PROPOSED AGENDA

AIRPORT BOARD MEETING
Monday July 1st, 2:00 p.m.
Watertown Regional Airport

1. Approval of the Agenda
2. Approval of the minutes

Supporting Documentation

3. Public Comments
4. Concept Budget Report for terminal Project update from Mead and Hunt Supporting Documentation
5. Discussion about FBO expansion and Fuel tank issues
6. Approval of Resolution No. 19-28 expressing intent to enter into a twenty-fiveyear lease agreement, renewable for ten additional years, with Lake Area
Technical Institute, for property located at the Watertown Regional Airport Supporting Documentation
7. Airport update
8. Old Business
9. New Business
10. Executive session
11. Motion to adjourn

There may be a quorum of city council present
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Agenda Item 2 - Approval of Meeting Minutes

13 June 2019 Airport Board Meeting:
Members Present: Shannon Kruse, President; Gerald Rieber, Vice President; Mike Cartney, Secretary; Les

McElhaney, Board Member; Councilman Bruce Buhler, Ex-officio; Airport Manager Todd Syhre, Ex-officio
Excused: Mike Tomlinson, Board member; Mayor Sara Caron, Ex-officio;
Others present: Angela Yahne (SkyWest), Mitchell Walker (Mead and Hunt), Mike Schmidt (Helms), John
and Brenda Yost (FBO), Don Ekert (KXLG), Dan Chrisler (Public Opinion), Richard Maag (Airport), Alan Byer
(Premiere Auto Rental, Charlotte McElhaney (Lake City Rentals Inc.), Kay Byer (Premiere Auto Rental).
The meeting was called to order by the president. Gerald R motioned to approve the agenda, seconded
by Les M. Motion carried unanimously.
Les M. motioned to approve the minutes from 13 May meeting, seconded by Gerald R. Motion carried
unanimously.
Public Comment. None. (President allowed public comment on agenda items as they occurred)
Motion: Recommend City Council issue notice of intent on the leasing space to Rovar LLC. Les McElhaney noted a
conflict of interest as he is a board member of Lake City Rentals, Inc. Rovar LLC was the only respondent to the
Rental Car space lease RFP issued by the City. Rovar LLC proposal is to operate an Avis/Budget rental car business
in the space. Alan Byer and Charlotte McElhaney both testified against allowing a national chain rental car come
into Watertown, citing it would significantly negatively impact their business, and they felt the National Chain
would not have sufficient business to stay. Both acknowledged they had the opportunity to provide a proposal, but
cited the RFP was too restrictive and too intrusive because it requested financial information. Mike Cartney noted
that the Board could only act on proposals that were submitted, and that the bid received from Rovar LLC appeared
compliant with the RFP. Mike Cartney motioned to recommend the City Council move to Notice of Intent to Lease,
in accordance with the process of responding positively to the Rovar LLC proposal. Second by Gerald R. No further
discussion. With one abstention, Motion passed 3-0.

Private Hangar Lease Review. Informational Only. The board discussed the need for the review of the
Private Hangar Lease, both wording and terms, on a regular basis is needed. The review should be part of
the Airport Board’s annual business. Board members positively acknowledged the task.
Concept Budget Review. Information only. Mead & Hunt reviewed the design and proposal. A revised
draft will be provided to the board for review later this week. Mead & Hunt and Helms Associates will
continue to prepare the documentation and plans to ensure we are prepared should Federal Funding
become available. If funding does become available, the timeline to respond requires we have this work
done upfront.
Airport manager Report. May Passenger loads are up 40% over April. The board will be looking at
possible promotions to ensure we meet the 10,000 enplanement mark again this year.
New Business. None.
Old Business. None.
Executive Session. N/A.
Next Meeting. No next meeting date was set.
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Adjournment. Mike C motioned to adjourn, Gerald R seconded. Motion carried.
Respectfully submitted,
/S/
Mike Cartney
Secretary
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Agenda Item 4 - Concept Budget Report for Terminal Project

Concept Budget
Report

Watertown Regional Airport

Prepared by

July 1, 2019
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1: PROJECT OVERVIEW
1.1 Background
Watertown Regional Airport (ATY) is a non-hub, primary airport located in Watertown, South
Dakota. Following the reinstatement of service at the airport, which had suspended operations
in 2015, enplanements have rapidly increased to a level not seen since the 1980s. Increased
enplanements and post-9/11 mandated security enhancements have stressed the existing
space past secure and efficient use.
Built in the 1950s with several expansions and renovations throughout the years, the terminal
has reached the end of its useful life. Utility costs are high as a result of the building systems
and thermal envelope being outdated. Most importantly, there have been recurring issues with
the building as a result of the apron draining toward a trench drain located between the apron
and terminal. This design functions sufficiently during average periods of precipitation but
intense rain events and ice buildup overwhelm the trench drain, causing water issues in the
building and unsafe conditions.
Commercial aircraft have increased substantially both in size and capacity since the terminal
was built. The up-gauging of commercial aircraft size continues today as the 10- to 30-seat
aircraft have been nearly eliminated from the commercial fleet and the number of 50- to 76- seat
regional jets is declining as they are replaced by 90- to 150-seat aircraft. Over time these
changes in demand have pushed the terminal building beyond its maximum operational limits.
Today the area of the building is 9,000 square feet. It has a ground boarding seating area and
air stairs are used to board the aircraft. The security checkpoint has one lane that is shorter than
current Transportation Security Administration (TSA) standards recommend, and the checkpoint
queue often backs up, restricting public circulation flow. Outbound baggage is screened behind
the ticket counter in the departures lobby, and screened baggage is then loaded onto carts on
the apron. There is insufficient capacity in the baggage claim slide for the number of flights and
the number of bags arriving with each flight. Finally, there is insufficient space for passenger
services including restrooms, concessions, and car rental.

1.2 Concept Budget Report Organization
A Concept Budget Report is a comprehensive report that provides guidelines for improvement of
the airport terminal building, the terminal apron, and vehicle access. The Federal Aviation
Administration (FAA) has developed the airport planning process to assist the nation’s airports in
developing plans for expansion and improvement to facilities, with the goal of meeting both
existing and future aviation demand and safety requirements. This Concept Budget Report was
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completed with guidance from the FAA Advisory Circulars and industry references for airport
terminal planning and design.
The Concept Budget Report is organized into five sections and is followed by appendices with
additional resources for reference:
1. Project Overview (above)
2. Data Collection
3. Terminal Facility Requirements
4. Alternatives
5. Implementation
Section 2, Data Collection: Inventory and Aviation Forecast. The purpose of the inventory is
to identify facilities and conditions that currently exist within the terminal area at Watertown
Regional Airport (ATY). An inventory of the existing facilities provides a baseline, which is
required to evaluate existing facility performance and anticipate future need.
The aviation forecast contains historic and forecasted aviation activity for ATY over the 20-year
planning horizon. Aviation demand forecasts are an important step in the terminal planning
process. Ultimately, they form the basis for determining future demand-driven improvements at
ATY and the data from which to estimate future terminal area needs such as terminal building
space and parking stall amounts.
Section 3, Terminal Facility Requirements. This section identifies terminal facility
requirements that are anticipated for ATY through the year 2038. The capacity of the existing
terminal is described and assessed against aviation demand planning activity levels, providing
the basis for making recommendations for appropriate sizes of terminal building components,
aircraft parking layout, and automobile parking for near-term and long-term planning periods.
This analysis determines requirements for future facility improvements based on industry
standards and guidelines that have been developed by the FAA.
Section 4, Alternatives. This section follows the development of alternative layouts for both the
terminal complex and terminal building. The layouts are assessed for expected aeronautical
utility, fiscal feasibility, and operational performance. A recommended alternative is indicated.
Section 5, Implementation. This section of the Concept Budget Report demonstrates ATY’s
ability to finance the projects that are discussed, funding sources, and eligibility for federal FAA
funding. A plan for implementation includes a project schedule, phasing plan, and opinion of
probable construction cost.

