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that any Tug-N-Turns in use are still dollars (§225,000), within twenty (200 F/A-18 essels (up to ten squadrons) are
capable of tuming. ‘ days after service of this Final Order. proposed to be sent to NAS Oceana and
22.].B1 shall not contest a United Provisionally accepted and Provisionsl is the subject of this EIS. The move t0
States government subpoena for }.B.L Order lssued on the 8th day of November, NAS Oceana includes ‘appxmdmate!y
representatives to testify at a trial - 1995, . 175 aircraft, 3,600 military personnel.
related to the Tug-N-Turn in any court By Order of the Commission.’ - and 200 civilians. In order to
in the United States. The government Sadye E. Dunn, accommodate this realignment,
will provide fees and allowances 10 80y Secretary, Consumer Product Safety approximately 200,000 :Silm feet of
subpoenaed witness in accordance with  Commission. new/existing facilities will be _
28 U.S.C- 1821. {FR Doc. 95-28347 Filed 11-15-95; 8:45 am] constructed or mOdiﬂGd. In addiﬁon.
23. Upon provisional acceptance R ) the realignment will resultina greater
this Settlement Agreement and Order by level of aircraft operations at NAS
the Commission, the Comxaixs.dsion sl:;ll - mn&& at Na\lr:al Auxililary I:;dmg
. place this Agreement and Order on the ie ALF) Fentress, located in
public record and publish it in the DEPARTMENT OF DEFENSE Chesapeake, Virginia, and within
Federal Register in accordance with the pepartment of the Navy ' various aircraft training ranges and
procedures set forth in 16 CFR ning areas in and adjacent to
1118.20(e)-(h). If the Commission does  Notice of Intent To Prepare an - Virginia and eastern North Carolina,
not to accept the Settlement Agreement Environmental Impact Statement for including Dare County, BT-9 (Brant
and Order within 15 days of such Construction and Operational Changes Island Shoal), and BT-11 (Piney Island).
ublication, the Agreement and Order Associated With Realignment of FIA- The Navy intends to anlf e
shall be deemed finally accepted and 18 Alrcraft to Naval Alr Station Oceana, potential impacts of the realignment on
the Final Order shall issue on the 16th Virginla Beach, VA From Naval Air the natural environment, including but
day. ’ Station, Cecli Fleld, FL not limited to air quality, plant and
24. Upon final acceptance of this . : animal habitats, and water resources,
Settlement Agreement and Order, the P?’s‘m“ to Section 102(22(‘:) ofthe . such as streams and wetlands. It will
Commission shall issue the attached National Environmental Policy Act also evaluate potential effects to the

(NEPA) of 1969, 8s implemented by the

built environment, including land use

Order. K :
25. A violation of the Order shall Council on Environmental Quality patterns, cultural resources, °
subject the parties to appropriate legal regulations (40 CFR Pasts 1500-1 508), transportation, housing, community
action. the.Depnrtment of the Navy announces  services, and the regional economy.
BLIn its intent to prepare an Environmental  Further, the Navy will be preparing
J-B1. Inc. Impact Statement (EIS) to evaluate the  analyses of the projected operations of
Jey Buchbinder, potential environmental consequences  the incoming F/A-18 aircraft on the

President, ].B.1., Inc.
The Consumer Product Safety Commission

of the realignment of F/A-18

existing airspace range structure in

and their associated pexsonnel to Naval  Virginia and east .
Air Station (NAS) Oceana, located in irginia and eastern North Carolina, and

on aircraft noise exposure Jevels in and

Eric A. Rubel,

General Counsel. Vi{g'mia Beach, Virginia. This ‘Cﬁ,on is  around NAS Oceana and NALF,

David Schmeltzer, being w;d“d&d in ‘°°°§dﬂn°§ withthe  Fentress, and training aress in Virginia
Associate Executive Director, Office of Rede:;:ggaose(pug s;fi;:‘_;;;; ;gsmnont and North Carolina. .
Compliance and Enforcement. o lemented d 1905 ' In accordance with the Clean Air Act,
Eric L. Stooe, & accordance wi conéressional ;s“a?q;n;isedimin l:?::n(tg g’s"}& 7401~
Acting Director, Division of Administrative direction implementing the 1995 Enml-memfl Pmtecﬁony Agency

