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Inventory
The Granbury Regional Airport Master Plan establishes a
strategy for the development of the Airport over the next 20
years.
The following inventory of exisƟng condiƟons serves as the first step in
the master planning process and will examine the Airport in its present
state and provide the foundaƟon from which the remainder of the plan
will be constructed.
Located in Hood County, 65 miles southwest of Dallas, Granbury Regional
Airport provides a full-service, general aviaƟon facility. In 2021, site
preparaƟon began to accommodate a new 5,200’ x 75’ Runway 01-19
which will include the construcƟon of a new general aviaƟon terminal,
apron, updated airport access, improvements to lighƟng, security, and
uƟliƟes serving the airport. It is anƟcipated the new runway will be
complete in early 2022.

A.

INVENTORY OF EXISTING CONDITIONS

OVERVIEW
The following Airport Master Plan will define a concept for development at Granbury Regional
Airport (GDJ or the Airport) to facilitate the growing aviation demands of the region. This plan will
feature a 20‐year planning period and has been prepared in collaboration with airport
management, federal, and state agencies, local officials, businesses, and interested airport
users/stakeholders. A key goal of this study is to identify needs and evaluate development
alternatives to guide the future development of the Airport. The plan recommends improvements
in accordance with Federal Aviation Administration (FAA) criteria, taking into consideration
anticipated changes in aviation activity and development opportunities at the local, regional, and
national levels.
The primary objective of this Airport Master Plan is to produce a comprehensive guide for the
continued development of a safe, efficient, and successful aviation facility that meets the goals of
the City of Granbury, airport users and tenants, and the surrounding market area. The plan must
also satisfy FAA guidelines for the development of airport master plans and facilities while
incorporating characteristics that are unique to the area. This study focuses on aeronautical
forecasts, economic development opportunities, need and justification improvements, and a
staged plan for recommended development. Specifically, the Granbury Regional Airport Master
Plan will consist of the following elements:









Inventory of Existing Conditions
Forecast of Aviation Demand
Facility Requirements
Airport Development Alternatives
Airport Layout Plan
Recommended Development Plan Implementation
Financial Feasibility Analysis
Public Outreach Plan

In addition to these focal areas, this plan will evaluate other important aspects and elements
associated with the newly constructed Runway 01‐19, including a new terminal area, alternatives
for developing aircraft storage facilities, and new airport ground access.
Typically, the staged plan focuses on planning horizons of 0 to 5 years, 6 to 10 years, and 11 to 20
years, with the first phase addressing existing facilities deficiencies or non‐compliance to airport
design standards as outlined in FAA Advisory Circular (AC) 150/5300‐13A, Airport Design.
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The first step in the airport master planning process includes the gathering of information about
the airport and its environment. The information gathered during this phase will provide the
foundation for subsequent phases. The inventory of existing conditions for the Granbury Regional
Airport Master Plan include the following:














Runways, taxiways, aprons, and related lighting, marking, signage, and NAVAIDs
Airport facilities, including all buildings and pavement inventory
Airport support facilities and equipment such as fueling facilities, maintenance
equipment, airport vehicles, etc.
Historical and current aircraft activity to include based aircraft and operations by
type, and fuel sales
Existing Airport Layout and Property Map
Airport service area socioeconomic/demographic information
Airport services including all on‐airport businesses offering aviation services
Airport and adjacent zoning and land use data
Airport airspace and air traffic details
Meteorological and wind data analysis
Environmental factors and potential impact areas
TxDOT economic impact study
Identify existing utilities and analyze associated access/tie‐in points for future
development purposes (water, gas, electric, drainage, and sewer).

The data collected for this phase of the study was gathered from a variety of sources, including
airport management, tenants and users, the City of Granbury, area businesses, community
organizations, and airport service providers. The information gathered for this inventory chapter
is current as of October 2020 and serves as the baseline for the remainder of the Master Plan.
Additional sources of information referenced include:








Granbury Regional Airport Master Plan, 2010
Granbury Regional Airport website (https://www.granbury.org/29/City‐Airport)
Granbury Regional Airport Financial Reports
City of Granbury, Texas Comprehensive Plan, 2016
TxDOT – Aviation Division, Texas Airport System Plan (TASP), 2010
FAA 5010‐1, Airport Master Record
FAA and Operational Data
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RUNWAY 01‐19 ENVIRONEMTAL ASSESSMENT AND CONSTRUCTION
In 2013, the City of Granbury and the Airport embarked on a project to complete an Environmental
Assessment (EA) for approval and funding assistance for a new 5,200’ x 75’, non‐precision runway
with an orientation of 01‐19. Exhibit A.5 illustrates the potential layout of the runway based on
the EA. However, since this time, no construction or funding approval was granted, thus, a “time
lapse” since EA approval resulted in the FAA requesting an update and revalidation of the original
findings. In 2018, an Environmental Assessment Re‐Evaluation was conducted and subsequently
approved by the FAA with a Finding of No Significant Impacts (FONSI) for the proposed project.
With approval of these documents and the project accepted for funding, the next part of the
process involves the necessity of a Master Plan to evaluate forecasting of operations, identification
and location of landside needs – terminal building, runway, which in turn, will help guide the
location and placement of critical airport infrastructure and development. According to the 2018
EA Re‐evaluation, the major components for the new runway include:















Acquire approximately 269 acres of land
Construct a new 5,200’ x 75’ runway with orientation (Runway 01‐19)
Construct a new parallel taxiway and connectors for Runway 01‐19
Install new airfield lighting, including Medium Intensity Runway Edge Lights (MIRL),
Medium Intensity Taxiway Edge Lights (MITL), runway threshold lights
Install new, airport owned and operated Precision Approach Path Indicator Lights
(PAPI)
Install new airfield directional signs
Develop new approach procedures for the new runway orientation and coordinate
with FAA Air Traffic (AT) and Flight Procedures (FP) groups to coincide with the
opening of Runway 01‐19 and cancel procedures for Runway 14‐32
Construct a new terminal building and on‐airport storm water system improvements
Construct a new airport entrance road from US 377 along Archer Court
Construct new aircraft perking apron and maintenance / storage hangars
Installation of additional airfield security fencing and access gates
Close section of Archer Court Road from Loop 567
Relocate electric transmission and distribution power lines on properties to be
acquired and along US 377 within the Runway Protection Zone (RPZ).