Page 2
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1.3 Concept Budget Report Objectives
1. Meet the needs of a commercial airport terminal in a manner that facilitates future
expansion.
2. Recommend a location for the terminal facility on the airport and establish a building
layout. Provide conceptual floor plans that include the public, support, and utility spaces
necessary to meet the long-term planning period.
3. Develop a design character for the airport that draws from the region’s history, economy,
and landscape. Provide interior design, exterior building elevations, renderings of select
views, and site plans to represent the potential character of the terminal.
4. Provide a project implementation plan including project phasing, an order-of-magnitude
opinion of probable construction cost, a project budget and an estimate of eligibility for
the FAA Airport Improvement Program (FAA AIP).

Page 3
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2: DATA COLLECTION
2.1 Existing Terminal Facility Inventory
This section describes the terminal facility existing conditions. The terminal building was
inventoried, and its layout was assessed for overall performance. Physical and operational
deficiencies of the existing terminal building and its systems were identified. Additional
references for this section include airport meetings, examinations of plans, and a review of
previous planning documents.
Figure 1: Terminal Area Overview

2.1.1 Terminal Area
The terminal area (Figure 1) is located between General Aviation (GA) users on the airfield and
shares an entry drive with a large manufacturing park. There are ample areas for parking
adjacent to the terminal, though existing pavement condition is poor and will need replacement.
With the allocated apron and area dedicated for GA surrounding the terminal, the capability for
expansion in the existing location is significantly constrained. In addition to the physical limits of
a required terminal expansion, the shared apron for both the GA community and the commercial
service aircraft presents security and safety concerns and does not conform to current FAA
guidelines requiring ample separation of GA and commercial service.
Page 4
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The shared entry drive with the large manufacturing park adds significant heavy traffic to the
roadway with several intersections and parking lot entrances along the two-way road.
Separating manufacturing traffic and airport user traffic should be the goal of any landside
development.

2.1.2 Terminal Building
The building inventory took place in the fall of 2018 to determine the existing capacity and
viability of any potential expansions.
The building (Figure 2 and Figure 3) is primarily brick masonry with large windows on the
western façade or airside. Though good to provide views to passengers, the heat gain/loss and
glare due to the low thermal performance of the glazing results in an uncomfortable environment
for passengers within the secure area. The existing ballasted roof system has shown significant
performance issues with several leaks causing damage to existing finishes (acoustic ceiling tiles
and carpeting).
The terminal does not have a passenger boarding bridge to onboard passengers and does not
have an airside vestibule to help maintain a consistent environment. During onboarding, the
door to the apron remains open, effectively losing all conditioned air and replacing with outside
air.
Figure 2: Terminal Building

Figure 3: Terminal Building Main Entrance
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Figure 4: Watertown Regional Airport Fire and Hazard Map

Checkpoint and Baggage Claim
One of the most glaring deficits in area for the existing terminal building is the location where
Ticketing, Checkpoint Queue, and Baggage Claim all converge (Figure 5 and Figure 6). By the
nature of operational staffing levels provided by the TSA, the checkpoint will only open once
checked bags have been screened. This almost always occurs during the time the inbound
aircraft is landing, creating a small area where enplaning and deplaning passengers converge,
creating significant congestion and creating a security concern when both the bag slide and the
exit lane secure door are open.
Figure 5: Enplaning/Deplaning Passengers

Figure 6: Congestion Highlights Deficiency
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Holdroom Constraints
The Holdroom is undersized to accommodate anything more than a 50-seat regional jet.
Operationally, the checkpoint will come open while the aircraft is on the ground and ready to
board to minimize the time during which passengers will have to remain in the gate area.
Passenger amenities are also woefully lacking on the airside holdroom. A single unisex toilet
(Figure 7) must serve all passengers while simultaneously acting as the TSA private screening
room when a private screen request makes it necessary.
One vending machine offers the only concession available post security (Figure 7).
Figure 7: Single Restroom and Vending, Post-Security

Apron and Terminal Elevations
The grades of the existing terminal site have provided significant problems at the airside where
the apron meets the terminal. With the finish floor elevation of the terminal below that of the
apron, water can sheet drain directly over the holdroom gate door threshold creating water
damage and safety concerns for the travelers (Figure 8 and Figure 9). The elevation difference
also precluded the airport to add a passenger boarding bridge as any bridge would also need an
accompanying fixed bridge section pushing well out into the apron.
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Figure 8: The apron elevation is higher than the building floor elevation.

Figure 9: Airside entry door and stoop with trench-drain on both sides.

A complete inventory of the existing terminal spaces and an analysis of programmed space
requirements is provided in 3. Facility Requirements. Recommended resolutions to deficiencies
will be addressed in the 4. Alternatives section.
2.1.2.1 Building Systems
Structural Systems
The primary structural system for the existing terminal is brick masonry bearing walls over steel
framing members. The primary structural system as a whole has performed well over the last 60
years, though the brick masonry has shown signs of water penetration. The roof decking and
ballasted system has also not performed well in recent years with leaking occurring during rain
events.
Mechanical
The mechanical system has been continuously pieced together over the years, now totaling six
roof mounted condensing units along with the hot water boiler heating system. Due to the length
Page 8
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of time the systems have operated, the consultant’s HVAC engineers would recommend a full
replacement with high-efficiency systems to reduce operational costs for the city and airport.
Figure 10: Mechanical Systems

Plumbing
While water access is not an issue for the airport, the most recent restroom addition to the presecure lobby area was not able to provide enough fall on the sanitary line. Several backups
have occurred in the primary restrooms, effectively shutting down access to toilet facilities with
the exception of the post-secure single unisex room.
Fire Protection
Current fire protection systems for the airport are limited to the coverage areas for horn/strobe
alarms. A sprinkler system should be looked at for health and safety concerns prior to any future
terminal project. Adding a sprinkler system would doubly serve to allow a passenger terminal
unlimited area as an A-3 occupancy, according to the International Building Code.
Electrical
The primary service to the airport has been adequate to meet current needs but will need to be
increased with the proposed increase in square footage and loading requirements. Panel
capacity is also an issue (Figure 11). Trends in aviation towards personal mobile devices for
boarding and for use in travel necessitate charging stations throughout the terminal and
holdroom areas. These can be changed with furniture and furnishings.
Page 9
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Figure 11: Electrical Systems Panel

2.1.2.2 Code Review
Building elements have been analyzed for the ability to meet the current code. The passenger
terminal is of masonry construction, placing it in construction type II-B, and the primary
occupancy is assembly, group A-3. According to 706.3.8, Separation of Mixed Occupancies,
and Table 508.3.3, Required Separation of Occupancies, there is a required 1-hour occupancy
separation between the inbound baggage area, (classified S-2 occupancy), and the baggage
claim area surrounding it (A-3 occupancy).

