000 59,000
2010 4,700,000 4,559,000 141,000 3,000 4,703,000 94,000
2025 7,100,000 6,887,000 213,000 5,000 7,105,000 213,000
Source: City of Albuquerque Aviation Department records.

The study indicated that a Mexican
airlinesuch asAeroMexicowould bethe
most likely candidate for initiating
service.

At present, there are two Albuquerque
routes are authorized in the U.S.-
Mexico Bilateral Agreement. These
include Chihuahua and Ciudad Juarez.
The study indicated that this could be
revised if desired by a carrier.

For the purposes of this master plan it
isestimated that non-stopinternational
service could eventually evolve into as
much as three percent of the scheduled
airline enplanements at ABQ over the
courseof theplanningperiod. Table I1-
L outlines the potential international
enplanements. It should be noted that
these passengers are included within
the scheduled and charter enplane-
ments as well.

AIRLINE OPERATIONS

The commercial service fleet mix
defines a number of key parametersin
airport planning, including critical
aircraft (for pavement designsand ramp
geometry), terminal complex layout,
and maximum stage length capabilities
(affecting runway length evaluations).
A projection of fleet mix has been
developed for Albuquerque Inter-
national Sunport by reviewing
equipment used by carriersserving the
airport. Exhibit II-J depicts aircraft
types and seating capacities of the
major airlines. In addition, typical trip
length patterns, and the orders that
airlines serving ABQ have placed with
manufacturers for new aircraft have
been considered.

Changes in equipment, airframes and
engines have always had a significant
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AIRCRAFT
TYPE

B747-100
B747-400
B747-200
L-1011
DC-10-40
DC-10-10
DC-10-30
B-777-200
A-300
MD-11
B-767-300
B-757-200
B-767-200
B-737-800
MD-90
B-727-200
A-320
MD-80/83/88
B-737-700
B-737-300
DC-9-50
A-319
B-727-100
MD-87
B-737-200
B-737-500
DC-9-40
DC-9-30
F-100
DC-9-10
F-70

SOURCE: OAG Desktop Flight Guide — North America Edition, June, 2000

Exhibit 11-J
U.S. DOMESTIC AIRLINE SEATING



impact on airline and airport planning
activities. The new technology aircraft
entering the fleet today operate more
efficiently with greater mission
flexibility and reliability. This
flexibility has contributed to the large
number of orders placed for the latest
models of the B737, MD-80 and 90,
A320, and B757. The new 737 aircraft
are being manufactured in several
modelsrangingin seating capacity from
108 t0 184 seats. Southwest Airlinesis
among those ordering the new 737
aircraft. The MD-80 and 90 series had
been the aircraft of choice for Reno Air.
Several airlines have placed orders for
the Boeing 757, ensuring that this
aircraft will be seen in much greater
frequency in the domestic and
international fleets.

Commuter airlines such as Mesa
Airlines and SkyWest are transitioning
to advanced turboprop aircraft and
regional jetsto fit their market needs.
Many of these aircraft have greater
seating capacity, lower operating costs,
and are considerably more comfortable
for the flying public. Regional jet
aircraft are now availablein the 50 and
37-seat ranges.

The following summary of recently
announced purchases or ordersprovides
an overview of how several airlines
presently serving ABQ aretransitioning
their fleets.

America West: AmericaWest is using
B737-300 and A320 aircraft into ABQ .
The A319 has also been introduced into
the market recently in the past year.
The airline has orders and options for
more B737-300 and B757 aircraft, but
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has larger orders for the A319/ A320/
A321.

American: American Airlines
presently flies MD-80's into ABQ. The
airline has a large order for various
B737 aircraft, including the B737-800.
They are expected to phase out the
F100's, and MD-80's, and MD-90's in
the fleet. American continues to
acquire B757's, B767's, and B777's in
the higher seating ranges.

Delta: Delta Airlines presently flies
B737-300s and 800s as well as the
B727-300 aircraft into ABQ. The
airlines have placed orders for the new
B737-600/700/800 aircraft. They have
also hush-kitted existing B737-200 and
B727-200 aircraft. Orders and options
have also been placed for B757, B767,
and B777 aircraft. The airline is also
accelerating the retirement of its MD-
90'sand MD-11's.

Frontier: Frontier presently operates
hush-kitted B737-200's into ABQ.
Their fleet currently consists primarily
of theB737-300's and A319'swith a few
B737-200". The airline has orders for
more A319's and A318's. They also
have options on A320's.

Northwest: Northwest currently uses
B727-200 aircraft into ABQ. The
airline is ordering A319/A320/A321
aircraft aswell asthe A330. They also
have orders for more B757 and B747
aircraft. In addition they have ordered
the RJ 85, aregional jet aircraft. While
plans aretoretire some of their MD-80
and DC-9 aircraft, they intendtoretain
the bulk of their DC-9's for many years.



Southwest: Southwest Airlines has
been operating B737-300, -500, and-700
aircraft at ABQ. Southwest new
aircraft orders are for the B737-300, -
700, and the -800. The airline’s CEO
hasindicated intentionstoexpand seat-
mile capacity by eight percent per year
through 2012.

TWA: TWA presently operates MD-80's
into ABQ. TWA also has hush-kitted
DC-9'sand B727-200 aircraft, although
many of their DC-9 aircraft have been
retired. They are ordering MD-83's,
A318's, B717's, and B757's.

United: United Airlines operates
B737-300 and 500 aircraft as well as
B727's and B757'sinto ABQ. United
has ordered A319/A320's and are
exchanging DC-10 aircraft for B727
hush kits from FedEx. They also have
B767,B747,and B777 aircraft on order.

Mesa:MesaAirlinescurrently operates
Beech 1900'sinto ABQ. The airlineis
reducing its fleet of the 19-passenger
airplane and adding more 30-passenger
Dehavilland Dash 8 turbopropsand the
50 and 30 passenger regional jets.

Skyw est: Skywest Airlines operates as
Delta Connection into ABQ with the
Canadair Regional Jet (CRJ). The
airlinehasphased out the 19-passenger
Metroliner for the EMB-120 (Brasilia)
and 50-passenger CRJ’s.

The long term outlook on the fleet mix
at Albuquerque International Sunport
is dependent on traffic growth and
additional technol ogical advancements.
Current trends and fleet orders have
provided input into the projection of

[1-22

annual departures and operations by
the scheduled carriers.

Table II-M presents a percentage
breakdown of the major airlinefleet mix
by seating capacity for recent years at
Albuquerque International Sunport.
Aircraft within the 125-144 seat range
have been dominant at ABQ. This has
consisted primarily of the Boeing 737-
300 and 400 and the MD-80. The
average seats per departure has
remained relatively constant around
131 duringthelast threeyears. In fact,
the seats per departure has changed
very little over the last decade.

The average seats per aircraft for
domestic flights in the United States
declined between 1994 and 1999.
According to FAA Aerospace
Forecasts Aircraft 2000-2011, the
seats per departure are anticipated to
begin to grow slowly, increasing by just
0.6 seats per year through 2011. Over
the long range, however, seating
capacity isexpected togrow at 1.0 seats
per year.

The boarding load factor (BLF) is
presently averaging 60 percent for the
major airlinesat ABQ. Thisis up from
55 percent in the early 1990's. This
increase follows along with the rise in
the domestic airline load factors over
thesameperiod. The FAA forecast that
the current load factors will be
maintained in the future.

Commuter airline activity has been
dominated by 19-passenger turboprop
aircraft. This could change to the 37
and 50 passenger regional jets over the
planning period.