In March of 2020, grading work began at the airport to prepare the site for construction. It is
anticipated that construction of Runway 01‐19, coinciding parallel taxiway, terminal and apron,
and other associated improvement would begin in June / July of 2021 with an approximate
completion date of early 2022.
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A.2

AIRPORT ROLES AND FACILITIES

CITY OF GRANBURY
The City of Granbury is located approximately 35 miles southwest of Fort Worth and 65 miles
southwest of Dallas on U.S. Highway 3771 situated on the shore of Lake Granbury and named after
General Hiram Bronson Granbury, who led Confederate forces into the area during the Civil War.
Constructed from Brazos limestone, the existing Hood County Courthouse would be the third
following fires that destroyed the previous two courthouses. In 1871, the first public school was
established by A.P. Harbin and the first Methodist church was established the same year. A year
later in 1872, W. L. Bond founded the Vidette, the first newspaper serving the City of Granbury.
Granbury quickly became recognized as the trade center for north‐central Texas which included
pecans, peanuts, peaches, grains, and cotton. This trading took place in Reunion Park which
provided an area for the trading of livestock.
Like many towns, Granbury experienced exponential growth following the expansion of the
railroad. In 1887, the Fort Worth and Rio Grande Railways began service through Granbury. This
was incredibly important to local residents and reduced the need to travel north to use the
Butterfield Stages, which traveled from Sherman to El Paso.
In 1969, Lake Granbury was formed following the construction of a dam across the Brazos River
southeast of Granbury. Once again, Granbury experienced an increased period of growth including
new marinas, shopping malls, and other developed serving the expanding residential areas. In the
1980s, thousands of jobs were created following the construction of the Comanche Peak Nuclear
Power Plant. In 1990, the population of Granbury was 4,045 and has since grown to over 10,000
residents.
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AIRPORT OWNERSHIP AND MANAGEMENT
Today, Granbury Regional Airport is a fully operational general aviation airport. The City of
Granbury owns and operates the Airport. The Airport Manager oversees the maintenance,
development, and day to day operations of the facility. Additionally, an Airport Advisory Board,
comprised of nine (9) members (8 primaries and 1 alternate), has been established to provide
insights and recommendations related to policies carried out at the airport. Board members serve
two (2) year terms. Advisory Board meetings are typically held on a quarterly basis on Monday
mornings at 8:00 AM at the Granbury Regional Airport Terminal.
AIRPORT LOCATION AND ACCESS
As shown in Exhibit A.1, Granbury Regional Airport is situated on 346 acres, approximately 1.5
miles west of downtown Granbury, in Hood County. The Airport and the City of Granbury are
accessible by U.S. Highway 377 from Fort Worth to the northeast and Stephenville to the
southwest. The airport is bordered on the north by the Fort Worth & Rio Grande Railway. U.S.
Highway 377 provides the primary access to the Airport, which is:




1.5 miles west of Granbury, Texas
35 miles southwest of Fort Worth, Texas
65 miles southwest of Dallas, Texas

Table A.1 provides a summary of important elements for Granbury Regional Airport. Note that the
most recent Airport Layout Plan (October 2012), FAA Airport Master Record (Form 5010), and
Texas Aviation System Plan (TASP), were utilized as the source for a large portion of the data.
TABLE A.1 – EXISTING CONDITIONS
Airport Name

Granbury Regional Airport

FAA Designation

GDJ

Associated City

Granbury, Texas

Airport Owner/Sponsor

City of Granbury, Texas

Airport Management

Full‐time Manager and city staff; on‐site

Date Established

1962

Airport Roles

Texas Airport System Plan (TASP) – Business/Corporate
FAA NPIAS – Local – General Aviation

Commercial Air Service

Not Applicable

Airport Acreage

346

Airport Reference Point (ARP)

32°26’39.9000”N / 97°49’01.0000”W

Airport Elevations

777.5 ft.