2.1.3 Summary
The terminal building both operationally, to meet trends and security requirements in aviation,
as well as passenger amenities, and functionally as far as building systems and building
performance, has reached the end of useful life. The consulting engineer’s recommendation
along with the inefficiencies associated with phasing and selective demo of the existing terminal
would necessitate a new terminal building in a different location. This will be discussed more in
Facility Requirements and Alternatives.

Page 10
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2.2 Aviation Forecast
This section contains aviation activity forecasts for Watertown Regional Airport (ATY) over a 20year planning horizon. Aviation demand forecasts are an important step in the terminal planning
process. Ultimately, they form the basis for future demand-driven improvements at the Airport
and provide data from which to estimate future airport needs such as terminal space and
parking.
Generally, passenger terminal facilities are evaluated based on the number of passengers who
use the terminal annually and the "peak hour" passenger activity, which is the time that the
terminal building will experience the most concentrated public use. Additionally, the commercial
aircraft fleet mix is considered to provide an adequate amount of gate seating and to locate the
gates a sufficient distance apart to allow aircraft to be parked in adjacent positions.

2.2.1 Annual Enplanements
Air travel to ATY has increased beyond FAA forecast levels since service was reinstated, and
enplanements have rapidly increased to numbers not seen since the 1980s. Airport records
indicate there were 11,150 enplanements in 2017 while in 2018 there were 13,100
enplanements, even though service was not offered for most of December. Steady and reliable
air service by United operated by Skywest to DEN and ORD are responsible for significant
increase in forecasted enplanements and is modeled within the “Additional Service” column
below. As our program is determined by Peak Hour Enplaned Passenger and not direct
enplanements, this increase will not affect the program or concept of the terminal building. Due
to United’s service just beginning, the TAF number still served as the basis of our programming
information.
Table 1: 2019 Preferred Annual Enplanement Forecast
Preferred Enplanement Forecast

2018

National
Aerospace
11,485

Regional
Aerospace
11,485

Regional
TAF
11,485

Additional
Service
16,945

12,794

2023

12,579

12,596

12,780

18,856

12,794

2028

13,484

13,520

13,839

20,418

12,794

2033

14,666

14,746

15,047

22,201

12,794

2038

16,083

16,168

16,324

24,085

12,794

CAGR

1.70%

1.72%

1.77%

1.77%

0.0%

Year

TAF

Notes: The Additional Service Forecast uses June 2019 through June 2020 as its base year due
to available information.

2.2.2 Commercial Fleet Mix and Schedule
Page 11
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Nationally, the commercial airline industry is upgauging the average aircraft size in the
commercial fleet, especially at non-primary commercial airports like ATY. The historical
commercial fleet mix at ATY has been a somewhat stable mix of 50-seat regional jets. It is likely
that 50-seat aircraft will continue to operate at ATY for at least the next five to ten years, even
as these aircraft are phased out nationally. Therefore, the design hour should be determined by
the load factor of the expected aircraft, and they are expected to increase over time.
The increased size of aircraft in the commercial fleet affects not only seating capacity but also
aircraft door sill height from the apron, the distance needed between gates and the distance
needed between the terminal and taxilanes.
Table 2 summarizes the estimated peak commercial aircraft parking requirements associated
with the forecasts. Alternatives developed provide adequate apron parking space, movement
areas, and pavement strength for the aircraft identified.
Table 2: ATY Commercial Fleet
Operational Need
Potential Aircraft Parking Apron Requirements
One (1) B737-800
Two (2) Bombardier CRJ-700s

Charter Service
(Airline or University)
Standard Air Service

Seat
Capacity
162 Seats
69 Seat per
aircraft

2.2.3 Peak Hour Passenger Demand
Planning for facility and equipment requirements is based on the probable demand that may
occur over time. If planning is contingent on the absolute busiest periods of activity, it can lead
to overestimation, overspending, and inefficiencies. Daily peak activity figures are generally
based on a typical day during the peak month. Using such a calculation at large airports
prevents designing overly large facilities; however, it does not accurately depict peak periods of
activity at small airports where the commercial schedule is concentrated during the peak period.
The most relevant way to determine peak activity at small airports such as ATY is to determine
the potential number, size, and load factor of the aircraft that will be on the ground at the same
time.
For ATY, when a conservative load factor of 72 percent was applied to two 69-seat aircraft,
such as the CRJ-700, a peak hour enplanement rate of 106 would occur by the end of the
planning period.

Page 12
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3: FACILITY REQUIREMENTS
Airport terminal planning is invariably affected by changing technology, by changes in airline
industry operation, by economic forces that affect passenger processing, and by the layout of
the terminal. To extend the life of the facility in the future, it is beneficial for the airport terminal
design to have the flexibility to adapt to future changes and to unexpected growth.
This section provides facility requirements for the passenger terminal building, based on the
number of forecasted Peak Hour Planning Activity levels and changes to the commercial fleet;
sizes of existing areas in the terminal building with facility requirements to meet current usage;
and with projected facility requirements for Peak Hour Planning Activity Levels. Shortfalls are
identified with the goal of providing recommendations for changes to the facilities to enable the
airport to address shortfalls over the planning period.

3.1 References
Recommendations for changes to meet future facility requirements have been developed using
references for airport terminal planning and design, several of which are listed below:
•

14 CFR Part 77: Safe, Efficient Use and Preservation of Navigable Airspace

•

FAA Advisory Circular 150/5070-6B: Airport Master Plans

•

FAA Advisory Circular 150/5360-13A: Airport Terminal Planning and Reference Materials

•

Airport Cooperative Research Program (ACRP) Report 25:
Planning and Design

•

U.S. Department of Justice: 2010 ADA Standards for Accessible Design

•

TSA Checkpoint Requirements and Planning Guide, December 17, 2018

•

TSA's Planning Guidelines and Design Standards for Checked Baggage Inspection Systems,
Version 6.0

Airport Passenger Terminal

The approach of comparing several guidelines and the consultant's prior experience with other
airport work has led to the successful development of many airports. For this reason, the
guidelines listed above will be used as references throughout this document.

3.2 Terminal Building Program
A terminal building program assesses space needs based on the forecasted demand for the
terminal facilities. Demand at a terminal is based on the "peak hour" passenger activity, which is
the time that the terminal building will experience the most concentrated public use. It is used to
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evaluate the existing plan, identify operational deficits, and form expansion layouts. All terminal
facilities must be capable of adequately meeting the demands of this point in time.

3.2.1 ATY Passenger Demand
Peak passenger activity at ATY is determined by the potential number, size, capacity and load
factor of the aircraft that will be on the ground at the same time. Future peak periods of activity
at ATY are not forecasted to exceed two aircraft at a given time, though the type of aircraft and
number of passengers per flight will change.