TABLE II-M
Historic Airline Fleet Mix
Fleet Mix
Seating Capacity 1997 1998 1999
Major Airlines
> 350 0.0% 0.0% 0.0%
220-350 0.0% 0.0% 0.0%
165-219 2.3% 1.7% 3.0%
145-164 12.2% 11.3% 9.9%
125-144 67.2% 68.0% 68.3%
110-124 18.2% 18.4% 18.8%
90-109 0.1% 0.6% 0.0%
<90 0.0% 0.0% 0.0%
Totals 100.0% 100.0% 100.0%
Seats per Departure 131.3 130.7 131.3
Boarding Load Factor 58.1% 59.9% 60.1%
Enplanements per Departure 76.3 78.2 78.8
Annual Enplanements 3,008,128 2,957,405 3,037,900
Annual Departures 39,426 37,814 38,528
Annual Operations 78,852 75,628 77,056
Commuter Airlines
> 60 0.0% 0.0% 0.0%
40-59 3.0% 2.8% 3.6%
20-39 0.0% 0.0% 0.0%
10-19 97.0% 97.2% 88.6%
<10 0.0% 0.0% 7.8%
Totals 100.0% 100.0% 100.0%
Seats per Departure 19.9 19.9 19.1
Boarding Load Factor 56.5% 45.7% 43.4%
Enplanements per Departure 11.3 9.1 8.3
Annual Enplanements 133,107 112,224 94,051
Annual Departures 11,810 12,346 11,347
Annual Operations 23,620 24,692 22,694

The examination of trends in aircraft
use contributes to the airline fleet mix
projectionsthat havebeen developed for
Albuquerque International Sunport.
The forecasts depicted in Table II-N
take into account a continuing
transition to larger aircraft. Thisisin
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line with FAA Aerospace Forecasts
2000-2011 projections for an increasing
seats-per-departureratioin the future.
Therate of increase at ABQ is projected
tobesimilar tothe national average for
domesticflights.



TABLE II-N
Airline Fleet Mix and Operations Forecast
Albuquerque International Sunport

FORECAST
Fleet Mix Actual
Seating Capacity 1999 2005 2010 2025
Major Airlines
> 350 0.0% 0.0% 0.0% 0.0%
220-350 0.0% 0.0% 1.0% 5.0%
165-219 3.0% 6.0% 8.0% 16.0%
145-164 9.9% 15.0% 20.0% 33.0%
125-144 68.3% 63.0% 58.0% 40.0%
105-124 18.8% 15.0% 12.0% 6.0%
90-105 0.0% 1.0% 1.0% 0.0%
<90 0.0% 0.0% 0.0% 0.0%
Totals 100.0% 100.0% 100.0% 100.0%
Seats per Departure 131.3 134.2 138.2 152.3
Boarding L oad Factor 60.1% 62.0% 63.0% 63.0%
Enplanements per Departure 78.8 83.2 87.1 96.0
Annual Enplanements 3,037,900 3,783,000 4,559,000 6,887,000
Annual Departures 38,528 45,500 52,400 71,800
Annual Operations 77,056 91,000 104,800 143,600
Commuter Airlines
> 60 0.0% 0.0% 0.0% 0.0%
40-59 3.6% 10.0% 20.0% 50.0%
20-39 0.0% 15.0% 20.0% 35.0%
10-19 88.6% 70.0% 60.0% 15.0%
<19 7.8% 5.0% 0.0% 0.0%
Totals 100.0% 100.0% 100.0% 100.0%
Seats per Departure 19.1 23.1 27.4 38.4
Boarding L oad Factor 43.4% 45.0% 45.0% 48.0%
Enplanements per Departure 8.3 10.4 12.3 18.4
Annual Enplanements 94,051 117,000 141,000 213,000
Annual Departures 11,347 11,300 11,400 11,600
Annual Operations 22,694 22,600 22,800 23,200
Charter Airlines
> 350 0.0% 0.0% 0.0% 0.0%
220-350 0.0% 0.0% 0.0% 5.0%
165-219 8.9% 10.0% 15.0% 20.0%
145-164 14.3% 20.0% 30.0% 40.0%
125-144 1.8% 10.0% 15.0% 15.0%
110-124 75.0% 60.0% 40.0% 20.0%
90-109 0.0% 0.0% 0.0% 0.0%
<90 0.0% 0.0% 0.0% 0.0%
Totals 100.0% 100.0% 100.0% 100.0%
Seats per Departure 123.3 128.0 136.5 152.7
Boarding L oad Factor 23.2% 25.0% 25.0% 25.0%
Enplanements per Departure 31.7 32.0 34.1 38.2
Annual Enplanements 1,775 2,000 3,000 5,000
Annual Departures 56 63 88 131
Annual Operations (rounded) 112 100 200 300
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A separate fleet mix is depicted for
commuter airlines, since aircraft types
and seating capacities aredramatically
different than those of the major
airlines. Inthelongrange, the forecast
reflects commuter markets served by
turboprops as well as commuter jetsin
the 30 to 50 passenger range.

Charter airline operations were
projected based upon an slightly
increasing seats per departureratioin
the future. In 1999, the B737-200
provided over two-thirds of the charter
operations, and the B727-200
approximately 20 percent of the flights.
Inthefuture,itisanticipated that more
larger aircraft could be utilized,
particularly if an international market
develops. The charter operation
forecasts are also included in Table II-
N.

AIR CARGO

Air cargo is basically comprised of air
freight and air mail. Air freight is
handled by both passenger airlines and
all-cargo airlines. Air mail is handled
primarily by the passenger airlines, but
also by a contract carrier for the United
States Postal Service. Table II-P
summarizes freight and mail tonnage
reported at ABQ since 1973.

AIR FREIGHT

Air freight tonnage began a dramatic
rise in 1986 that continued through
1996. During this period the freight
handled at ABQ grew nine-fold for an
annual averageincrease of 22.1 percent.
This growth rate was driven by
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increasing service to Reno by all-cargo
carriers. Freight volumes dropped by
10 percent in 1997, but have been
increasing since, although yet to reach
the all-time high set 1996.

The ongoing growth of the air freight
industry, particularly in the areas of e-
commerce and just-in-timeinventories,
contributed to the strong growth in air
freight nationwide. Locally, an
expanding economy has further
contributed to this growth.

Table I11-Q examines ABQ total freight
as a percentage of the domestic
freight/express revenue ton-miles
(RTM’s) since 1993. Over this period,
ABQ air freight tons has grown in pace
withthenational RTM’s. Extrapolating
the average market share over the
planningperiodresultsin theprojection
presented in this table.

A time-series analysis was performed
for the period of 1988-1999. Thisperiod
was utilized because it represented the
period of growth after the initial
increases experiencedin 1987 and 1988.
Ther?of thetimeserieswas0.876. The
correlation and the resulting projection
are depicted on Table II-P for
comparison to other projections. This

time series generated the lower
projection than the market share
analysis.