Area Mean Max Temperature

96°

Source: Granbury Regional Airport Administration, FAA Form 5010‐1 Data
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EXHIBIT A.1 – AIRPORT LOCATION MAP
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AIRPORT SYSTEM ROLE
All airports play a variety of different functional roles and contribute at varying levels to meet the
transportation and economic needs on a national, state, and local level. Identifying and
understanding the various roles that an airport plays is essential for any airport in a system, so it
can continue to develop facilities and services that appropriately fulfill its respective role. Granbury
Regional Airport is a general aviation airport serving the aviation needs of Hood County, the City
of Granbury, and the region as a whole.
TEXAS AIRPORT SYSTEM PLAN
The primary planning document for the Texas Department of Transportation, Aviation Division, is
the Texas Airport System Plan (TASP), which was last updated in 2010. The TASP focuses on general
aviation needs and helps the Aviation Division determine the timing, location, and degree of
airport facilities required over a 20‐year time frame. The TASP provides minimum facility
requirements for the states 292 airports and 2 heliports. Within the TASP, Granbury Regional
Airport is one of 67 general aviation Business/Corporate airports serving the state. This category
of facility provides access to turboprop and turbojet business aircraft and is located where
sufficient population or economic activity supports a moderate to high level of business jet activity
and/or to provide capacity in metropolitan areas.
NORTH CENTRAL TEXAS COUNCIL OF GOVERNENTS (NCTCOG) AVIATION PLAN
The North Central Texas General Aviation System Plan provides guidance and recommendations
for the successful development of General Aviation through 2035. Granbury is located within the
West Subregion of the system
plan. This region is comprised
of Parker, Palo Pinto, Erath,
Hood and Somervell, and parts
of Tarrant County. It is
estimated this subregion will
require $8.5 million in
improvements through 2035
to meet the forecast aviation
demand. This region affords
the unique opportunity to
expand infrastructure due to
the lack of geographic
constraints.

1‐7

Airport Master Plan

ECONOMIC IMPACT
In 2018, TxDOT Aviation Division updated the Texas Aviation Economic Impact Study, which is a
key component of the overall system planning effort. This study assists the Aviation Division in
determining what capital improvements best serve the state’s aviation needs. Based on the
information provided by the summary brochure for Granbury, the airport is directly involved with
providing approximately $9.6 million output for on‐airport impacts, and $463,000 output in visitor
impacts. Overall, the airport plays an integral part in the local and regional economy, witnessed by
the total overall economic impact of 135 jobs, $4.9 million in payroll, and $18.5 million in output.
A graphical depiction of the airport’s economic impact is available in Exhibit A.2.
NATIONAL PLAN OF INTEGRATED AIRPORT SYSTEMS (NPIAS)
Many of the nation’s existing airports were either initially constructed by the federal government
or their development and maintenance were partially funded through various federal grant‐in‐aid
programs to local communities. The system of airports that exists today is due in part to federal
policy that promotes the development of civil aviation. As part of the ongoing effort to develop a
national airport system (NAS), the U.S. Congress established and maintains a national plan for the
development and upkeep of airports.
The National Plan of Integrated Airport Systems (NPIAS) is a repository of airports that are eligible
for AIP funding and is used by the FAA in administering the AIP, which is the source of federal funds
for airport improvement projects nationwide. The AIP is funded exclusively by user fees and user
taxes, such as aviation fuel and airline tickets. An airport must be included in the NPIAS to be
eligible for federal funding assistance through the AIP.
The most current plan available is the NPIAS 2021‐2025, which identified 3,304 public‐use airports
that are important and necessary to the national air transportation system. The plan estimates
that approximately $43.6 billion in AIP‐eligible airport projects will require financial assistance
between 2021 and 2025. This is an increase of $8.5 billion (24 percent) from the NPIAS issued two
years ago. The NPIAS categorizes airports by type of activities that occur at an airport – commercial
service, air cargo, reliever operations, and general aviation. Granbury is currently classified as a
non‐primary, local general aviation airport in the FAA’s NPIAS.
Local airports are tasked with providing communities access to local and regional markets. These
facilities are typically located near larger metropolitan areas and accommodate flight training and
emergency services. Local airports account for 37 percent of the airports and 13 percent ($5.6
billion) of the development identified in the 2021‐2025 NPIAS. Table A.2 outlines the specific
airport classifications and associated requirements.

1‐8

Airport Master Plan

EXHIBIT A.2 – TXDOT ECONOMIC IMPACT STUDY

Source: TxDOT Aviation Economic Impact Study, 2018

1‐9

Airport Master Plan

TABLE A.2 – CATEGORIES OF AIRPORT ACTIVITIES

Airport Classifications

Commercial
Service:
Publicly owned
airports that
have at least
2,500 passenger
enplanements
each calendar
year and receive
scheduled
passenger
service.

Primary:
Have more than
10,000
passenger
enplanements
each year.

Non‐primary

Non‐primary
(Except Commercial Service)

Hub Type: Percentage of Annual
Passenger Enplanements

Common Name

Large:
1% or more

Large Hub

Medium:
At least 0.25%, but less than 1%

Medium Hub

Small:
At least 0.05%, but less than 0.25%

Small Hub

Non‐hub:
More than 10,000, but less than 0.05%

Non‐hub Primary

Non‐hub:
At least 2,500 and no more than 10,000

Non‐primary Commercial
Service

Not Applicable

Reliever
General Aviation

Source: https://www.faa.gov/airports/planning_capacity/passenger_allcargo_stats/passenger/
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EXISTING AVIATION ACTIVITY
According to the FAA 5010‐1, Airport Master Record, the airport featured approximately 33,200
total operations in 2018 (last year reported on FAA Form 5010‐1), including takeoffs and landings.
The broad categorization of aviation activity at GDJ is shown in Table A.3 as provided by the FAA
Form 5010 Master Record (Exhibit A.3). Additional detail, history, and descriptions of activity are
provided in Chapter 2 – Forecast of Aviation Demand.

TABLE A.3 – AIRPORT OPERATIONAL STATISTICS
Based Aircraft

Single‐engine

70

Multi‐engine

7

Jet

3

Military

2

Total Fixed Wing

82

Helicopters

10

Gliders

8

Total Based Aircraft

100

Aircraft Operations

Average Ops. per day

91

% Local Operations

75%

% Itinerant Operations

25%

Source: FAA Form 5010-1, Airport Master Record
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EXHIBIT A.3 – FAA FORM 5010‐1 AIRPORT MASTER RECORD
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EXISTING AVIATION SERVICES
Airports can provide a wide range of services to meet the varied demands of their individual
market area. Table A.4 below provides a general listing of the current range of services offered at
Granbury Regional Airport. GDJ offers a wide variety of services including major airframe/power
plant repair, avionics repair, and a Part 145 certified repair station.