3.2.2 ATY Terminal Building Evaluation
The terminal building has been altered in order to respond to changing needs in the commercial
airline industry (Figure 12). A TSA checkpoint and restroom were added, and a portion of the
terminal was designated as secure. The terminal is approximately 9,000 square feet in total
area, much too small to meet today’s demand.
Figure 12: Existing ATY Terminal Building Space Plan

Inside the building, most terminal areas are currently undersized to provide adequate service
and will continue to lose serviceability through the planning period. During peak periods there is
congestion in both the arrivals and departures areas. The checkpoint has a single lane that is
shorter than current TSA standards recommend, and the checkpoint queue causes congestion
in the center of the terminal that restricts public circulation flow. Outbound baggage is screened
behind the ticket counter in the departures lobby, and screened baggage is then loaded onto
carts on the apron. There is insufficient capacity in the baggage claim carousels for the number
of flights and the number of bags arriving with each flight.
Page 14
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Enplaning passengers ground board, using an aircraft ramp to access the aircraft. There is
sufficient gate seating area for approximately 50 passengers. The gate area is under-performing
due to a lack of support spaces like restrooms, drinking fountains, concessions, and circulation.
This limited area in gate/holdroom space along with the lack of support spaces directly
contributed to the cancellation of charter service through ATY. There is insufficient space for
baggage screening and baggage claim as indicated in the photos below (Figures 13 and 14).
Figure 13: Baggage Screening

Figure 14: Baggage
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3.2.3 ATY Terminal Space Program
The airport terminal building space is divided into categories in order to identify the facility
requirements of each category of space. The first division of space is between non-usable and
usable areas. The parts of the building that are considered non-usable are those components
that are required for the building to function but are not occupiable, such as building structure,
mechanical chases and building utilities.
Usable areas are defined as those areas that comprise the parts of the facility that can be
occupied. They include areas of the building that are accessible to the public, as well as those
areas that are only accessible to airport workers. To determine FAA funding participation in
future projects, these areas are further divided into revenue generating and non-revenue
generating areas. Revenue generating areas generally refer to portions of the building that are
leased to entities such as TSA, and the airlines, while non-revenue generating spaces are those
areas that are not leased. Additionally, the terminal is divided by a security line into secure and
non-secure areas. Secure areas are those parts of the building that are accessible only to
ticketed passengers who have been screened at a checkpoint and to authorized personnel with
security clearance. Non-secure areas are the parts of the building accessible to both ticketed
passengers and the nontraveling public. These areas in the ATY terminal are examined below.

3.2.4 ATY Terminal Building Program Issues Summary

 Undersized TSA security checkpoint and queuing space
 Insufficient passenger gate seating
 Zero passenger boarding bridges
 Lack of post-secure, full-service concessions
 Insufficient TSA baggage screening area
 Insufficient baggage makeup area
 Insufficient airline ticket counters and kiosks
 Insufficient ticketing queuing and non-secure circulation space
 Insufficient airline ticket office (ATO) space
 Undersized baggage claim area and no baggage claim devices
 No rental car or adequate space to lease a rental car to any potential provider
 Lack of conference/meeting/training space for airport tenants
 Outdated building systems
 Dated terminal building aesthetics, both interior and exterior
 Absence of public (non-secure) viewing and waiting space (meeters and greeters)
 Undersized airport administration area
 Aircraft parking apron size insufficient in accordance with concourse growth
Page 16
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 Roadways and parking size insufficient in accordance with building growth
 No concessions space and limited access to vending
 Lack of adequate restroom numbers in the secured gate area
 The only unisex post-secure restroom is currently being jointly used by the TSA as a
Private Screening Room
The existing facility is insufficient to meet current operational requirements. There are many
constraints to simply expand in the existing location, particularly due to the inefficiency of the
required need to expand nearly all programmed space. In addition, the FAA recommended
separation between GA and Commercial service traffic would not be met by expanding in place.
Based on this information and the size and frequency of flights forecasted, a terminal replacement
is recommended.

3.3 Terminal Complex
All facilities associated with the commercial terminal are known collectively as the terminal area.
Generally, these include the land side (roadway access and parking), the terminal building itself,
and the air side (aircraft access and parking).

3.3.1 Parking and Vehicle Access
At ATY, as at many regional airports, vehicle access is the primary way that users will arrive at
the Airport. The arrival sequence experienced by drivers as they approach the passenger
terminal building will make a lasting impression on both local residents and visitors to the area.
This sequence will consist of a portal announcing arrival at the airport, followed by a drive
corridor showing views to important landmarks in the terminal area: the front doors of the
terminal building, parking areas, and pedestrian walkways. A fully developed arrival sequence
will provide visual cues that will assist airport users in wayfinding, reducing confusion and the
amount of signage needed.
Planning for parking is an important component in determining the future airport passenger
terminal area needs, since a large amount of space near the terminal building is needed for
vehicle parking and circulation. However, there is limited recent historical data regarding parking
behavior at ATY on which to base vehicle parking forecasts. As a result, parking infrastructure
at other airports with similar activity levels were analyzed to determine estimated future parking
requirements to accommodate the forecasts.
Roadway Access
The airport access roadway system (Figure 15) connects the passenger terminal to the local
and regional roadway system. It includes access roadways and sidewalks, as well as curbside
loading and unloading lanes.
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Figure 15: Watertown Regional Airport Public Roadway Access System

The ATY airport is located south east of Lake Kampeska and northwest of the City of Watertown
in the east central portion of the state. Primary regional roadway access to Airport Drive is
provided via South Dakota Highway 20.
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Figure 16: Watertown Regional Airport Local Public Roadway Access

The arrival sequence along Airport Drive leads through a manufacturing / business area to the
terminal loop road and the terminal area (Figure 16).
The length of the curbside area for pick-up and drop-off of passengers in front of the terminal
building is approximately 120 lineal feet, allowing approximately 12 vehicles to park
perpendicular to the curb.
Parking Demand / Capacity Analysis
ATY currently provides vehicle parking for the traveling public and airport staff. Parking at the
terminal consists of a main lot with 178 total stalls. An examination of airports in the Upper
Midwest Region that have annual levels of passenger enplanements similar to those projected
to occur at ATY typically experience 10 percent of total enplanements in the peak month. Auto
parking needs for these airports typically require a factor of between four and six total vehicle
parking spaces per 1,000 annual passenger enplanements.
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Figure 17: Watertown Regional Airport Terminal Complex

Based on this assumption, required public vehicle parking needs for passenger enplanement
growth forecasts are shown in Table 3. This parking analysis includes all parking requirements
for the terminal.
Table 3: Vehicle Parking Analysis
Parking Ratio Comparison
Parking
Spaces

Peak Month
Enplanements

Peak Month
Average Day
Enplanements

Bemidji Regional Airport
International Falls Airport
Chippewa Valley Regional Airport
Rhinelander/Oneida County Airport
Brainerd Lakes Regional Airport
Central Nebraska Regional Airport*
St. Cloud Regional Airport**
AVERAGE

438
225
446
368
316
573
394

2,503
2,272
2,037
2,579
2,231
4,955
5,112

81
73
66
83
72
160
165

Watertown Regional Airport (existing)
PH 50
PH 70
PH 100
PH 125
PH 150

192
215
301
430
537
644

Airport

100
140
200
250
300

ATY Peak
Hour
Activity
Level

Parking
Spaces Per
Daily
Enplanements
5.4
3.1
6.8
4.4
4.4
3.6
2.4
4.3
4.3

50
70
100
125
150

*enplanement numbers from 2011 - all other airports' numbers (other than St.
Cloud) are from 2014
**enplanement numbers from 2011, peak month of October
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Parking Facility Requirements
In order to determine future parking requirements, the historic ratios that were calculated are
applied to forecasted enplanement numbers, providing estimates for future vehicle parking and
circulation needs. The average for these airports is a ratio of 4.3 peak month average day
enplanements to available passenger parking spaces. Assuming the ratio of future parking
trends to enplanement levels will remain proportionally the same, the forecasted parking
demand has been provided based on this ratio.