Statistical correlations with local and
national socioeconomic variables were
examined for applicability toair freight
projections. Correlation analyses
focused around the period from 1988 to
1999 as well. As with passenger
enplanements local and regional
variables tested included the MSA, six-



county region, and state population,
employment, and inflation-adjusted per

also tested. Table II-P presents the
results of the analyses for the 1988-

capita personal income (PCPI). On a 1999 period. This includes the
national level, the inflation-adjusted correlation coefficient as well as
U.S. gross domesticproduct (GDP)was resulting projections.
TABLE II-P
Historic Air Cargo (Freight and Mail)
Albuquerque International Sunport
Deplaned Enplaned Total Enplaned
Year Freight (tons) | Freight (tons) | Freight (tons) Mail (tons)
1973 5,302 3,320 8,622 2,076
1974 6,301 3,988 10,289 2,149
1975 5,352 3,479 8,831 2,165
1976 5,601 3,490 9,091 2,636
1977 6,212 3,597 9,809 2,752
1978 6,751 3,617 10,368 2,818
1979 6,926 3,409 10,335 2,973
1980 5,225 2,346 7,571 3,147
1981 4,619 1,795 6,414 3,554
1982 4,834 1,505 6,339 4,308
1983 10,122 7,457 17,579 4,945
1984 11,699 7,348 19,047 5,075
1985 16,288 11,474 27,762 4,774
1986 5,703 2,161 7,864 4,392
1987 13,107 3,136 16,243 4,408
1988 12,363 6,633 18,996 4,168
1989 14,990 7,694 22,684 4,728
1990 17,264 8,327 25,591 5,846
1991 18,082 9,236 27,318 4,771
1992 25,596 15,123 40,719 7,063
1993 32,531 19,909 52,440 8,134
1994 32,043 19,331 51,374 7,575
1995 30,033 22,123 52,156 8,325
1996 41,147 29,998 71,145 8,657
1997 37,768 27,179 64,947 9,947
1998 37,858 27,367 65,225 10,700
1999 39,420 28,264 67,684 11,075

The New Mexico population (r?= 0.949)
provided the highest single variable
correlation, followed by the MSA
population (r> = 0.948). Employment,
PCPI, and GDP variables resulted in
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lower correlations. Testswerealsorun
for themultiplevariables of population,
PCPI, combined with GDP. These
resulted in just slightly higher
correlation.



TABLE II-Q
Air Freight Market Share Analysis
ABQ U.S. Domestic % ABQ U.S. Domestic %

Freight Freight RTM’s Market Enplaned Mail RTM’s Market
Year (tons) (Millions)* Share Mail (tons) (Millions) Share
ACTUAL
1993 52,440 8,557.4 0.00061 8,134 1,816.7 0.00045
1994 51,374 9,334.5 0.00055 7,575 1,988.8 0.00038
1995 52,156 10,342.1 0.00050 8,325 2,073.6 0.00040
1996 71,145 10,655.3 0.00067 8,657 2,126.4 0.00041
1997 64,947 11,177.9 0.00058 9,947 2,276.2 0.00044
1998 65,225 11,527.3 0.00057 10,700 2,300.8 0.00047
1999 67,684 11,453.3 0.00059 11,075 2,410.2 0.00046
FORECAST
2005 92,000 15,672.2 0.00059 15,300 3,040.5 0.00046
2010 121,000 20,533.4 0.00059 19,600 3,639.7 0.00046
2025 258,000 43,700.0 0.00059 36,600 5,680.0 0.00046
* Sour ce: FAA Aerospace Forecasts 2000-2011, March 2000.

As is evidenced on Table II-R, the
single variable regression with state
population produced slightly lower
projections in the short term than the
multiple regression, but a higher long
range projection. This long range
projection is comparable to that of the
market share projection.

Exhibit II-K graphically depicts the
projections as well as the previous
master plan forecast. The 1993 Master
Plan freight forecast has proved to be
low when compared totheresults of the
last eight years. The constant market
share projection was selected as the
Master Plan forecast. This projection
stakesintoaccount theindustry growth
and also compares favorably with the
long range projection based upon local
state population growth.
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AIR MAIL

Enplaned air mail tonnagefrom 1973to
the present is outlined on Table II-P.
Limited historic data was available for
total mail, soenplaned mail wasusedto
evaluate air mail growth. Enplaned
mail methodically from 1973 though
1991 at an annual average rate of 4.7
percent. Asshown on Exhibit II-K,the
volume of air mail jumped in 1992 in
response to increasing commercial
flights aswell as all-mail service by the
Postal Service contract carrier.
Between 1992 and 1999, enplaned air
mail at ABQ increased at an average
annual rate of 6.6 percent toitsall-time
high of 11,075 tons. As shown on the
exhibit, this exceeded the long range
forecast of the previous master plan.



TABLE II-R
Air Freight Projections (U.S. tons)
Correlation Analysis r’ r’
Time-Series (1988-1999) .878
Single Variable Correlations (1988-1999)
vs. M SA Population .948 vs. MSA Employment .906
vs. Region Population .944 vs. Region Employment 915
vs. New Mexico Population .949 vs. New Mexico Employment .907
vs. MSA PCPI .890 vs. New Mexico PCPI 921
vs. U.S. GDP .812
Multiple Variable Correlations
vs. MSA Pop. + NM PCPI .941 vs.NM Pop.+ NM PCPI .944
vs. MSA Pop. + NM PCPI & GDP .943 vs.NM Pop.+ NM PCPI + GDP .947
Projections (tons) 2005 2010 2025
Time-Series 89,000 107,000 160,000
Regression Analysis
vs. New Mexico Population 112,000 138,000 257,000
vs.NM Pop.+ NM PCPI + GDP 114,000 140,000 216,000
Constant Market Share 92,000 121,000 258,000
Selected Forecast 95,000 125,000 258,000
1993 Master Plan 72,000 85,500 NA

The time series from 1988 to 1999
offered the best statistical correlation
(r? = 0.947) of the years tested. The
resulting projection is depicted on
Table II-S and Exhibit 11-K.

The ABQ enplaned mail was also
compared to the national domestic
revenue-tons (RTM’s) of air mail in
Table II-Q. The local market share
averagewasextrapolated toproducethe
constant market share projection
depicted on Table II-Q and Exhibit II-
K.

As with air freight, several statistical
correlations with enplaned air mail
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weretested for the period of 1988-1999.
Thecorrelationsarepresented in Table
I1-S. The best single variable
correlation was found tobe New Mexico
PCPI with an r? of 0.952. Theresulting
projection isdepicted on Table II-S and
Exhibit II-K. Multiple correlations
were also tested with the highest
correlation (r> = 0.947) resulting from
the independent variables of state
PCPI, state population, and national
GDP. The results of this analysis are
also presented on the table and exhibit.
Themultiplecorrelation resulted in the
highest projection, while the constant
market share was the lowest. The
selected forecast was derived as a mid-
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range in the short and intermediate the long term. This forecast is
term moving toward thehigh rangein presented on the table and exhibit.
TABLE II-S
Enplaned Mail Projections (U.S. tons)
Correlation Analysis r’ r’
Time-Series (1988-1999) .947
Single Variable Correlations (1988-1999)
vs. M SA Population 913 vs. MSA Employment .882
vs. Region Population .920 vs. Region Employment .895
vs. New Mexico Population .916 vs. New Mexico Employment .902
vs. MSA PCPI .904 vs. New Mexico PCPI .952
vs.U.S. GDP 917
Multi-Variable Correlations (1988-1999)
vs. Region Pop. + NM PCPI 961 vs.NM Pop.+ NM PCPI 961
vs. Region Pop. + NM PCPI + GDP 961 vs. NM Pop. + NM PCPI + GDP .962
Projections (tons) 2005 2010 2025
Time-Series (1988-1999) 14,900 18,000 27,500
Regression Analysis
vs. New Mexico PCPI 18,000 21,900 34,900
vs.NM Pop.+ NM PCPI + GDP 20,100 24,700 38,900
Constant Market Share 14,000 16,700 26,100
Selected Forecast 15,000 20,000 35,000
1993 Master Plan 7,800 8,650 NA

Table II-T provides a summary
breakdown of the air cargo forecasts.
This includes enplaned and deplaned
freight and mail as well as the
breakdown of freight and mail handled
by the all-cargo carriers versus the
cargo bins of the passenger carriers.
Three years of historic data is also
provided for each component. As is
evident from thetable, deplaned freight
and mail is historically greater than
enplaned. Thisis expected to continue
in the future.