TABLE A.4 – EXISTING AVIATION SERVICES
Aviation Fuel (100LL and Jet‐A)
Aircraft Parking – Based (Hangar and Tie Down)
Aircraft Parking – Transient (Tie Down)
Air Taxi/Charter Services
General Aviation Terminal
Airframe & Powerplant Maintenance
Avionics Maintenance & Production
FAA Part 14 Certified Repair Station
Air Ambulance Service
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A.3

AIRPORT FACILITIES INVENTORY

AIRSIDE FACILITIES
Presently, Granbury Regional Airport supports general aviation activity with a single paved asphalt
runway. The primary runway (Runway 14‐32) is oriented in a northwest/southeast direction and
is supported by a system of parallel and connecting taxiways. Runways are given an identifier that
is determined based on their magnetic compass orientation. Each runway end is named
accordingly. For example, Runway 14 has a magnetic heading of 140 degrees, and Runway 32 has
a magnetic heading of 320 degrees. Runway headings are important for pilots to easily identify
which runway aligns with the prevailing winds.
The airport is currently undergoing construction to complete a new 5,200’ x 75’ Runway,
constructed of Hot Mix Asphalt Concrete (HMAC), with the magnetic orientation of 01‐19.
Construction of a full‐length parallel taxiway and associated connectors will accompany the new
runway. Once complete, Runway 01‐19 will become the primary runway at Granbury Regional
Airport. Runway 14‐32 will subsequently be converted to a taxiway which will continue to support
tenants and operations in the existing terminal area.
The airfield is also supported by visual and electronic approach aids. Exhibit A.4 and A.5 graphically
illustrates the current airside/landside existing airport facilities. Table A.5 details the associated
characteristics of each runway and other airside features.

TABLE A.5 – RUNWAY SUMMARY DATA

Runway Dimensions
Runway Surface (Condition)
Pavement Strength
True Runway Bearing
Pavement Markings (Condition)
Part 77 Approach Slope Surfaces
Runway Lighting
Instrument Approach Lighting
Visual Approach Aids
Standard Traffic Pattern

Existing Runway 14 / 32

Future Runway 01 / 19

3,603’ x 60’
Asphalt (Good)
12,000 (SW)
150° / 330°
NPI (Good) / NPI (Good)
34:1 / 34:1
Medium Intensity (MIRL)
None
P2L / P2L
Left Hand

5,200’ x 75’
Asphalt (New)
30,000 (SW)
TBD
NPI / NPI
34:1 / 34:1
Medium Intensity (MIRL)
None
P2L / P2L
Left Hand

Source: FAA Form 5010-1, Airport Master Record
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TAXIWAYS AND APRON
A single full‐length parallel taxiway serves the maneuvering needs of aircraft at the airport.
Taxiway “A” is situated 184 feet northeast of Runway 14‐32 and offers four connectors that are
each 30 feet wide and provides access to the terminal area, general aviation terminal, on‐airport
businesses, and all general aviation hangars. All taxiways are currently marked with centerline
striping but are not lighted. Directional signs and aircraft hold line markings are prevalent at all
locations enabling access to the runway.
The proposed Runway 01‐19 is anticipated to have a full‐length, 35 foot wide, parallel taxiway
situated 240 feet east of the runway centerline.
There is one aircraft parking apron providing approximately 45,000 square feet of maneuvering
space and a total of 13 tie‐down spaces. The apron is located mid‐field directly adjacent to the
general aviation terminal.
VISUAL AIDS AND LIGHTING
Runway 14‐32 is equipped with Medium Intensity Runway Lights (MIRL) which are pilot activated
and operate from sunset to sunrise. Future Runway 01‐19 will also be equipped with Medium
Intensity Runway Lights (MIRL). As previously mentioned, the existing taxiway system is not
lighted.
Visual approach aids assist aircraft on final approach by providing vertical situational awareness in
relation to the runway threshold. Runway 1432 is equipped with a two‐light Precision Approach
Path Indicator (PAPI‐2L) situated on the left side of each runway end. Future Runway 01‐19 will
feature the same two‐light Precision Approach Path Indicators (PAPI‐2L) serving both ends of the
runway. Runway 14‐32 is not equipped with Runway End Identifier Lights (REILs).
An additional aid to navigation is the airport beacon. The beacon is a visual navigation aid
displaying white and green flashes to indicate a lighted airport or white flashes only for an
unlighted airport. The airport’s beacon is located between T‐Hangar “H” and the Texas A&M
Forestry Service facility. Additionally, the airport has a lighted wind cone and segmented circle
which are located approximately 175 feet northeast of parallel Taxiway “A” and northwest of the
Texas A&M Forestry Service. While the wind cone is a free rotating truncated cone to indicate
wind direction and wind force, the segmented circle aids pilots in locating an airport and provides
traffic pattern information for all runways.
WEATHER REPORTING SYSTEM
GDJ is served by an Automated Weather Observing System (AWOS‐3) on frequency 118.925. An
AWOS unit is a suite of automated sensors that measure, collect, and disseminate minute‐by‐
minute weather data to help aircrews and flight dispatchers monitor weather conditions and plan
routes for navigation to or from the airport. The AWOS facility is located approximately 175 feet
northwest of the Texas A&M Forestry Service. Once the construction of Runway 01‐19 is
completed, the location of the AWOS will be reviewed to ensure proper placement.
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1.3 LANDSIDE FACILITIES
As reflected in Exhibit A.4 and A.5, the existing landside development area at the airport consists
of a general linear layout. The primary development area runs parallel and east of Runway 14‐32
and Taxiway “A”. These various facilities include a city‐owned general aviation terminal/fixed‐base
operator (FBO), general aviation hangar facilities, air ambulance, airframe, powerplant, and
avionics maintenance facilities as well as an FAA Part 145 certified repair center.
TERMINAL BUILDING/FBO AND AUTO PARKING
The terminal complex, which also serves as the city‐owned FBO is located in the terminal area near
the midfield connector taxiway to Runway 14‐32. This single‐story structure is approximately
3,600 square feet and includes space and amenities for local and itinerant users including a pilot’s
lounge, waiting area, flight planning facilities, conference room, airport administration offices,
public restrooms, and kitchen/concession area. Additionally, the terminal is home to Raven Aerial
Solutions which provides UAS and aerial imaging services along with Hyde Flight School which
provides pilot training. City staff including the Airport Manager and other ancillary services are
located within this facility. The terminal auto parking area includes parking for 42 automobiles and
is approximately 20,000 square feet in size.