3.3.2 Parking and Vehicle Access Summary
Planning for parking is a critical component in determining the future airport passenger terminal
area needs, since a large amount of space near the terminal building is needed for vehicle
parking and circulation.
The existing loop road provides a single access point from the public roadway system to the
airport terminal building and parking facilities. It has a recirculation roadway loop to enable
drivers to return to the airport roadway system. The terminal roadway provides ample distance
between driver decision points, and there are clear routes for vehicles to major parts of the
terminal complex.
Generally, the current configuration and capacity of vehicular traffic provides adequate service
on the landside paved facilities. However additional parking capacity and drop-off curb length
are needed to meet future demand.
Airport terminal design references and the consultant’s experience suggest the following
recommendations for vehicle access and parking:

 Provide sufficient curbside length for the loading and unloading of passengers, adjacent
to the passenger terminal building

 Provide sufficient public parking stalls within a walking distance of less than 1,000 feet
from parked vehicles to the terminal entrances

 Provide sufficient parking for ancillary services, employees, and tenants
 Consider one-way loop-road designated for passenger traffic at the terminal area if full
separation of Industrial traffic is not feasible.

3.3.3 Aircraft Gates and Terminal Apron
The commercial ramp or apron area is used for the storage, maneuvering, and taxiing of
aircraft. In addition, the apron is used for the movement of on-airport vehicles, such as ground
service equipment. The condition and efficiency with which the aircraft gates and apron operate
are critical to the operation of the commercial airport terminal.
Page 21

Back To Top

June 27, 2019

Concept Budget Report

Aircraft Gates
Gates are designated doors in the terminal building that passengers pass through in order to
load and unload from aircraft. Currently, passengers ground board the aircraft at ATY, walking
across the apron to use air stairs to board their aircraft. In the past this level of service has been
sufficient for the types of commercial aircraft that use the airport.
Future gate requirements at a terminal building are influenced by the number and type of aircraft
requiring access to gates at a time. The weekday commercial airline schedule serves as the
basis for the aircraft gate and apron needs. The number of aircraft on the ground at the same
time is not expected to exceed two, though the type of aircraft is expected to grow in size over
time.
Terminal Apron
Growth in commercial aviation activity can occur as a result of using larger aircraft for existing
flights, or as a result of adding more flights to the schedule. Nationally, the number of seats per
regional jet is expected to rise as carriers replace 50-seat aircraft with more cost-effective 70- to
90-seat aircraft. Planning for future apron requirements should be flexible, making provisions for
larger aircraft, a new flight that would arrive late and remain overnight, or for the schedule of a
new flight to overlap with an existing one.
The apron pavement also needs to be capable of supporting the weight and landing gear types
associated with these aircraft. The apron needs to be capable of allowing free movement and
parking of all commercial aircraft expected to use the Airport during the peak period. The ATY
commercial apron is approximately 130,000 square feet in area and is restricted from growth on
either side by GA hangars and a Fixed-Base Operator (FBO). Additionally, the proximity of
commercial service to GA does not conform with FAA guidelines for separation (Figure 18).
Figure 18: Yellow lines on the apron provide separation for different uses.
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3.4 Terminal Facility Summary
The analysis of existing terminal building performance and projected future performance shows
that the terminal building is undersized to meet current facility requirements. As passenger
enplanement numbers continue to grow rapidly with new routes, there will be increased
pressure on facility performance.
The existing facility is undersized to serve current demand, and expansion is constrained on the
airside. Therefore, the consultant provided alternatives for addressing constraints in the existing
location or for relocating the terminal facility.
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4: ALTERNATIVES
Planning airport terminal facilities involves many operational, financial, and environmental
considerations. The arrangement of the terminal complex is based on functional relationships
between its different components. These components include the land side, (vehicle access and
parking), the terminal building, and the air side, (aircraft access and parking). Likewise, the
arrangement of areas inside the terminal building is also based on functional relationships. The
primary components of the terminal building include the non-secure area, security screening,
and the secure area. Spaces within these components have interrelated functions. The planning
process is iterative, and alternatives are generated to determine the most beneficial overall
arrangement for the airport.
This section follows the process of developing alternative layouts for both the terminal complex
and terminal building; exploring and, finally, identifying the options that best meet the projected
facility requirements. The layouts are assessed for expected aeronautical utility, operational
performance, and construction feasibility. A recommended layout has been developed in detail.

4.1 Development Goals
In order to clearly define a project that will provide suitable facilities, goals are established for
both the terminal building and terminal complex. Near-term goals are identified with the object of
prioritizing needs and allowing additive expansion in the future.

4.1.1 Terminal Building

 Gates and Gate Seating
•

One gate with passenger boarding bridge

•

One ground-boarding gate

 Departures Lobby
•

Ticketing

•

Consolidated outbound baggage system

 Arrivals Lobby
•

Baggage claim carousels and seating

•

Rental cars

 Security Screening
•

One passenger screening lane, as coordinated with TSA

•

Secure area automated passenger exiting

•

Baggage screening system, if directed by TSA

 Circulation
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•
•

Provide transparent wayfinding
Connect facilities with corridors and hallways, stairs and elevators

 Support facilities to meet the above goals including
•

Building systems

•

Restrooms

•

Public concessions

4.1.2 Terminal Complex

 Airside Connection: The connection to the airfield is of highest importance.
 Gates: Maximize the number of aircraft gates, jet bridges, and parking positions.
 Landside Connection: Provide efficient access to passenger parking, rental cars, roads,
and curbside pickup and drop-off areas.

 Walking Distance: Preserve the relatively short walking distance between the terminal,
vehicle parking, and rental car facilities.

 Future Expansion: Allow flexibility for terminal expansion beyond 20 years.
 Associated Facilities: Provide expansion opportunities for FBO, Aircraft Rescue and Fire
Fighting (ARFF), and other support facilities in the near and long term.

4.2 Initial Concepts
The passenger terminal complex is the primary point of interface between landside and airside
commercial activities on the airport, and planning to meet the future facility needs of the terminal
complex must also include a review of the local site. This review will determine the site-driven
constraints that may limit expansion possibilities, but also reveals opportunities for airport
improvements and project cost savings.
The examination of initial terminal complex concepts for ATY considered the facility in a broad
sense, first identifying regional access considerations, then evaluating the location on the
airport. Several different locations on the airport were considered. Concurrently, expansion of
the existing terminal was evaluated to meet long-term growth.

4.2.1 Terminal Expansion
Expansion in place must be looked at as an alternative for the terminal building. In order to
achieve this expansion, phasing of construction would be required to maintain operations
throughout the expansion. Providing temporary ticketing, administration, FAA Remote
Communications Outlets (RCOs), and airline space would be required and would add in overall
cost and time.
It is the consulting team’s recommendation that, based on the size and scale of the terminal
requirements along with the age of the existing facility and finish floor elevation issues, the
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Airport give greater consideration to a full tear-down and replacement and less consideration to
an expansion. As such, the focus of the alternatives then looked to the best location (including
the existing site location) for the future terminal facility.