[1-29

Theshareof freight and mail carried by
the all-cargo carriers is forecast to
increase over theplanningperiod. This
is expected because of two factors. The
first being that all-cargo traffic is
forecast toincrease at afaster ratethan
passenger traffic. The second factor is
the higher load factors being
experienced by the passenger airlines
generates more baggage which has
priority over freight and mail in belly of
the aircraft.



TABLE II-T
Air Cargo Forecast Summary (tons)
ACTUAL FORECAST
1997 1998 1999 2005 2010 2025
AIR FREIGHT
All-Cargo
Enplaned 25,209 25,785 26,294 37,600 49,100 103,700
Deplaned 31,940 32,785 34,323 48,700 65,300 138,000
Total 57,149 58,570 60,617 86,300 114,400 241,700
Belly
Enplaned 1,970 1,582 1,970 2,400 2,900 4,300
Deplaned 5,828 5,073 5,097 6,300 7,700 12,000
Total 7,798 6,655 7,067 8,700 10,600 16,300
Total
Enplaned 27,179 27,367 28,264 40,000 52,000 108,000
Deplaned 37,768 37,858 39,420 55,000 73,000 150,000
Total 64,947 65,225 67,684 95,000 125,000 258,000
AIR MAIL
All-Cargo
Enplaned 577 1,391 900 1,800 3,600 9,500
Deplaned 561 1,360 1,278 2,200 3,000 7,300
Total 1,138 2,751 2,179 4,000 6,600 16,800
Belly
Enplaned 9,370 9,309 10,175 13,200 16,400 25,500
Deplaned 10,916 10,877 11,558 14,800 20,000 34,700
Total 20,286 20,186 21,732 28,000 36,400 60,200
Total
Enplaned 9,947 10,700 11,075 15,000 20,000 35,000
Deplaned 11,477 12,237 12,836 17,000 23,000 42,000
Total 21,424 22,937 23,911 32,000 43,000 77,000

ALL-CARGO OPERATIONS

Albuquerque International Sunport is
served by most of the major all-cargo
carriers or their contract carriers.
These include Airborne Express (ABX),
Emery, FedEx, and United Parcel
Service (UPS) as well as several
commuter carriers. These airlines
utilize turboprop and commercial jet
aircraft.

The cargo airlines presently carry
nearly 90 percent of the freight volume
at ABQ. Asindicated in Table II-T,
this can be expected to increase to
nearly 94 percent of thevolumeover the
long range planning period.

All-cargo operations by the commercial
jet aircraft totaled 5,958 in 1999.
Operations by the commuter aircraft
totaled 5,496. As cargovolumesgrow,
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part of the growth can be expected to be
added to existing flights. Additional
flights and larger aircraft will be
necessary to absorb some of the long
range growth. Thus, air cargo
operations were projected to increase,
although not as fast as the cargo
tonnage.

Table II-U presents the operational
forecasts for the all-cargo carriers
takingintoaccount theaircraft sizeand
load factors. The major cargocarriers

deplane more freight and mail at ABQ
than they enplane, so the operations
and mix forecast was developed based
upon forecast deplaned pounds.
Conversely, the commuter carriers
enplane morethan they deplane, sothe
commuter operationswerederived from
enplaned pounds. The commuter cargo
carriers enplane approximately six
percent of the freight and mail at ABQ.
This percentage can be expected to
decrease over time.

TABLE II-U
All-Cargo Airline Operations Forecast
Albuquerque International Sunport
FORECAST
Fleet Mix Actual
Payload Capacity (1bs) 1999 2005 2010 2025
ALL-CARGO COMMERCIAL JET
> 140,000 0.7% 1.0% 2.0% 8.0%
100,000-140,000 11.2% 13.0% 15.0% 20.0%
70,000-100,000 33.3% 35.0% 37.0% 39.0%
50,000-70,000 17.6% 19.0% 18.0% 14.0%
35,000-50,000 9.6% 9.0% 9.0% 7.0%
25,000-35,000 27.6% 23.0% 19.0% 12.0%
< 25,000 0.0% 0.0% 0.0% 0.0%
100.0% 100.0% 100.0% 100.0%
Average Capacity (Ibs) 62,192 65,330 69,420 83,560
L oad Factor 38.4% 42.0% 45.0% 50.0%
Lbs/Dep. 23,899 27,439 31,239 41,780
Deplaned tons 35,598 49,700 66,800 143,100
Annual Departures 2,979 3,600 4,300 6,900
Annual Operations 5,958 7,200 8,600 13,800
ALL-CARGO COMMUTER
Enplaned tons 1,369 2,100 2,500 3,900
Lbs/Dep. 996 1,300 1,400 1,700
Annual Departures 2,748 3,200 3,600 4,600
Annual Operations 5,496 6,400 7,200 9,200
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GENERAL AVIATION

General aviation is defined as that
portion of civil aviation which
encompasses all facets of aviation
except commercial operations. To

determine the types and sizes of
facilities that should be planned to
accommodate general aviation activity,
certain elementsof thisactivity must be
forecast. These indicators of general
aviation demand include:

® Based Aircraft
® Based Aircraft Fleet Mix
® Annual Aircraft Operations

BASED AIRCRAFT

The number of based aircraft is the
most basicindicator of general aviation
demand. Based aircraft at Albuquerque
International Sunport totaled 227 in
1999. Based aircraft at ABQ has
increased since 1991, the base year of
the last master plan, when based
general aviation aircrafttotaled.189. In
fact the based aircraft today exceedsthe
long range forecast of the 1993 Master
Plan.

The number of aircraft based at an
airport is, to some degree, dependent
upon the nature and magnitude of
aircraft ownership in the local service
area. In addition, ABQ isone of several
airports serving the general aviation
needs of the Albuquerque metropolitan
area. Therefore, the process of
developingforecastsof based aircraft for
ABQ begins with a review of historical

aircraft registrations in the area.
Table II-V lists the history of
registered motorized aircraft in

Bernalillo County. Because of the
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number of balloons and gliders
registered in the county, they must be
discounted from the totals to gain a
realisticview of demand for the types of
aircraft that use ABQ.

County Registered Aircraft

Thenumber of motorized aircraft in the
county reached a new high in 1999 at
721. Thisisjust 50 more aircraft than
were registered in 1980. During the
past two decades theregistered aircraft
dipped to a low of 591 in 1989. Since
that time the number of registered
aircraft has been on therise. Over the
last ten years registered aircraft have
increased by 22 percent or an annual
average of 2.0 percent.

Table II-V also compares registered
aircraft to active general aviation
aircraft in the United States.
Unfortunately, the FAA changed its
method of compiling active aircraft this
past year, and historic data was
corrected only back to 1993. Over that
period of time, however, the Bernalillo
County share of the U.S. market of
general aviation aircraft hasfluctuated
around a average of 0.36 percent.
Table II-V presents a projection of
registered aircraft in Bernalillo County
based upon maintainingthispercentage
as a constant market share in the
future.