GENERAL AVIATION TERMINAL

GRANBURY REGIONAL AIRPORT
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HANGAR FACILITIES
The majority of the Airport’s hangar facilities are currently concentrated on the northeast side of
the airport parallel to Taxiway “A” and consist of a variety of T‐hangars, conventional/box hangars,
private hangars, shade hangars, and apron tie‐down positions. Included in this area are the general
aviation terminal/FBO, air ambulance facility, and several on‐airport businesses. Table A.6
provides detail of the current landside inventory. According to airport management, the airport
has eight (8) conventional hangars, six (6) T‐hangar structures providing a total of 75 units, and
one (1) shade hangar providing an additional ten (10) aircraft parking positions. To date, the
airport administration maintains an ongoing waitlist of approximately 32 individuals for hangar
space.
TABLE A.6 – EXISTING FACILITIES
BLDG.
NUMBER

DETAIL

CONDITION

APPROX. SQ. FT.

A1

2x Hangar (50’ x 60’)
with Office

Excellent

12,250

A2

T‐Hangar (10 Unit)

Good

11,375

A3

CareFlite Hangar
(100’ x 70’)

Good

7,200

A4

Private Hangar
(60’ x 60’)

Excellent

3,600

A5

Sport Aviation
(110’ x 100’)

Excellent

11,000

A6

General Aviation
Terminal/FBO

Excellent

3,700
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A7

Shade Hangar

Good

9,900

A8

T‐Hangar “D”
(13 Units)

Excellent

15,000

A9

T‐Hangar “E”
(13 Units)

Excellent

15,000

A10

T‐Hangar “F”
(13 Units)

Excellent

15,000

A11

T‐Hangar “G”
(13 Units)

Excellent

15,000

A12

T‐Hangar “H”
(13 Units)

Excellent

15,000

A13

Texas A&M
Forestry Service

Excellent

5,200

A14

Private Development
Hangar

Excellent

24,000
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A15

City Owned Hangar

Excellent

10,000

A16

City Owned Hangar

Excellent

10,000

A17

Beacon

Excellent

N/A

A18

AWOS

Excellent

N/A

A19

Forestry
Instrumentation

Excellent

N/A

A20

Jet‐A Tank
(15,000 gal.)

Excellent

N/A

A21

100LL and Self‐Serve
(12,000 gal.)

Excellent

N/A

Source: GDJ Airport
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FUEL STORAGE FACILITIES
Currently, the airport’s fuel storage area(s) are located
northwest of the General Aviation Terminal and Apron. The
fuel is owned by the Airport and consists of two above‐
ground storage tanks with self‐serve fueling capabilities.
Tanks consist of one 12,000‐gallon AVGAS/100LL with QTpod
Self‐Service available from 7 am to 7 pm and one 12,000‐
gallon Jet‐A tank. All tanks comply with Environmental
Protection Agency (EPA) guidelines, including associated spill
containment requirements. In addition, mobile Jet‐A
dispensing is provided by one 3,000‐gallon Ford F700 fuel truck. At
the time of the study, historical fuel sales were not available for
inclusion in the report. A new or additional fuel storage facility is
anticipated as part of the new runway construction. Potential
locations of this facility will be analyzed in the Alternatives chapter of
this study.
SECURITY / PERIMETER FENCING
Perimeter fencing at the airport is a combination of types. A portion
of the airport surrounding the general aviation terminal, apron, and
hangars is served by 6‐foot security fencing beginning northeast of the CareFlite facility and
terminating northwest of T‐Hangar “H”. The remainder of the airfield is equipped with 3‐strand
barbed wire fencing. Further discussion to address updated perimeter fencing will be reflected in
the Alternatives and Implementation chapters.
1.4 AIRSPACE SYSTEM / NAVIGATION AND COMMUNICATION AIDS
Granbury Regional Airport operates within the larger National Airspace System (NAS), which
comprises a wide array of services, systems, and requirements for airports as well as for the pilots
that function within it. The following sections provide an overview of the Airport’s key
considerations with respect to navigating and operating within the NAS.