Litigation, Office of Compliance and
Enforcement.
Bated: Febru'ary 1, 1995.
Ronald G. Yelenik,
Trial Attorney, Division of Administrative

(BRAC 95),
Cecil Field,

the Navy

recommendations of the Defense Base
Closure and Realignment Commission
will close NAS
Florida, and realign F/A-18
aircraft, personnel, and ancillary

Regulations on DeterminingConformity
of General Federal Actions to Federal or
State Implementation Plans {40 CFR
Parts 6, 53, and 93), the Navy will
conduct a conformity review, assessing

Litigation, Office of Compliance and activities associated with the existing whether total direct and indirect air

Enforcement. F/A-18 aircraft, personnel, and emissions associated with the

Dated: February 1, 1995. ancillary activities associated with the  realignment are consistent or in

Jayme Rizzolo Epstein. existing FIA—1.8 n}ission_s. FIA-_IB.GSSG!S compliance with all relevant

Attorney, Oﬂice ofGeneml COUIISC’. &om NAS Cecﬂ Fleld wﬂl be- dlsﬂlbuled irements and mﬂwonﬁ contained
to support the Navy's operational in the relevant State Implementation

Order mission by use of existing infrastructure Plan (SIP). All required public comment

Upon consideration of the Settlement  and capacity, elimination

new construction, and maintenance of

of substantial periods, hearings and notices associated

with the conformity review will be

Agreement between the staff and . A

Respondent, and it appearing the operational flexibility for deployment. ~ conducted concurrently with those

Settlement Agreement is in the public For BRAC 95, two F/A-18 reserve associated with the EIS.

interest, it is uadrons are proposed 10 be sent to The Navy will initiatea scoping
Ordered, that the Settlement NAS Atlanta for integration with Naval  process for the purpose of determining

Agreement be and hereby is accepted, as Reserve Forces and two operational the scope of significant issues tobe

indicated below; and it is’ squadrons are proposed tobe sent to addressed in the EIS related to the
Further ordered, that Respondent MCAS Beaufort to establish joint proposed action. The Navy will hold

upon final acceptance of the Settlement  operations capability with existing five public scoping meetings on the

Agreement, shall pay to the U.S.
Treasury a civil penalty in the amount

of two hundred twenty five thousand NEPA documentation.

A-3

Marine Corps F/A—18 assets. These two

moves will be addressed in separate
The remainder of County Courthouse,

following dates: December S, 1995
beginning at 7 p.m. at the Carteret
Courthouse Square.

| DTIC QUALITY INSFLUTED %
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U.S. Route 70, Beaufort, North Carolina
28516; December 6, 1995 beginning at 7
p.m. at the Pamlico County Courthouse,
NC Highway 55 (near NC Highway 304),
Bayboro, North Carolina 28515;
December 7, 1995 beginning at 7 p.m. at
the North Carolina Aquarium an

Marine Resources Center, Main
Auditorium, Airport Road (adjacent to
the Dare County Airport), Manteo, North
Carolina 27954; December 12, 1995
beginning at 7 p.m. at the Seatack
Elementary School, Main Auditerium,
411 Birdneck Circle, Virginia Beach,
Virginia 23454; and December 13, 1995
beginning at 7 p.m. at the Butts Road
Intermediate School Gymnatorium,
1571 Mount Pleasant Road, Chesapeake,
Virginia 23322.

Following a presentation on the EIS
process and the Navy's proposed action,
Navy representatives will be available at
these meetings to receive comments
from agencies and the public regarding
issues of concern. It is important that
federal, state, and local agencies and
interested persons take this opportunity
to identify environmental concerns that
should be addressed in the EIS. In order
to ensure adequate time for those
wishing to make public comments,
speakers will be limited to five minutes.

Agencies and the public are also
invited and encouraged to provide
written comments in addition to, or in
lieu of, oral comments at the scoping
meeting. To be most helpful, scoping
comments should clearly describe the
specific issues or topics that the
commenter believes the EIS should
address. Please mail written comments
no later than January 5, 1996 to:
Commander, Atlantic Division, Naval
Facilities Engineering Command, 1510
Gilbert Stree}, Norfolk, Virginia 23511,
Attn: Code 2032DC (Mr. Dan Cecchinf),
telephone (804) 3224891, fax (804)
322-4894.