Atime-seriesextrapolation of registered
aircraft was developed based upon the
periods of 1980 to 1999 and 1989 to
1999. The more recent period had the
best correlation with an r? of 0.891,
compared to 0.335 for the longer term
period. The Table II-W presents the
resulting projection for comparison.



TABLE II-V

Market Share Analysis

Bernalillo County Registered Motorized Aircraft

prior to 1993 are not available.

Bernalillo County
Registered Aircraft

Year Engined U.S. Active GA Aircraft Market Share %
ACTUAL

1980 671

1983 623

1986 620

1987 614

1988 599

1989 591

1990 606

1991 600

1992 604

1993 640 177,119 0.361

1994 647 172,936 0.374

1995 687 188,089 0.365

1996 714 191,129 0.374

1997 692 192,414 0.360

1998 690 204,710 0.337

1999 721 206,530 0.349
FORECAST

2005 790 219,415 0.360

2010 825 229,070 0.360

2025 925 256,400 0.360
Sour ces: Based Aircraft —U.S. Census of Civil Aircraft

U.S. Active Aircraft: FAA Aerospace Forecasts, 2000-2011, March 2000.
FAA Long Range Aerospace Forecasts 2015, 2020, and 2025, June 2000.
Note: FAA changed its methods of estimating Active Aircraft, so estimates for years

Next, further correlation analyses were
conducted to evaluate potential
statistical fits between registered
aircraft and local socioeconomic
variables often linked to general
aviation demand. These variables
include population, employment, and
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per capita income. National inflation-
adjusted GDP was also tested. County
employment provided the best
correlation with an r? of 0.944. A multi-
variable correlation test of county
employment, MSA PCPI, and GDP
provided an r? of 0.963.



Table II-W presents the various
projectionsfor comparison. Themultiple
regression provides a low range
projection while the time-series
represents the high range. The
regression with county employment and
the market share projection areinthe

middle range. The county population
regression was selected as the master
plan. Themarket shareand population
regression are very similar in the near
term, but population regression ismore
optimisticin the long range.

TABLE II-W
Registered Aircraft Projections
Bernalillo County

Correlation Analysis r’ r’
Time-Series (1980-1999) .335 Time-Series (1989-1999) .891
Single Variable Correlations (1988-1999)

vs. County Population .869 vs. County Employment .944

vs. MSA PCPI .891 vs. U.S. GDP .852
Multi-Variable Correlations

vs. Employment + PCPI .962 vs. Employment + PCPI + GDP .963

Projections (tons) 2005 2010 2025

Time-Series (1989-1999) 807 876 1,015
Regression Analysis

vs. County Employment 783 833 994

vs. Employment + PCPI + GDP 743 774 867
Market Share (constant) 790 825 925
Selected Forecast 783 833 994
1993 M aster Plan 637 654 NA

Based Aircraft Forecast

Records on historical data of general
aviation based aircraft at ABQin recent
yearsis limited. Table II-X compares
the current based aircraft to those in
1991, the base year of the previous
master plan. Based aircraft has grown
from 189 to 227 during this period.

Table II-X also compares the based
aircraft at ABQ as a percentage of the
general aviation aircraft registered in

Bernalillo County in 1991 and 1999.
The Sunport’s share of registered
motorized aircraft was 31.5 percent
each year.

Future growth at Albuquerque
I nternational Sunport will be somewhat
dependent upon growth areas of the
metropolitan area, as well as the
services and capacities offered at the
other airports in the region. The
metropolitan areagrowthisreflectedin
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the registered aircraft forecasts. The
direction of thisgrowth and the services

will affect the market share at the
Sunport.

TABLE II-X
General Aviation Forecast
Single Multi- Rotor- County ABQ
Year Engine Engine Jet craft Total Registered Market %
ACTUAL
1990 121 61 7 3 192 606 31.68
1991 123 55 8 3 189 600 31.50
1999 135 79 8 5 227 721 31.48
FORECAST
2005 146 83 12 6 247 783 31.50
2010 153 86 16 7 262 833 31.50
2025 178 98 28 9 313 994 31.50

The growth in the region is occurring
primarily on the west, north and south
sides of the metropolitan area. Double
Eaglell Airport isadesignated reliever
airport located on the northwest side of
thecity. Itishasbeen thelongstanding
policy of the City of Albuquerque
Aviation Department to encourage the
use of Double Eaglell asan alternative
airport for general users. This is
reflected in the 257 aircraft currently
based at the reliever airport. It is
anticipated that the City will continue
to develop Double Eagle Il with
competitive servicesand improvements
to be even more attractive general
aviation.

Coronadoisa private airport located in
north Albuquerque that has 118 base
aircraft. Whilethere arenoguarantees
that a private airport will remain open
inthelongrange, theairport doesserve
a significant clientele of general
aviation users.
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Tothesouth, Mid-Valley Airport at Los
Lunas has 107 based aircraft. This
airport, along with Alexander Airport
located further south in Belen, can be
expected to attract some of the general
aviation activity to be generated by the
south side growth of the metropolitan
area.

For planning purposes, the Sunport is
projectedtomaintain ageneral aviation
based aircraft market sharecomparable
to the last decade. Table II-X reflect
this forecast of based aircraft. Exhibit
II-. compares these forecasts with
those from the previous master plan.
Theforecast issignificantly higher than
the previous master plan forecast,
whoselong rangetotal hasalready been
exceeded.

Based Aircraft Fleet Mix

The fleet mix of general aviation based
aircraft at ABQ was compared to



existingand forecasted U.S. fleet trends
and a projection developed. The overall
national trend indicates a greater
percentage of businessand corporate jet
aircraft in the future. This is being
spurred in large part by the growing
popularity for fractional ownership.
Similar to a time-share, factional
ownership allows many businesses
more affordable access to the
advantages of general aviation
corporate travel. While single-engine
propellor aircraft are experiencing a
comeback of sorts, there percentage is
still expected to decline slightly. Multi-
engine propellor aircraft are also
expected to decline in percentage.
Piston-powered twins are not expected
to grow at all, while turboprop aircraft
are forecast to grow at a much lower
rate than previously expected.

Albuquerque International Sunport's
mix of based aircraft includes higher
percentages of turboprop and business
jet aircraft than the U.S. active general
aviation fleet mix. The U.S. trend in
aircraft mix presented in FAA's
Aerospace Forecasts - 2000-2011,
andthe FAA Aerospace Long Range
Forecast for 2015, 2020, and 2025
contributed to the development of the

ABQ general aviation fleet mix
projections in Table II-X.

GENERAL AVIATION
OPERATIONS

General aviation operations are

classified by airport traffic control into
two types: local and itinerant. A local
operation is a take-off or landing
performed by an aircraft that operates
in the local traffic pattern within sight
of the airport or which executes
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simulated approaches or touch-and-go

operations at the airport. L ocal
operations are typically training
operations. Itinerant operations are

those performed by an aircraft with a
specificorigin or destination away from
the airport.

Itinerant Operations

Exhibit II-M and Table II-Y depict the
last two decades of annual general
aviation itinerant and local operations
at Albuquerque International Sunport.
The exhibit alsocompares the previous
master plan forecasts with the activity
since. General aviation itinerant
operations generally declined through
the 1980'sand early 19900's, reaching a
low of 47,728 in 1995. Itinerant
operations have rebounded somewhat
since that time to just over 62,000 in
1999. Statisticsfor thefirst fivemonths
of 2000 was up over 13 percent from the
previousyear. Thus,it appearsthat the
long downturn has been replaced with
positive growth in general aviation
trafficat ABQ.