Air Traffic Service Areas and Aviation Communications
National Airspace System
Navigational Aids
Part 77 Airspace Surfaces

AIR TRAFFIC SERVICE AREA AND AVIATION COMMUNICATIONS
FAA Order 7110.65Y, Air Traffic Control (ATC), established that the mission of ATC is safety by
stating that the “primary purpose of the ATC system is to prevent a collision between aircraft

1‐22

Airport Master Plan

operating in the system and to organize and expedite the flow of traffic.” ATC is the means by
which aircraft are directed and separated within controlled airspace.
Within the continental United States, there are some 22 geographic areas that are under ATC
jurisdiction. Air traffic services within each area are provided by air traffic controllers in Air Route
Traffic Control Centers (ARTCCs). The ARTCCs provide air traffic service to aircraft operating on
Instrument Flight Rules (IFR) flight plans within controlled airspace, and primarily during the en‐
route phase of flight. Those aircraft operating under Visual Flight Rules (VFR) that depend primarily
on the “see and avoid” principle for separation, may also contact the ARTCC or other ATC services
to request traffic advisory services. Traffic advisory service is used to alert pilots of other known
aircraft in the vicinity of, or within the flight path of the aircraft. The airspace overlying GDJ is
contained within the Fort Worth (ZFW) ARTCC jurisdiction, which has a coverage area of airspace
in portions of Texas, Southern Oklahoma, Northwest Louisiana, Southwest Missouri, and far
Southeast New Mexico.
Aircraft operating on instrument flight plans that are approaching or departing an airport are also
subject to airspace and ATC. At GDJ, clearance delivery, approach, and departure services are
provided by Fort Worth ARTCC on frequency 127.15. The primary means of controlling aircraft
employed by air traffic controllers is computerized radar systems that are supplemented with two‐
way radio communications. Altitude assignments, speed adjustments, and radar vectors are
examples of techniques used by controllers to ensure that aircraft maintain proper separation.
The specified lateral and vertical separation criterion for aircraft used by controllers is as follows.




Lateral Aircraft Separation: three (3) miles (radar environment)
Lateral Aircraft Separation: five (5) miles (non‐radar environment)
Vertical Aircraft Separation: 1,000 feet below (below 29,000 feet) and 2,000 feet
(29,000 feet and above)

NATIONAL AIRSPACE SYSTEM
To ensure a safe and efficient airspace environment for all aspects of aviation, the FAA has
established an airspace structure through the Federal Aviation Regulations (FAR) that regulates
and establishes procedures for aircraft that use the NAS. This airspace structure essentially
provides two basic categories of airspace: controlled (classified as A, B, C, D, and E) and
uncontrolled (classified as G).
Further, FAR Part 71 and FAR Part 73 establish these classifications of airspace with the following
characteristics.




Class A airspace is generally the airspace from 18,000 feet mean sea level (MSL) up to
Flight Level 600 (or 60,000 feet MSL). Unless otherwise authorized, all operations in
Class A airspace are conducted under instrument flight rules (IFR).
Class B airspace is generally airspace from the surface to 10,000 feet MSL
surrounding the nation’s busiest airports in terms of airport operations or passenger
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enplanements. An ATC clearance is required for all aircraft to operate within Class B
airspace, and all aircraft that are so cleared receive separation services within the
airspace. Clearance into Class B airspace can only be received when the controller
specifically call the tail number of the aircraft and grants explicit clearance to enter
the airspace. (e.g. “N1234, you are cleared to enter the Class B airspace”).
Class C airspace is generally airspace from the surface up to 4,000 feet above the
airport elevation (charted in MSL) surrounding those airports that have an
operational control tower, are serviced by radar approach control, and have a certain
number of IFR operations or passenger enplanements. Each aircraft must establish
two‐way radio communications with the ATC facility providing air traffic services prior
to entering the airspace and, thereafter, maintain those communications while in the
airspace.
Class D airspace is generally airspace from the surface up to 2,500 feet above the
airport elevation (charted in MSL) surrounding those airports that have an
operational control tower. Unless otherwise authorized, each aircraft must establish
two‐way radio communications with the ATC facility providing air traffic services prior
to entering the airspace and thereafter maintain those communications while in the
airspace.
If the airspace is not classified as A, B, C, or D, and is controlled airspace, then it is
Class E airspace. Class E airspace extends upward from either the surface or
designated altitude to the overlying or adjacent controlled airspace. Only aircraft
operating under IFR are required to be in contact with ATC when operating within
Class E airspace.
Class G or uncontrolled airspace is the portion of the airspace that has not been
designated with any of the above classifications. It extends from the surface to the
base of the overlying Class E airspace. Although ATC has no authority or responsibility
to control air traffic, pilots must still abide by visual flight rules (VFR) minimums in
Class G airspace.

Granbury Regional Airport lies within Class E airspace which is controlled airspace not classified as
A, B, C, or D airspace. A large amount of the airspace over the United States is designated as Class
E airspace. In most areas, the Class E airspace base is either the surface of 700 feet AGL. Class E
airspace typically extends up to, but not including, 18,000 feet MSL (the lower limit of Class A
airspace). Exhibit A.6 and A.8 show airspace classifications and the portion of the sectional chart
published by the FAA’s National Aeronautical Charting Office for the immediate regional airspace
around GDJ.
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EXHIBIT A.6 – FAA AIRSPACE CLASSIFICATION