Dated: November 13, 1995.
MA. Waters,
LCDR, JAGC, USN, Federal Register Liaison
Officer.
[FR Doc. 95-28299 Filed 11-15-95; 8:45 am)
BILLING CODE 3810-77-M

DEPARTMENT OF EDUCATION

National Educational Research Policy
and Priorities Board; Meeting

AGENCY: National Educational Research
Policy and Priorities Board; Education.
ACTION: Notice of closed meeting by
teleconference. :

SUMMARY: This notice sets forth the -
schedule and proposed agends of a
forthcoming meeting of the Executive

Committee of the National Educational
Research Policy and Priorities Board.
Notice of this meeting is required under
Section 10(a)(2) of the Federal Advisory
Committee Act. This document is
intended to notify the general public of
the meeting.

DATE: November 21, 1995.
TMES: 11 a.m. to noon.

LOCATION: Room 604e, 555 New Jersey
Ave., NW,, Washington, DC.

FOR FURTHER INFORMATION CONTACT: John
Christensen, Designated Federal
Official, Office of Educational Research
and Improvement, 555 New Jersey Ave.,
NW., Washington, DC 20208-7579.
Telephone: (202) 219-2065. Internet:
john-christensen@ed.gov.

SUPPLEMENTARY INFORMATION: The
National Educational Research Policy
and Priorities Board is authorized by
Section 921 of the Educational
Research, Development, Dissemination,
and Improvement Act of 1994. The
Board works collaboratively with the
Assistant Secretary for the Office of
Educational Research and Improvement
to forge a national consensus with
respect to a long-term agenda for
educational research, development, and
dissemination, and to provide advice
and assistance to the Assistant Secretary
in administering the duties of the Office.

The meeting of the Executive
Committee is closed to the public under
the authority of Section 10(d) of the
Federal Advisory Committee Act (Pub.
L. 92—463; 5 U.S.C. Appendix 2) and
under exemption (6) of Section 552b(c)
of the Government in the Sunshine Act
(Pub. L 94—409; 5 U.S.C. 552b(c)(6)). -
The committee will discuss candidates
for the position of executive director
and touch upon matters that would
disclose information of a personal
nature where disclosure would
constitute a clearly unwarranted
invasion of personal privacy if
conducted in open session. The meeting
will be closed under the authority of
Section 10(d) of the Federal Advisory
Committee Act (Pub. L. 92—463; 5 U.S.C.
Appendix 2) and under exemtgtions (2)
and (6) of Section 552b(c) of the :
Government in the Sunshine Act Pub. L.
94-409; 5 U.S.C. 552b(c). The Executive
Committee will consider matters that
relate solely to the internal rules and
practices of the Board and personal
qualifications and experience of
potential candidates for the position of
executive director, matters that would
disclose information of a personal
nature where disclosure would
constitute a clearly unwarranted
invasion of personal privacy if
conducted in open session.

A summary of the activities at the
closed session and related matters -
which are informative to the public
consistent with the policy of Title
U.S.C. 552b{c) will be available to the
public within 14 days of the meeting.

The public is being given less than the
required 15 days’ notice because of the
difficulty in accommodating the
schedules of all members of the
Executive Committee, which must
complete its recommendations prior to
the next full Board meeting on
November 30.

Records are kept of all Board
p ings, and are available for public
inspection at the office of the National
Educational Research Policy and
Priorities Board, 555 New Jersey Ave.,
NW., Washington, DC 20208-7564.

Dated: November 8, 1995. -

Sharon P. Robinson,

Assistant Secretary.

[FR Doc. 9528252 Filed 11~15-85; 8:45 am)
BILLING CODE 4000-01-M

DEPARTMENT OF ENERGY

Federal Energy Regulatory
Commission '

[FERC Docket No. CP95-35-000 and PRPB *
Docket No. $4-82-1219-JPM]

EcoEléctrica, L.P., Notice of
Avallabllity of the Draft Environmental
Impact Statement/Preliminary
Environmental Impact Statement for
the Proposed EcoEléctrica LNG Import
Terminal and Cogeneration Project in
Guayaniiia, Puerto Rico

November 9, 1995. ’

The staff of the Federal Energy

latory Commission (FERC) and the

Puerto Rico Planning Board (PRPB) have
prepared this joint draft environmental
impact statement/preliminary
environmental impact statement (DEIS/
PEIS) on the natural gas facilities
proposed by EcoEléctrica, L.P.
(EcoEléctrica) in the above dockets.