Table II-Y also presentsthe history of
general aviation operations at airports
with FAA control towers. While FAA
forecastsactivegeneral aviation air craft
to increase by 23 percent by the year
2025, general aviation itinerant
operations at the towered airports
(including ABQ) areforecast toincrease
by 48 percent over thesametimeframe.

Therefore, aircraft operations can be
expected to increase at a faster rate
than based aircraft in the future.
Table II-Y depicts the percentage
market share of the towered airport
general aviation itinerant operations
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attributable to ABQ since 1980. This
percentage declined through the early
1990's, but has seemed to stabilize in

forecast to maintain a fairly stable
market shareover the planning period.
The itinerant operations forecasts are

recent years. Thus, general aviation presented in Table II-Y and on
itinerant operations at ABQ were Exhibit 1I-M.
TABLE II-Y
General Aviation Operations Forecast
Albuquerque International Sunport

GA Local GA Itin.

Ops. U.S. Ops. U.S.

Total Local Itinerant Towered Market Towered Market

Year Operations Operations Operations (millions) | Share % | (millions) Share %
ACTUAL
1980 128,254 18,682 109,572 20.6 0.0907% 28.3 0.387%
1981 120,858 14,413 106,445 18.2 0.0792% 26.4 0.403%
1982 97,359 8,330 89,029 135 0.0617% 20.7 0.430%
1983 91,074 6,780 84,294 14.0 0.0484% 21.3 0.396%
1984 86,007 5,160 80,847 14.6 0.0353% 22.2 0.364%
1985 87,985 5,426 82,559 14.8 0.0367% 22.4 0.369%
1986 81,103 4,055 77,048 15.2 0.0267% 21.9 0.352%
1987 83,034 3,321 79,713 15.8 0.0210% 22.1 0.361%
1988 80,161 2,826 77,335 15.4 0.0184% 22.1 0.350%
1989 80,821 1,904 78,917 15.7 0.0121% 22.1 0.357%
1990 79,711 2,564 77,147 17.1 0.0150% 231 0.334%
1991 75,311 3,420 71,891 16.6 0.0206% 22.2 0.324%
1992 73,617 2,876 70,741 16.3 0.0176% 221 0.320%
1993 69,265 3,546 65,719 15.5 0.0229% 211 0.311%
1994 68,316 4,636 63,680 15.2 0.0305% 211 0.302%
1995 52,204 4,776 47,428 15.1 0.0317% 20.9 0.227%
1996 59,433 5,022 54,411 14.5 0.0347% 20.8 0.261%
1997 67,179 7,887 59,292 15.2 0.0520% 21.7 0.274%
1998 71,798 12,606 59,192 16.0 0.0790% 221 0.268%
1999 72,692 10,622 62,070 17.0 0.0625% 23.0 0.269%
FORECAST
2005 83,000 12,300 70,700 18.9 0.0650% 25.7 0.275%
2010 90,300 13,300 77,000 20.5 0.0650% 28.0 0.275%
2025 109,400 15,900 93,500 24.5 0.0650% 34.0 0.275%

Local Operations

Local operations at Albuquerque
International Sunport have been
growing since bottoming out in 1989 at
1,904. In 1998, | ocal operationsreached
12,606, the highest since 1981. L ocal
operations were down 16 percent in
19991t010,622. In thefirst five months
of 2000, however, local operations were
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back up by 16 percent from the same
period in1999.

Table II-Y and Exhibit II-M present
the history of local operations for
comparison to the forecast of the
previousmaster plan. The 1993 Master
Plan had projected local operations to
remain at a constant 3,000 annually.




The table also compares ABQ local
general aviation operations as a
percentage of local operations at FAA
towered airports. The market share
declined through the 1980's but has
recovered somewhat in the late 1990's.
The FAA projectslocal general aviation
operationstoincrease by 44 percent by
2025.

Because of the availability of Double
Eagle Il Airport as a reliever airport,
local operations are not expected to
grow significantly at ABQ. Double
Eagle |l Airport hasa more compatible
mix of traffic, so the general aviation
training operations do not have to mix
with the larger, faster commercial jet
and military aircraft present at ABQ.
Local operations were projected to
remain at a constant share of the FAA
towered local operations through the
planning period. This is presented in
Table II-Y. As indicated on Exhibit
II-M the new Master Plan forecast for
general aviation operations is very
comparable to the FAA Terminal Area
Forecast.

OTHER AIR TAXI

Air taxi activity hasbeen independently
reported by air traffic control towers
since 1972 andwasinstitutedtoinclude
commuter passenger and all-cargo
airlines, as well as for-hire general
aviation operations. Commuter airline
operations were forecast earlier along
with the major airline operations.
Subtracting the commercial passenger
and all-cargo operations from the air
taxi operations reported by the ATCT
indicates other air taxi operations
totaled 1,164 in 1999. This operation
level was forecast toincrease at a rate
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similar to that projected for general
aviation itinerant operations. Thenon-
scheduled air taxi operations forecasts
for Albuquerque International Sunport
are presented in the summary table at
the end of this chapter.

MILITARY ACTIVITY

Military operations are an important
factor in air traffic activity at
Albuquerque International Sunport
because of thejoint use agreement with
Kirtland Air Force Base. The 542"
Crew Training Wing owns and
maintains helicopters and C-130
aircraft. The 150" Tactical Fighter
Group of the New Mexico Air National
Guard (NMANG) operates F-16 fighter
aircraft. In 1999, there were 58
military aircraft based at Kirtland.
Thisis down from 68 in 1991, the base
year of the previous master plan.

Table II-Z presentstheannual military
operations since 1991 at ABQ. While
military based aircraft are down,
military operations have increased. In
1999, military operationstotaled 43,761
comparedto35,314in 1991 and a low of
24,009 in 1996. Operations during the
first five months of 1999 were up three
percent from the previous year. Future
activity is dependent upon the future
missions at the base. This makes
projecting military utilization difficult
since local missions can change with
littlenotice. Thereareindicationsthat
one helicopter group involving 11
rotorcraft could be leaving in the short
term. For planning purposes, however,
military operations were forecast to
remain constant at around 44,000
annual operationsin the future.



TABLE II-Z
Military Operations
Albuquerque International Sunport
Military Operations
Year Itinerant Local Total
ACTUAL
1991 27,831 7,483 35,314
1992 23,570 5,928 29,498
1993 23,775 6,540 30,315
1994 23,048 8,066 31,114
1995 19,480 8,416 27,896
1996 16,466 7,543 24,009
1997 21,436 12,278 33,714
1998 21,879 21,001 42,880
1999 23,413 20,348 43,761
FORECAST
2005 24,000 20,000 44,000
2010 24,000 20,000 44,000
2025 24,000 20,000 44,000
PEAKING ® Design Hour - The peak hour
CHARACTERISTICS within the design day.

Many airport facility needs are related
to the levels of activity during peak
periods. The periodsusedin developing
facility requirements for this study are
as follows:

® Peak Month - The calendar month
when peak aircraft operations occur.

Design Day - The average day in
the peak month. This indicator is
easily derived by dividing the peak
month operations by the number of
days in a month.

Busy Day - The busy day of a
typical week in the peak month.
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It is important to note that only the
peak month is an absolute peak within
a given year. All other peak periods
will beexceeded at varioustimesduring
the year. However, they do represent
reasonable planningstandardsthat can
be applied without overbuilding or
being too restrictive.