SOURCE: FAA/KSA
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NAVAIDS / COMMUNICATIONS
In 2003, the FAA implemented Wide Area Augmentation Systems (WAAS) availability to public
airports. Pilots are now benefiting from the large number of Area Navigation (RNAV) Global
Positioning System (GPS) approaches and lower minimums provided by WAAS‐enabled systems.
These systems are greatly more abundant than instrument landing systems (ILS) and other ground‐
based systems from the 20th century. As of November 2020, there are 4,068 Wide Area
Augmentation System (WAAS) Localizer Performance with Vertical Guidance (LPV) approach
procedures serving 1,960 airports, 1,191 of these airports are non‐ILS airports. Currently, there
are also 725 Localizer Performance (LP) approach procedures in the U.S. serving 532 airports.
A variety of navigational facilities are currently available to pilots at Granbury Regional Airport,
whether based at the field or at other locations in the region. Many of these navigational aids
(NAVAIDs) are available to en‐route air traffic as well. The NAVAIDs available for use by pilots in
the vicinity of GDJ are VORTAC facilities.
A VORTAC is a Very High‐Frequency Omnidirectional Range/Tactical Air Navigation station
transmitting very high‐frequency signals, 360 degrees in azimuth oriented from magnetic north,
with equipment used to measure, in miles, the slant range distance of an aircraft from that
navigational aid. A VORTAC provides VOR azimuth, and TACAN distance measuring equipment
(DME) at one site. The VORTAC located nearest Granbury Regional Airport is the MILLSAP VORTAC
(MQP, 117.70) located 19 miles northwest of the airport.
There are two published instrument approach procedures that serve Granbury Regional Airport:
RNAV (GPS) Runway 14 and VOR/DME Runway 14. Table A.7 summarized the approach and
visibility minimums of these published instrument procedures. Exhibit A.7 provides the instrument
approach procedures for GDJ.
It is anticipated these approaches will be retained to the new runway upon completion of
construction.

TABLE A.7 – INSTRUMENT APPROACH PROCEDURES
Lowest Straight‐In Minimums

Lowest Circling Minimums

Instrument Approach

Ceiling

Visibility

Ceiling

Visibility

RNAV (GPS) Runway 14

258’

¾‐Mile

562’

1‐Mile

VOR/DME Runway 14

622’

1‐Mile

642’

1‐Mile

Source: FAA Terminal Procedures, 03 December 2020 – 31 December 2020
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EXHIBIT A.7 – INSTRUMENT APPROACH PROCEDURES

EXHIBIT A.8 – FAA SECTIONAL CHART
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PART 77 / IMAGINARY SURFACES
Federal Aviation Administration (FAR) Part 77, Objects affecting Navigable Airspace, is a tool used
to protect the airspace over and around a given airport, and each of its runway approaches from
potential obstructions to air navigation. It is important to note that as a federal regulation, all
airports included in the NAS are subject to the requirements of Part 77. To determine whether an
object is an obstruction to air navigation, Part 77 established several imaginary airspace surfaces
in relation to an airport and each runway end. The dimensions and slopes of these surfaces depend
on the configuration and approach categories of each airport’s runway system. The size of the
imaginary surfaces depends largely upon the type of approach to the runway in question. The
principal imaginary surfaces are described in Exhibit A.9.






Primary Surface: Longitudinally centered on the runway at the same elevation as the
nearest point on the runway centerline.
Horizontal Surface: Located 150 feet above the established airport elevation, the
perimeter of which is established by swinging arcs of specified radii from the center of each
primary surface end and connected via tangent lines.
Conical Surface: Extends outward and upward from the periphery of the horizontal surface
at a slope of 20:1 for a horizontal distance of 4,000 feet.
Approach Surface: Longitudinally centered on the extended centerline and extending
outward and upward from each runway end at a designated slope (e.g. 20:1, 34:1, 40:1,
and 50:1) based on the runway approach.

Transitional Surface: Extends outward and upward at a right angle to the runway centerline at a
slope of 7:1 up to the horizontal surface.
EXHIBIT A.9 – PART 77 / IMAGINARY SURFACES
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Known obstructions to the Part 77 surfaces described above will be illustrated on the ALP set being
prepared with this development plan. It is important to note, however, that updated obstruction
information for the Airport and its surroundings should be collected through an aerial
photogrammetry/survey effort prior to any physical changes to the runway or modifications to
approaches serving either runway end.
LOCAL AIRPORTS
Table A.8 lists local airports including information regarding each facility’s physical characteristics
and facilities, airport role, as well as distance and direction from GDJ. Currently, there are five
airports within GDJ’s 25 NM service area. Exhibit A.10 illustrates the GDJ market area.
TABLE A.8 – LOCAL AIRPORT CHARACTERISTICS
Airport Name

Airport ID

Runway(s)

Based Aircraft
/ Total Ops.

NPIAS Role

TASP Role

Bourland Field Airport

50F

17/35 – 4,049’ x 60’

118 / 46,800

N/A

N/A

Parker County Airport

KWEA

17/35 – 2,892’ x 40’

86 / 50,040

N/A

N/A

Cleburne Regional
Airport

KCPT

15/33 – 5,697’ x 100’

91 / 33,214

Regional

Business
/Corporate

Stephenville Clark
Regional Airport

KSEP

14/35 – 4,209’ x 75’

19 / 13,270

Local

Community
Service

Mineral Wells Regional
Airport

KMWL

13/31 – 5,996’ x 100’
17/35 – 4,188’ x 100’

74 / 23,360

Local

Business
/Corporate

Source: Airnav.com; FAA Sectional Charts
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EXHIBIT A.10 – AIRPORT MARKET AREA
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1.5 AIRPORT ENVIRONS
This section addresses and examines the regional setting of the airport and land uses that surround
it. This task is critical to the future development of the airport given that planning decisions will
most likely extend beyond the Airport’s physical boundary, while local land‐use patterns will
ultimately affect the potential for expansion and capital improvements.
EXISTING ZONING
The City of Granbury maintains a Geographic Information Database (GIS) that provides high‐quality
data of land use and zoning for information purposes. This general reference database offers
access to base maps, aerial imagery, and other pertinent information about the community,
including the airport. Currently, the airport is categorized as Industrial on the Granbury Zoning
Map. Exhibit A.11 reflects the existing zoning surrounding the airport.
EXHIBIT A.11 – EXISTING ZONING

Source: City of Granbury GIS Web Application website, Web Application Viewer.