The joint EIS was prepared to satisfy

the requirements of the National
Environmental Policy Act and Puerto
Rico’s law requiring an EIS under the
Puerto Rico Environmental Quality
Board Regulations (Article 4[c] of law
No. 9). The FERC and PRPB believe,
subject to public comment, that
approval of the proposed project, with
appropriate mitigation measures
including receipt of necessary permits
and approvals, would have limited .
adverse environmental impact. The joint
EIS evaluates alternatives to the
proposal.
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recording participation in spiritual
activities. . S :
ROUTINE USES OF RECORDS MAINTAINED IN THE
SYSTEM, INCLUDING CATEGORIES OF USERS AND
THE PURPOSES OF SUCH USES: = . :

In addition to those disclosures
generally permitted under 5 U.s.C.
553a(b) of the Privacy Act, these records
and information contained therein may
specifically be disclosed outside DoD as
a routine use pursuant to 5 U.S.C.
55a(b)(3) as follows: ~ . .

The ‘Blanket Routine Uses’ set forth at
the beginning DLA’s compilation of '

stems of records notices.do not apply

* to this system. . .

POLICIES AND PRACTICES FOR STORING,
RETRIEVING, ACCESSING, RETAINING, AND
DISPOSING OF RECORDS IN THE SYSTEM:

STORAGE:

Records are stored in paper and
computerized form. - . -

RETRIEVABRITY: -

Records are retriéved by name or
Social Security Number. -
SAFEGUARDS: ) ’ -

Records are stored in locked cabinets -
or rooms and are controlled by
personnel screening and computer
software. ' N

RETENTION AND DISPOSAL: ,
Information is retained in the system
until superseded or no longer needed. -

SYSTEM MANAGER(S) AND ADDRESS:

Office of the Command Chaplain,
Defense Logistics Agency, ATTN:
DDAC, 8725 John J. Kingman Road,
Suite 2533, Fort Belvoir, VA 22060~
6221. . -

NOTIFICATION PROCEDURES:

Individuals seeking to determine
whether this system of records contains
information about themselves should
address written inquiries to the Privacy
Act Officer, HQ DLA-CAAV, 8725 John
J. Kingman Road, Suite 2533, Fort -
Belvoir, VA 22060-6221. =

RECORD ACCESS PROCEDURES:

Individuals seeking access to records
about themselves contained in this
system of records should address
written inquiries to the Privacy Act
Officer, HQ DLA-CAAV, 8725 John J.
Kingman Road, Suite 2533, Fort Belvoir,
VA 22060-6221.

CONTESTING RECORD PROCEDURES:

The DLA rules for accessing records,
and for contesting contents and
appealing initial agency determinations
are contained in DLA Regulation
5400.21; 32 CFR part 323; or may be
obtained from the system manager.

. RECORD SOURCE CATEGORIES: S

Information is provided by the record
subject or sbjocts fmily members.
EXEMPTIONS CLAMED FOR THE SYSTEM: -

Nope. - - ¢

Department §f the Navy . . .
Amended Notice of Intent To Prepare
an Environmental impact Statement

_and Public Scoping Meeting Notice for

Realignment of F/A~18 Aircraft and
Operational Functions From Naval Air
Station, Cecll Fleld, FL. o

SUMMARY: Pursuant to Section ioz(z)(c)

" of the National Environmental Policy
. Act (NEPA) of 1969, as implemented by

the Council on Environmental Quality
regulations (40 CFR Parts 1500-1508),
the Department of the Navy announced
its intent to prepare an Environmental
Impact Statement (EIS) to evaluate the
potential environmental cansequences
of the realignment of F/A-18 aircraft
and their associated personnel to Naval
Air Station (NAS) Oceana, Virginia . -
Beach, Virginia on November 16, 1995.
In accordance with the 1993 mandates
of the Defense. Base Closure and v
Realignment Commission (BRAC 93),
the Navy will close NAS Cecil Field,
Florida, and realign its F/A-18 and S~
3 aircraft, personnel, and other ancillary
activities. The 1995 Defense Base = . .
Closure and Realignment Commission