4.2.2 Initial Site Concepts
Several sites (Figure 19) for a new terminal were considered on different parts of the airport;
however, these were dismissed because of their proximity to residential areas or insufficient
roadway access. While Airport Drive continues to be heavily used for access to businesses, it
also continues to be the best location for the terminal on the airport and with respect to regional
roadways.
Figure 19: Overview of Four Concepts
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4.2.2.1 Concept 1
This site option is generally in a similar location to
the existing terminal building. A phased
construction approach would be necessary to
rebuild the terminal in its existing location and
expand it to meet the terminal facility
requirements.

Concept Budget Report
Figure 20: Terminal Concept 1

Pros:

 Public access and parking
 Access to utilities
Cons:

 The entry drive sequence is maintained through the manufacturing park.
 Airfield access is constrained on either side by GA uses. The FAA has recommended
ample separation of GA and commercial service operations for safety and security
purposes.

 The schedule would be extended due to the nature of a phased construction.
4.2.2.2 Concept 2

Figure 21: Terminal Concept 2

This site option provides sufficient space for the
terminal area to expand in the future; however,
hangars are being constructed nearby, and the
proposed terminal site may need environmental
remediation.
Pros:

 New building
 Public access and parking
 Access to utilities
 Airfield access utilizing existing taxiways
 Construction phasing
Cons:

 The entry drive sequence may require quick decision making from airport users in order
to reduce common use traffic from manufacturers and the traveling public.

 The site preparation for this area may include not only entry drive, parking, and access,
but also significant soils remediation due to the fact that this site was once a national
guard range.
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 Development costs associated with the new site and removal of the taxiway constructed
in 2017 would be very high.

4.2.2.3 Concept 3

Figure 22: Terminal Concept 3

Moving the terminal to the current FBO site would
displace the FBO, affecting the FBO and making
project phasing more difficult. The public parking is
constrained by the fuel farm.
Pros:

 New building
 Access to utilities
 Airfield access is very good. The corner site
would separate GA and commercial service
traffic and set the terminal directly in the
center of the airfield.
Cons:

 Public parking is constrained by the fuel farm and SRE area
 Entry drive sequence and parking would be entirely redone.
 Construction phasing would require multiple building projects to be achieved. The FBO



would need to be relocated prior to demolition.
Relocation of the FBO would not be eligible for AIP funds so any costs associated with
the new FBO facility would be borne by the local sponsor share.
High site development costs.

4.2.2.4 Concept 4
This site location makes efficient use of both
landside and airside access with future expansion
opportunity.

Figure 23: Terminal Concept 4

Pros:

 New building
 Public access and parking would utilize the
infield space of existing entry drive and
roadway

 Access to utilities
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 Airfield access would be achieved by using existing Taxiway just recently constructed
 Creates focal point for building in infield center
 Provides destination at end of entry drive
 Construction phasing would not be an issue as new construction would be easier to
achieve and operations would be maintained in the existing terminal.

 Maximizes separation between Commercial Service and General Aviation air traffic and
ramp access as required by FAA guidance

Cons:

 Entry drive sequence does not separate manufacturing traffic from passenger traffic
4.2.3 Preferred Concept
Terminal Concept 4 was chosen for the preferred site for the location of the terminal primarily
due to the public and airfield access. Reuse of entry drive sequences, though still shared with
the manufacturing park, will be changed to a one-way road at the terminal area. Centering the
facility in the infield also creates a destination feel as it will be seen once vehicles turn onto
Airport Road. Cost was also a determining factor in its selection as this was a prudent option for
the local sponsor.

4.3 Concept Development
Several floor plans for the terminal have been generated for the purpose of making the internal
arrangement of the building efficient and gracious, as well as for overall plan efficiency and
building constructability. The terminal plan was presented and developed with the intent of
meeting the forecasted future near-term and the Peak Hour Activity Level PH 100 as identified
in Section 2, Data Collection, and provide flexibility for long-term growth in the future.

Terminal expansion internal layout considerations:

 The new terminal building will have lasting impact on the airport and region.
 The efficiency of the layout will affect daily use of the building.
 Flexibility for expansion in the future is important.
 The construction cost must align with the Airport’s CIP.
 Construction phasing should be straightforward.
Many internal components of the airport terminal have functional relationships with other
portions of the building and become more efficient in their operation when they are located in
close proximity to each other. These relationships, or adjacencies, become evident in reviewing
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the passenger’s path through the terminal building. For example, when arriving passengers exit
the secure area, their paths of travel will be more efficient when the routes to baggage claim,
car rental counters, and the terminal building exit are straightforward and easily discerned.
Key adjacency relationships in public portions of the terminal include:

 Building entries and airline ticketing to security checkpoint
 Checkpoint and exit lane to gate seating
 Exit lane to baggage claim
 Public waiting area to exit lane
Key adjacency relationships for tenants include:

 TSA: security checkpoint, exit lane, bag screening, and TSA offices
 Airlines: ticketing, outbound baggage room, inbound baggage room, baggage claim
 Car rental: ticketing, baggage claim, parking
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Preferred Terminal Concept (Figure 24)
Figure 24: Preferred Terminal Concept

Pros:

 Building entries are a sufficient distance apart.
 The view to curbside from inside the building is largely unobstructed.
 A large central area provides efficient public circulation.
 A large gate seating area is provided on the air side.
 Secure restrooms are adjacent to the gate seating area.
 There is an inbound/outbound baggage room on the air side.
 Ticketing and baggage claim are in adjacent locations, providing efficient operations for
airlines,

 Airport administration has a view to the air side.
Cons:

 Checkpoint and bag screening are not in adjacent locations, providing inefficient
operations for TSA.
The terminal concept plan was developed with the Airport and airport board based on how the
relationships of its internal functions directly impact the programmatic needs of the facility. In
addition, as stakeholders provide feedback and the plan develops, this feedback informs the
program.
After several iterations of concept development and meetings with stakeholders, the ATY
program was revised, adding FAA offices, providing public view to airfield and increasing the
size and prominence of the concession area.
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Table 4: ATY Terminal Space Program
ATY Terminal Space Program | March 25, 2019
Peak Hour Activity Level
Peak Hour Enplaned Passengers

Existing
Facility

PH 50
PH 70
PH 100
PH 125
PH 150
50
70
100
125
150
Recommended Gross Square Footage

GSF
Security Checkpoint
Number of Lanes
Passenger Screening
Checkpoint Queueing
Checkpoint Exit
Checkpoint Total

1

1

1

1

1

725
125
225

1,200
300
100

1,200
300
100

1,200
300
100

1,400
300
100

1,400
300
100

1,075

1,600

1,600

1,600

1,800

1,800

Concourse
Number of Gates
Circulation
Gates and Seating
Restrooms
Concessions BOH and Vending
Concourse Total

1

1

2

2

2

0
700
430
0

1,320
1,250
893
355

1,848
1,750
935
383

2,046
2,420
956
411

2,244
2,965
966
449

2,640
3,550
998
494

1,130

3,817

4,916

5,833

6,624

7,681

Terminal
Bag Claim Carousels
Circulation and Queuing
Waiting and Bag Claim
Public Restrooms
Concessions BOH and Vending
Support Space (badging,
trash/recyc)
Subtotal Public