HEIGHT HAZARD ZONING
Although the Federal Aviation Administration (FAA) has the authority to regulate the flight of
aircraft, it has only limited authority to ensure that areas surrounding airports are free of hazards.
Without regulatory authority at the Federal level of government, the responsibility for ensuring
that areas surrounding an airport are free from hazards is left to the local government. In order to
assist local municipalities in regulating the height of structures and use of land in the vicinity of an
airport, the Texas Legislature created the Texas Airport Zoning Act (AZA) which is codified in
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Chapter 241 of the Texas Local Government Code. The AZA permits political subdivisions,
municipalities, or counties to adopt, administer, and enforce airport zoning regulations in order to
protect the safety of the airport users as well as the public investment in the airport. While the
AZA does not identify specific standards that must be used in determining what constitutes
incompatible land uses or airport hazards, it is generally accepted that contours based on varying
levels of noise generated by an airport and the various imaginary surfaces established in the
Federal Aviation Regulations (FAR) Part 77 are the preferred standards to be used in airport zoning.
The need to regulate the construction of tall structures in various critical areas surrounding the
airport seems evident, to protect the safety of the users of the airport as well as persons and
property on the ground. The requirement to do so is contained in the Texas Administrative Code
(TAC), Title 43, Chapter 30, Subchapter C, Aviation Facilities Development and Financial Assistance
Rules. These are the rules under which the Aviation Division’s airport grant program is operated.
Zoning is addressed in several sections including Sections 30.120(d)(13) and 30.215. These
sections allow the Aviation Division to review and approve airport zoning prior to considering
additional projects for grants or loans under the program. The airport sponsor must certify
through their attorney that the airport zoning has been accomplished in accordance with
applicable laws, ordinances, rules, and/or regulations and the adopted zoning ordinance is binding,
enforceable, and, if associated with the requirements of an airport improvement grant from
TxDOT, fulfills the requirements of Texas Administrative Code. No sponsor shall be eligible for a
subsequent grant or loan under the program uncles the sponsor has adopted and, as called upon
to do so, enforced the airport zoning ordinance/order approved by the division.
Additionally, the implementation of Avigation Easements may give the airport further control over
future land uses that might be hazardous to flight operations. An avigation easement protects the
surrounding airspace, above a specific height, from future obstructions by retaining the rights to
a property from a landowner in order to limit the use of the land subject to the easement.
Currently, the City of Granbury has adopted height standards, set forth in Zoning Ordinance #20‐
60, revised on November 3, 2020, which provides protection for the airport and guidance on
height requirements for utilities, antennae, water facilities, and structures.
UTILITIES
As the airport continues to grow, expansion of the existing utility infrastructure will be critical to
facilitating the forecast demand of the airport. The following section will provide an over of all
utility infrastructure currently in place at Granbury Regional Airport. This utility inventory will be
analyzed throughout the facility requirements and development of alternatives to further facilitate
the recommended development and ongoing growth at the airport.
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WATER
Granbury Regional Airport is served by a primary 8‐inch water main constructed of Polyvinyl
Chloride. The line runs parallel to Howard Clemmons Road and provides service to all facilities
located within the current terminal area of the airport. An additional 6‐inch water main
constructed of Asbestos Cement is located north of the airport paralleling the rail road tracks. This
main meets an 8” Polyvinyl Chloride main running parallel to 567 Loop N. Exhibit A.12 graphically
depicts the water infrastructure currently supporting the airport.
EXHIBIT A.12 – EXISTING WATER INFRASTRUCTURE
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SEWER
The airport is served by a 2 inch, active pressurized sewer main tying into 8‐inch Polyvinyl Chloride
gravity sewer main that provides direct service to all facilities located at the airport. This line
terminates on the northeast side of the airport adjacent to the two 100’ x 100’ city‐owned hangars.
Exhibit A.13 graphically depicts the sewer infrastructure currently supporting the airport.
EXHIBIT A.13 – EXISTING SEWER INFRASTRUCTURE
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SUMMARY
This inventory chapter represents a consolidated resource containing the Airport’s data that will
be referenced during the completion of the Granbury Regional Airport Master Plan. When
necessary, the data presented in this chapter will be expanded on for the completion of specific
planning tasks. In addition, as the development plan progresses, new and/or updated data related
to facilities and infrastructure examined in this chapter may become available. When appropriate,
new data will be incorporated into this chapter and the entire GDJ Master Plan Report.
The inventory data presented in this chapter provides a framework from which analysis in the
Granbury Regional Airport Master Plan will proceed. Some inventory data, such as the Airport’s
history, provides general background knowledge. Other types of inventory data, such as airport
role and existing airport facilities are used to help determine future facility requirements.
Subsequent chapters, especially the Forecast of Aviation Demand, will also be key components to
the development of facility requirements.
Much of the data presented in this chapter is used to conduct numerous analyses as the
development planning process works toward identifying a recommended development plan for
GDJ. The next step in the planning process is to formulate forecasts for the quality and type of
future aviation activity expected to occur at the Airport during the 20‐year planning period.
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