AIRLINE

The peak month for enplanements at
ABQ over the past six years has
averaged 9.6 percent of annual
enplanements with very little
fluctuation from year toyear. This can
be expected toremain relatively



constant over the planning period. The
peak month varies between July,
August and October.

Ideally, hourly enplanements should be
used to examine changes in peak hour
passengers as a percentage of design
day activity. Since this data is not
readily available from all the airlines,
design hour factors based upon the
aircraft seating capacities during the
peak departure period were utilized.

The peak period was estimated at
approximately 11.8 percent of design
day enplanements. Since enplanement
and deplanement peaks do not occur
during the same hour, the design hour
percentage of design day for total
passengersisless (10.4 percent). Total
design hour passengers average 1.75
times the design hour enplaned
passengers. Table II-AA outlines the
design period passenger levels for the
forecast period.

TABLE II-AA
Airline Peaking Characteristics
1999 2005 2010 2025
Airline Enplanements
Annual 3,131,951 3,900,000 4,700,000 7,100,000
Peak Month 299,599 374,000 451,000 682,000
Design Day 9,987 12,500 15,000 22,700
Design Hour 1,178 1,450 1,690 2,315
Total Passengers
Design Day 19,974 25,000 30,000 45,400
Design Hour 2,080 2,550 2,970 4,040
Major Airline Operations
Annual 77,056 91,000 104,800 143,600
Peak Month 6,700 7,900 9,100 12,500
Design Day 222 264 302 416
Design Hour 22 26 29 38
Commuter Operations
Annual 22,694 22,600 22,800 23,200
Peak Month 2,022 2,010 2,030 2,060
Design Day 84 84 84 86
Design Hour 12 12 12 12

Major airline operations at ABQ have
averaged 8.7 percent of annual
operations during the peak month in
the last five years. Commuter airline
operations have maintained a monthly
peak of 8.9 percent. Accordingtoairline
schedules, the major airlinescurrently
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conduct approximately 10 percent of
their daily operations during the peak
hour. The commuter airlines conduct
14 percent of their operations during
the peak hour. Table II-AA also
outlines the peak period airline
operations forecasts.



GENERAL AVIATION

The peak month of general aviation
operations at Albuquerque Inter-
national Sunport has averaged 9.4
percent of the yearly total over the last
six years. The peak month for general
aviation operations at ABQ typically
occursin September or October.

Daily data available from the ABQ air
trafficcontrol tower (ATCT)wasusedto
determine abusy day peakingfactor for

general aviation activity. During the
peak month of 1999, the peak day each
week averaged 19.0 percent of theweek.
This equates to a busy day 33 percent
higher then the average or design day.
This factor can be expected to decrease
slightly during the planning period.
Based upon analysis of hourly counts,
the design hour was calculated as 9.6
percent of the design day operations.
Table II-BB summarizes the general
aviation peak activity forecasts.

TABLE II-BB
General Aviation Peak Operations

1999 2005 2010 2025
OPERATIONS
Annual 72,692 83,000 90,300 109,400
Peak Month 6,789 7,800 8,500 10,300
Busy Day 291 330 356 428
Design Day 219 252 274 332
Design Hour 21 24 26 30

TOTAL OPERATIONS

The total operations peak periods are
utilized in examiningthecapacityof the
airfield. The peak month of total
operations has averaged 9.0 percent of
annual operations over the last six
years, typically occurring in October.
According to the daily operational logs
of the Albuquerque Air Traffic Control
Tower, peak hour operations averaged
8.0 percent of daily operations. Table
II-CC outlinesthepeak period forecasts
for total airport operations.
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ANNUAL INSTRUMENT
APPROACHES

Forecasts of annual instrument
approaches provide guidance in
determining an airport's requirements
for navigational aid facilities. An
instrument approach asdefined by FAA
is "an approach to an airport with
intent to land by an aircraft in
accordance with an Instrument Flight
Rule (I FR) flight plan, when visibility is
less than three miles and/or when the
ceiling is at or below the minimum
initial approach altitude."



TABLE II-CC
Peak Period Airport Operations
1999 2005 2010 2025

TOTAL OPERATIONS

Annual 228,933 256,900 280,500 345,400
Peak Month 20,397 23,100 25,200 31,100
Design Day 658 745 813 1,003
Design Hour 53 59 63 75
Historical data on instrument averaged 0.3 percent of itinerant
approaches to Albuquerque Inter- military operations. The AlA’s for

national Airport was obtained from
FAA Air Traffic Activity statistics.
For commercial operations, AlA's have
averaged 0.8 percent of annual air
carrier and commuter operations. The
Al A percentagefor military activity has

general aviation have been 0.6 percent
of itinerant operations. These
percentages can be expected to remain
relatively constant.  Table II-DD
summarizes the forecast of AlA's.

TABLE II-DD
Annual Instrument Approaches
1999 2005 2010 2025
Air Carrier 281 780 910 1,260
Air Taxi 151 240 250 270
General Aviation 60 420 460 560
Military 59 70 70 70
Total 551 1,510 1,690 2,160
SUMMARY will be necessary to meet both existing

This chapter has outlined the various
aviation demand levels to be
anticipated over the planning period.
The next step in the master plan is to
reassess the capacity of the existing
facilities and determine what facilities
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and future demands. This will be
examined in thefollowing two chapters.
Table II-EE providesasummary of the
aviation forecasts for Albuquerque
International Sunport. Again, 1999
was the base year for the Master Plan
forecasts.



TABLE II-EE
Aviation Forecast Summary

Albuquerque International Sunport

1999 2005 2010 2025

ANNUAL OPERATIONS
General Aviation

Itinerant 62,070 70,700 77,000 93,500

L ocal 10,622 13,600 14,400 15,900
Total GA 72,692 84,300 91,400 109,400
Air Carrier & Air Taxi

Majors 77,056 91,000 104,800 143,600

Regionals 22,694 22,600 22,800 23,200

Charters 112 100 200 300

All-Cargo M ajors 5,958 7,200 8,600 13,800

All-Cargo Regionals 5,496 6,400 7,200 9,200

Other Air Taxi 1,164 1,300 1,500 1,900
Total Air Carrier & Air Taxi 112,480 128,600 145,100 192,000
Military

Itinerant 23,413 24,000 24,000 24,000

L ocal 20,348 20,000 20,000 20,000
Total Military 43,761 44,000 44,000 44,000
Total Annual Operations 228,933 256,900 280,500 345,400
Annual Enplanements

M ajors 3,037,900 3,783,000 4,559,000 6,887,000

Regionals 94,051 117,000 141,000 213,000

Charter 1,775 2,000 3,000 5,000
Total Annual Enplanements 3,133,726 3,902,000 4,703,000 7,105,000
Based Aircraft

General Aviation 227 247 262 313

Military 58 58 58 58
Air Cargo

Freight (tons) 67,684 95,000 125,000 258,000

Mail (tons) 23,911 32,000 43,000 77,000
Total Annual Cargo 91,595 127,000 168,000 335,000
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US.Department

of Transportation

Federal Aviation AIRPORTS DISTRICT OFFICE
Administration 1601 Randolph, SE Suite 130 S

Albuquerque, NM 87106

September 19, 2000

Mr. James M. Harris, P.E.
Coffman Associates, Inc.
11022 N 28" Drive, Suite 240
Phoenix, AZ 85029

Dear Mr. Harris:

Albuquerque International Sunport, Albuquerque, NM
AIP Project No. 3-35-0003-23 & 24 (Master Plan Update)