. (BRAC 95) changed the receiving sites

for NAS Cecil Field assets to ““other ..
naval air stations, primarily NAS

Oceana, Virginia; MCAS Beaufort, South
Carolina; NAS Jacksonville, Florida; and

[FR Doc. 96-21550 Filed 8-22-96; g45am]

) imviinnmental assessment. The
‘remainder of the F/A-18 assets (9

operational squadrons and the Fleet

< Replacement Squadron [FRS]), were to

be transferred to NAS Oceana and be the
subjectofanEIS. . ~ - - '

. In recognition of non-specific - .
language contained within the mandates
of BRAC 95, the Navy has conducted
preliminary planning analysis to
determine a range of reasonable -
alternatives for the basing of F/A-18
operational aircraft. This included
identifying east coast air stations with
necessary capacity, compatible missions
and appropriate facilities to support F/
A-18 operations. S

The Navy’s preliminary analysis

 indicated that the following stations

have compatible missions, necessary

" capacity, and could support F/A-18

aircraft: NAS Oceana, Virginia Beach,

_VA; MCAS Cherry Point, Havelock, NC;

and MCAS Beaufort, SC. Based on this

preliminary analysis, the Navy is in the
rocess of developing F/A-18 -

alternative realignment scenarios for

- inclusion in the EIS.

No preferred alternative for the
realignment has been identified by the
Navy. Because several reasonable
alternatives may be identified for the
realignment of F/A-18 operational
aircraft, the Navy now plans to prepare

" one EIS addressing the transfer of all 11

operational squadrons and the FRS from

" NAS Cecil Field.

This move includes approximately
200 aircraft, 5000 military personnel,

.and 200 civilians. In order to

accommodate this realignment,

* depending on the alternative, new/

NAS Atlanta, Georgia; or other Navy or

Marine Corps Air Stations with the .-~ ~

necessary capacity and support

. infrastructure.” This change was made .

to support the Navy’s operational
mission by maximizing theuse of " .~
existing infrastructure and capacity, -
eliminating the need for substantial new
construction to support the realignment,
and maintaining operational flexibility
for deployment. o~
The Navy’s November 16, 1995 notice
of intent indicated that for BRAC 95,
two F/A—18 reserve squadrons are
proposed to be transferred to NAS
Atlanta for integration with Naval
Reserve Forces and would be the subject
of separate NEPA documentation. This
action has not been revised by this
amended notice of intent. The Navy’s
previous notice of intent also stated that
two F/A-18 operational squadrons
would be transferred to MCAS Beaudort
and be addressed in a separate NEPA

A-5

existing facilities will be constructed or
modified at NAS Oceana, MCAS Cherry
Point, and/or MCAS Beaufort. In
addition, this realignment will result in -
a greater level of aircraft operations at
each of the respective stations and their
associated training ranges, depending
on the alternative selected. = -

- The Navy intends to analyze the
potential impacts of each alternative on
the natural environment, including but
not limited to air quality, plant and
animal habitats, and -water resources,
such as streams and wetlands. It will
also evaluate potential effects to the
built environment, including land use
patterns, cultural resources,
transportation, housing, community
services, and the regional economy. -
Further, the Navy will be preparing
analyses of the projected operations of
the incoming F/A-18 aircraft on the
existing airspace range structure in
Virginia, North Carolina, and South
Carolina and on aircraft noise exposure
levels in and around NAS Oceana,
MCAS Cherry Point and MCAS
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Beaufort, associated outlying landing
fields, and training areas.
ADDRESSES: The Navy has initiated a
scoping process for the purpose of

- determining the scope of significant
issues to be addressed in the EIS related " .
to the proposed action. The Navy will
hold two additional Public Scoping
Meetings on the following dates:
September 10, 1996, beginning at 7:00
p.m. at Havelock City Hall, Council
Chambers, 1 Hatteras Avenue (at Route
70), Havelock, NC; and on September
11, 1996, beginning at 7:00 p.m. at the
Technical College of the Low Country,
Learning Resource Center, Main
Auditorium, Building 12, 921 Ribaut
Road, Beaufort, SC. .