1,315
500
425
0
100

1
2,805
956
731
557
163

1
3,713
1,338
774
610
168

1
4,200
1,912
840
667
173

1
4,662
2,390
895
736
180

1
5,427
2,867
949
815
188

2,340

5,212

6,604

7,792

8,862

10,247

Nonpublic Areas
EDS Devices, (Type 2, stand-alone)
Baggage Screening
Inb ound/Outb ound Baggage
Airline Areas
Car Rental Areas
TSA Offices
FAA RCO + Office Area
Airport Offices + Support Areas

155
635
710
0
0
1,095
1,015

1
600
600
612
525
700
1,095
1,050

1
600
900
856
536
700
1,095
1,128

1
600
1,200
1,223
546
700
1,095
1,169

1
600
1,500
1,529
557
700
1,095
1,210

1
600
1,800
1,835
568
700
1,095
1,274

Subtotal Nonpublic

3,610

5,182

5,815

6,533

7,191

7,872

845

1,500

2,100

2,325

2,550

3,000

Terminal Total

6,795

11,894

14,519

16,651

18,603

21,120

Terminal Facility Total

9,000

17,311

21,034

24,084

27,027

30,601

Building Utilities and Chases

So urces: FA A A dviso ry Circulars; A irpo rts Co o perative Research P ro gram; M ead & Hunt
No tes: A ll existing and reco mmended spaces estimated by M ead & Hunt based o n industry standard guidance and co nsultant
experience. A ctual required areas dependent o n space adjacency and arrangement. No t all spaces are eligible fo r FAA funding. Further
study is reco mmended as part o f pro ject design.
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4.4 Concept Refinement
In response to program revisions, providing an interior grade change and partial second floor. Ultimately, the Preferred Alternative
recommended balanced growth on both the north and south sides.
Figure 26: Preferred Alternative, Level 1
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Figure 27: Preferred Alternative, Level 2
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5: IMPLEMENTATION
This section of the Concept Budget Report provides planning-level cost estimates for the
projects that have been presented in this document. These cost estimates are provided for the
purpose of planning for the airport’s capital needs. Additionally, the section discusses potential
funding sources, such as grants provided by the FAA’s AIP, and demonstrates ATY’s ability to
finance the projects. This financial information is compiled, assisting in the preparation of the
Airport Capital Improvement Plan (ACIP). The principal assumptions of this financial analysis
are that the FAA continues their current capital funding programs and that ATY activity grows
according to the aviation demand forecasts.

5.1 Funding
The funding for the projects in the CBR could be sought from five basic sources. These include:

 FAA Passenger Facility Charge Funding (PFC)
 FAA Entitlement Funding
 FAA Discretionary Funding
 Economic Development or Energy Efficiency Grants
 Local funding sources
5.1.1 Federal Aviation Administration Funding
The FAA is the agency within the U.S. Department of Transportation that regulates the nonmilitary aviation system in the United States. The FAA administers two programs that are
significant funding sources for airport capital improvement projects, the Passenger Facility
Charge (PFC) program and the AIP. Through the PFC program, the FAA administers funds that
are collected as fees by commercial airlines for use on qualified airport improvement projects.
Through the AIP, the FAA provides grants for the planning and development of capital
improvement projects at public-use airports. These AIP grants are funded through airport user
fees.
Passenger Facility Charge Funding
The PFC program was created by the U.S. Congress with the Aviation Safety and Capacity
Expansion Act of 1990. The PFC is a funding source that is collected by the airlines and
administered by the FAA, in which commercial service airports may charge and collect a
specific dollar amount on each ticket for each enplaned passenger. That amount is limited to a
maximum of $4.50 per passenger that departs the airport with a revenue ticket, (frequent flyer
tickets and other non-revenue ticketed passengers are exempt from this charge). Once the
collected, the airlines transfer the fee to the airport, minus a small administrative charge. All
PFC programs are tied to specific capital improvement projects that have been approved by the
FAA. The fee expires when all of the project funds have been raised; however, new projects
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may be approved under a separate application. A project using PFC funds must meet the
eligibility criteria, established by the FAA.
PFCs may be used in the following ways:

 Pay all or part of the allowable cost of an FAA eligible project: Eligible projects for PFC
include those projects that preserve or enhance safety, security or capacity; reduce or
mitigate noise; and/or enhance competition among air carriers.

 Pay debt service and financing costs associated with bond issuance.
 Combine PFC funds with AIP funds to finance an approved project.
 Apply PFC funds to meet the non-federal share of the cost of projects funded under the
Federal Airport grant program.
Airport Improvement Program (AIP) Funding: Entitlement and Discretionary
The AIP provides grants for the planning and development of infrastructure improvements at
public-use airports that are included in the National Plan of Integrated Airport Systems (NPIAS).
These grants are funded through the Airport and Airway Trust Fund, which is supported by
revenues collected from taxes on the sale of domestic passenger ticket taxes, domestic flight
segment taxes, international arrival and departure taxes, domestic waybill freight and mail
taxes, and aviation fuel taxes. Airport projects that are eligible for funding through revenue
collected by the AIP program are related to the enhancement of airport safety, capacity, security
and environmental issues.
AIP funding is typically comprised of entitlement funding and discretionary funding. Each airport
receives entitlement funding from the FAA annually, based on the number of passengers that
depart from the airport each year. The remaining funds are pooled together in a discretionary
fund, which funds grants to airports nationally. Because demand for discretionary grants
exceeds availability, they are ranked based on project need, a national priority ranking system,
and any legislative action.
Projects submitted for the consideration of AIP grants must demonstrate a demand for them, as
well as be justified and eligible according to FAA guidelines. This justification consists of
planning work and an Airport Layout Plan, approved by the FAA. The areas within a passenger
terminal building project that are eligible for FAA funding are those areas that are public spaces
directly related to the movement of passengers and baggage. Projects related to non-public
areas, airport operations, and revenue-generation facilities are not eligible for AIP funding.
Federal grants cover up to 90 percent of eligible costs at small non-hub primary airports, such
as ATY.

5.1.2 Airport Revenues
Airports typically generate revenue from charging fees for aircraft landing, tie-downs, fuel
flowage, and public parking. In addition, airports receive income from building rental, corporate
and T-hangar rental, rental car facility, and concession rental.
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5.1.4 Economic Development or Energy Efficiency Grants
Economic development or energy efficiency grants are examples of potential grants that could
be available to assist in the funding of the terminal area projects.

5.1.5 Local/Airport Funding
The city council may decide to fund the terminal area projects by issuing general obligation
bonds and paying the bonds back with PFC funds, airport revenue, general funds or tax
revenues.

5.2 AIP Eligibility Analysis
With cost estimates and conceptual building layouts developed for the terminal building, it is
possible to determine the proportion of the terminal projects that are eligible for receiving FAA
funding. The proposed terminal building was assessed in order to determine which portions are
eligible, prorated, or ineligible for FAA funding. This determination was made based on FAA
Order 5100.38C, Airport Improvement Program (AIP) Handbook, Mead & Hunt’s experience at
similar airports, and guidance from the regional FAA office.