We have reviewed a draft of Chapter Two - Aviation Demand
Forecasts and we find that the selected annual enplanements and
operational forecasts compare favorably with the FAA's Terminal
Area Forecasts (TAF). The selected forecasts are therefore

approved for use in this Master Plan Update
/

In addition to the submittals provided me please provide copies of
submittals to Joy Porter in our Regional Office at:

DOT/FAA
ASW~640
FTW, TX 76193-0640

Sincerely,

Frederick O. Gurule'.
Program Manager

CC: Jay Czar, Director of Aviation

COMMITMENT TO EXCELLENCE--OUR COMMITMENT TO YOU



Chapter Three
Capital Implementation +
Program

)
i
i
)
i
i

+
i
i
i
i
i
i
i
i
i
i
i
i
i
i
i
i
i
i
i

e




Chapter Three

Financial Plan

INTRODUCTION

This chapter presents financial
projections for ABQ based on the
Capital Development Program and
the aviation activity forecasts
presented in Chapter Two. Financial
projections were developed for the
three planning periods used for the
Capital Development Program:
short-term (Fiscal Years 2002-2005),
intermediate-term (Fiscal Years
2006-2010), and long-term (Fiscal
Years 2011- 2025). ABQ’s Fiscal Year
ends June 30.

AIRPORT FINANCIAL
STRUCTURE

The financial operations of ABQ and
its reliever, Double Eagle II Airport
(together, the Airport System) are
accounted for as an enterprise fund
of the City of Albuquerque. Audited
financial statements for the Airport
System are prepared according to
generally accepted accounting
principles for government entities
and the requirements of ABQ’s
Bond Ordinances.

BOND ORDINANCES

ABQ’s Bond Ordinances govern the
application of Airport System
revenues including passenger
facility charge (PFC) and customer
facility charge (CFC) revenues to
the various funds and accounts
established under the Ordinances.
The Bond Ordinances require that
airline rates and charges be
established each year to generate
Net Revenues (Gross Airport
Revenues less Operation and
Maintenance Expenses) sufficient to
make the deposits required to the
funds and accounts established in
the Bond Ordinances and
demonstrate 120% debt service
coverage for Outstanding Senior
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Parity Obligations and 110% debt
service coverage for all Outstanding
Senior and Subordinate Parity
obligations. ABQ’s Outstanding Bonds
are backed solely by the Net Revenues
of the Airport System.

APPLICATION OF REVENUES

Under the Bond Ordinances, all Gross
Airport Revenues are deposited to the
Revenue Fund and used as follows (and
as shown on Exhibit III-A):

1. TopayOperation and Maintenance
Expenses.

2. As a deposit to the Senior Debt
Service Fund to pay debt service on
Senior Parity Obligations.

3. As a deposit to the Debt Service
Reserve Accounts of the Senior
Debt Service Fund to maintain the
Reserve Requirement balance, if
any, for Senior Parity Obligations.

As a deposit to the Subordinate
Debt Service Fund to pay debt
service on Subordinate Parity
Obligations.

5. As a deposit to the Debt Service
Reserve Accounts of the
Subordinate Debt Service Fund to
maintain a balance equal to the
Reserve Requirement, if any, for
Subordinate Parity Obligations.

6. As a deposit to the Operation and
Maintenance Reserve Account to
maintain a balance equal to one-
sixth of the totalannual budgeted

I11-2

Operation and Maintenance
Expenses for ABQ (the Operation
and Maintenance Reserve
Requirement).

7. As a deposit tothe Capital Fund to
be used for any lawful Airport
System purpose.

PASSENGER AIRLINE LEASES

ABQ and eight airlines (the Signatory
Airlines) have entered into leases (the
Airline Leases) governing the use of
Airport System facilities and the
payment of costs for such use. The term
of the Airline Leases extends through
June 30, 2006. The Airline Leases
define the following direct cost centers:
Terminal Complex, Airfield, Terminal
Apron, Reliever Airport, Landside Area,
and Other Areas. The Airline Leases
alsoestablish procedures for the annual
review and adjustment of airline rates
and charges. Airport System costs
recovered through airline rates and
charges include:

* Allocable Operation and
Maintenance Expenses.

* The estimated cost of equipment
purchases, capital outlays, and
unscheduled maintenance (net of
the amount funded from the Airline
Coverage Account in the Capital
Fund).

« 120% of allocable Debt Service
Requirements on Senior Parity
Obligations and 100% of allocable
Debt Service Requirements on the
Subordinate Parity Obligations.
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GROSS AIRPORT REVENUES

Priority

REVENUE FUND

Pay Operation and Maintenance Expenses

Rebate Fund

SENIOR DEBT SERVICE FUND
Senior Parity Obligations

Debt Service Reserve Accounts

SUBORDINATE DEBT SERVICE FUND
Subordinate Parity Obligations

Debt Service Reserve Accounts

OPERATION AND MAINTENANCE
RESERVE ACCOUNT

CAPITAL FUND (a)

(a) Amounts deposited in the Capital Fund are further applied to the Airline Coverage
Account in accordance with the Scheduled Airline Operating Agreement and Terminal
Building Lease. Remaining moneys in the Capital Fund may be used by the City

Source:

for any lawful airport purpose.

City of Albuquerque, Ordinance Authorizing the Issuance of City of Albuquerque,
New Mexico, Subordinate Lien Adjustable Rate Governmental Purpose Airport
Revenue Bonds, Series 2000A, and Subordinate Lien Adjustable Rate Taxable

Airport Revenue Bonds, Series 2000B.

........ "
SUKPORT

77\
Exhibit [11-A

SUMMARY OF THE APPLICATION
OF GROSS AIRPORT REVENUES



* Amortization of improvements
financed by ABQ from sources other
than the proceeds of Bonds, federal
grants-in-aid, or PFC revenues.

« The Reliever Airport (Double Eagle
IT) Deficit, which is equal to total
operatingrevenues less expenses at
Double Eagle II Airport.

* Fines, assessments, judgments, or

settlements.

+ Required deposits toreserve
accounts established in the Bond
Ordinances.

These costsarerecovered annually from
the airlines through leased space
rentals, aircraft landing fees, and other
rates and charges.

OTHER LEASES

Other tenants occupyspace and operate
at ABQ under the terms and conditions
ofother leases. In general, the business
terms of the other leases are based on
industry practices and cost-recovery
principles. Currently, ABQ has leases
covering the following:

« Rental car activities;

* Food and beverage and news and
gifts concessions;

« Airport advertising
terminal concessions;

* Other buildings and grounds;

* General aviation services; and

*» Cargoairline operations (the Cargo
Airline Leases).

and other
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ABQ CAPITAL
DEVELOPMENT PROGRAM
AND FUNDING SOURCES

Table III-A shows gross project costs
for the Capital Development Program
by cost center and the estimated sources
of funding.

For purposes of projecting the financial
results for the Airport System, the
project costs shown on Table III-A
include allowances for: (1) ABQ costs
allocable to capital projects and the
acquisition of land; (2) design,
construction,and program management
fees and contingencies; (3) allowances
for inflation; and (4) New Mexico gross
receipts tax.

Sources of funding for the Capital
Development Program are as follows:

+ Federal grants-in-aid under the
Airport Improvement Program
(AIP)

. PFC revenues

- Pay-as-you-go
Proceeds from the sale of
PFC-supported bonds

* ABQ internally generated funds

* Proceeds from the sale of airport
revenue bond<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>