5.2.1 FAA Funding Eligibility Categories for Terminal Buildings
Below are explanations and examples of the different FAA funding eligibility categories for
terminal buildings, which are shown on the following ATY terminal building eligibility plan.
Eligible Space, Building Components and Equipment
Eligible space is that portion of the terminal building space that is considered to be 100 percent
eligible for FAA funding. Generally speaking, this is public space directly related to the
movement of passengers or baggage. As is typical for small non-hub primary airports, a large
proportion of the space in the ATY terminal building is eligible for FAA funding. Building
components that are considered to be 100 percent eligible for FAA funding include the floor,
roof, walls, and chases that are required to construct the spaces that are eligible. Similar to
building spaces and components, major equipment in a passenger terminal building is
considered to be eligible for FAA funding when that equipment is directly related to the
movement of passengers or baggage.
Examples of eligible space:

 Public circulation
 Baggage claim area
 Public waiting/seating areas
 Restrooms
 Security checkpoint, (note that screening equipment is provided by TSA)
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 Sterile holdroom
 Mechanical rooms with utilities that serve the public areas
Examples of eligible building components and equipment:

 Walls, structure, roof, floor, and the complete exterior building envelope
 Vertical chases: Plumbing and HVAC chases that serve the public restrooms
 Emergency Generator: An emergency generator to provide backup power to essential
services in event of primary power failure

 Baggage Handling Conveyors: Sole purpose of baggage conveyors and baggage claim
devices is to transfer baggage, making this equipment eligible

 Passenger Boarding Bridge: Allows passengers to board and disembark from an aircraft
Ineligible Space
Ineligible space is the area inside the terminal building that is not eligible for AIP funding. Many
ineligible spaces are integral to the terminal and/or overall airport operation but are not eligible
for FAA funding because they are not directly related to moving passengers and baggage or are
not public use areas.
Examples of ineligible space:

 Tenant storage.
 Baggage screening room.
 Inbound and outbound baggage rooms; however, these rooms are PFC-eligible.
 Airport Administration offices, janitorial and maintenance areas.
Prorated Space and Building Components
Prorated, or partially eligible space, is space that is eligible for FAA funding, but not 100 percent
eligible. A typical example of prorated space is a utility room, which serves both eligible and
ineligible spaces. In this case, only that portion of the room that is needed to serve the eligible
spaces is itself eligible. This rate of proration is determined in one of three ways, which have
been categorized below.

5.2.2 FAA Funding Eligibility and Cost of Major Equipment
The cost of major equipment in an airport terminal building will contribute significantly to the final
project cost and is included in the cost estimates that have been provided in this document.
Much of this equipment, such as baggage conveyors and passenger boarding bridges, is
eligible for FAA funding participation.
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FAA Funding: Maximum Participation
Note that eligibility for FAA funding does not guarantee FAA participation in the funding of the
project. The maximum percentage that the FAA can contribute to a project is 90 percent of the
eligible costs, while the remaining 10 percent must be funded through other sources.
The ultimate goal of the process for determining eligibility during the design and construction
phases of the project is to determine the percentage of the project cost that is eligible for FAA
funding, not necessarily the amount of terminal building area that is eligible. Once the project
nears the end of the design stage, more detailed cost estimates will be generated in order to
refine eligibility percentage based on the project construction cost.
Eligibility planning is an important step in the terminal planning process to determine the amount
of potential FAA funding and the amount of funding to be provided by other sources. As the
terminal area plan progresses into the design stages, spaces may vary from those outlined in
this study. Revisions to the eligibility plan will be made during the design process, and the
revised eligibility plan can be used to determine the amount of the project construction cost that
will be eligible for FAA funding participation.
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Table 5: AIP Eligible Area
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5.3 Anticipated Project Costs and Funding
The Opinion of Probable Costs for the preferred alternative is inclusive of hard and soft costs:
Terminal Building Construction; Site Civil Construction; and professional
architecture/engineering fees for design and construction administration. Eligibility percentages
are estimated, with corresponding cost shares among the FAA, State, and Sponsor. As these
are early projections, it is recommended that a Sponsor Share of $4 million be allocated to the
project to cover additional unanticipated, ineligible costs.
Table 6: Watertown Regional Airport Terminal Alternative Opinion of Probable Costs
Area Description

Area
(SF)

%
Eligible
(Est)

Cost/Sq Ft.

Construction
Cost

State
Share

Sponsor
Share

$

425

$

8,500,000

80%

$

6,800,000

$ 200,000

$ 1,500,000

$ 1,200,000

$

1,200,000

70%

$

840,000

$

-

$

360,000

$ 4,230,000

$

4,230,000

90%

$

3,807,000

$ 211,500

$

211,500

$

778,000

$

778,000

90%

$

700,200

$

38,900

$

38,900

$

79,300

$

79,300

0%

$

-

$

-

$

FAA Share

Alternative 4 - Relocate
to Infield Parking Island
Construct New Terminal
Building
Terminal Design/Const.
Admin
Site Civil Const. (Apron,
Taxiways, Parking,
Access)
Civil Design/Engineering
Admin
Grant Reimbursement Apron Design
Subtotal
Planning Contingency 15%
Totals Alternative 4

20,000
LS
LS
LS
LS

$

14,787,300

$

2,218,095

$

17,005,395

79,300

$ 12,147,200

$ 450,400

$ 2,189,700

$

$

$

1,822,080

$ 13,969,280

67,560

$ 517,960

328,455

$ 2,518,155
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Agenda Item 6 - Resolution No. 19-28

RESOLUTION NO. 19-28
RESOLUTION OF INTENT TO ENTER INTO A LEASE AGREEMENT WITH LAKE
AREA TECHNICAL INSTITUTE FOR CITY-OWNED REAL PROPERTY LOCATED
AT THE WATERTOWN REGIONAL AIRPORT
WHEREAS, the City of Watertown is authorized, pursuant to S.D.C.L. § 9-12-5.1 and
S.D.C.L. § 9-12-5.2 to lease municipally-owned property to a private person; and
WHEREAS, the City of Watertown is required to publish notice of, and provide for, a
Public Hearing on adoption of the resolution to lease municipally owned property to any private
person for a term exceeding One Hundred Twenty (120) days and for an amount exceeding Five
Hundred Dollars ($500.00); and
WHEREAS, the City of Watertown intends to enter into a twenty-five (25) year lease,
renewable for one (1) additional (10) year term, with Lake Area Technical Institute on the
following described 5400 square feet of city-owned real property, located at the Watertown
Regional Airport, in the County of Codington, State of South Dakota, and on which Lessee’s
privately owned 75’ x 72’ hangar is situated:
PRIVATE HANGAR SPACE CONSISTING OF APPROXIMATELY 5400
SQUARE FEET
NOW, THEREFORE, BE IT RESOLVED by the City of Watertown that the City
Council expresses its intention by this Resolution to enter into said lease and shall publish a
Notice of Public Hearing and hold a Public Hearing on July 15, 2019 at 5:30 p.m. in the Council
Chambers within City Hall in the City of Watertown regarding a lease with the aforementioned
party pursuant to the terms and conditions authorized by the City Council.
Dated at Watertown, South Dakota, this ____ day of July, 2019.
The above and foregoing Resolution No. 19-28 was moved for adoption by Alderperson
____________________, seconded by Alderperson ___________________, and upon voice vote
motion carried, whereupon the Mayor declared the Resolution to be duly passed and adopted.
I hereby certify that Resolution No. 19-28 was published in the Watertown Public
Opinion, the official newspaper of said City, on the _____ day of _________________, 2019.
Kristen Bobzien
ATTEST:

CITY OF WATERTOWN

______________________________
Kristen Bobzien
Finance Officer

______________________________
Sarah Caron
Mayor
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