In order to ensure adequate time for

. those wishing to make public comments
at the meetings, speakers will be limited
to five minutes. Agencies and the public
are also invited and encouraged to
provide written comments on the scope
of the EIS. Please mail written
comments no later than October 5, 1996
to: Commander, Atlantic Division,
Naval Facilities Engineering Command,

- 1510 Gilbert Street, Norfolk, Virginia
23511, Attn: Code 2032DC (Mr. Dan
Cecchini), telephone (757) 322-4891,
fax: (757) 322—4859. :

D. E. Koenig,
LCDR, JAGC, USN, Federal Register Liaison
Officer.
[FR Doc. 96-21551 Filed 8-22-96; 8:45 am}
BILLING CODE 3810-FF-P :

DEFENSE NUCLEAR FACILITIES
SAFETY BOARD

[Recommendation 86~1]
in-Tank Précipitatlon System at the
Savannah River Site :

AGENCY: Defense Nuclear Facilities
Safety Board.

ACTION: Notice; recommendation.

SUMMARY: The Defense Nuclear
Facilities Safety Board has made a
recommendation to the Secretary of
Energy pursuant to 42 U.S.C. 2286a
concerning the In-Tank Precipitation
System at the Savannah River Site. The
Board requests public comments on this
recommendation.

DATES: Comments, data, views, or
arguments concerning this
recommendation are due on September
23, 1996.

ADDRESSES: Send comments, data,
views, or arguments concerning this
recommendation to: Defense Nuclear
Facilities Safety Board, 625 Indiana
Avenue, NW, Suite 700, Washington,
DC 20004-2901.

FOR FURTHER INFORMATION CONT. ACT:
Kenneth M. Pusateri or Andrew L.
Thibadeau at the address above or
telephone (202) 208-6400. =
Dated: August 19,1996.  ©
John T. Conway,
Chairman. .
August 14, 1996.

The Defense Nuclear Fai

i -'ties Safety

" Board (Board) has devoted substantial

attention to the planned use of the In- -
Tank Precipitation (ITP) System at the
Savannah River Site, because of its
importance to removal of high-level
radioactive waste from storage tanks at
that Site, and because certain unique -
hazards are associated with the ITP
process.’ - v R
The hazards are a consequence of the
volatile and flammable organic
compound benzene that is released
during the process in amounts that must
not exceed safe limits. The benzene is
generated through decomposition of
tetraphenylborate (TPB) compounds.
These compounds are added in the
process with the objective to precipitate
and remove radioactive cesium from
solution in the waste water destined for
the saltstone process. The concentrated
slurry containing the precipitated
cesium constitutes a much smaller
volume than the original waste, and its
feed to the vitrification process leads to
production of a correspondingly smaller
amount of glass ultimatelytobe
disposed of in a repository. : '
The proposed treatment process calls
for addition of a quantity of TPB in
excess of that theoretically required to
precipitate the cesium as cesium TPB.
That excess is required partly because
the significant amount of potassium
present is also precipitated as potassium
TPB, and partly because an excess of
TPB in solution ensures more effective
scrubbing of the radioactive cesium
through precipitation. However, the
benefit of effective scrubbing is
accompanied by the generation of the
benzene, which presents hazards ofa -
different sort, and which also requires
safety controls. '
Westinghouse Savannah River
Company is the Department of Energy
contractor in charge of ITP. The
Westinghouse staff at the Savannah

_ River Site believed until recently that

the principal cause of decomposition of
TPB and generation of benzene is
exposure of the TPB to the high level of
radiation in the waste. That belief was
based on results of full-scale tests
conducted in 1983 that may have been
misinterpreted, and on a decade of
subsequent bench-scale tests using non-
radioactive stimulants (almost

A-6

exclusively) rather than actual waste.
The first large-scale operations with
actual waste since 1983 were conducted
recently in Tank 48, and they showed -
that the generation and release of
benzene did not follow predictions. The
generation of benzene in the waste
under treatment in Tank 48 was o
unexpectedly rapid. A surprisingly large
amount of the benzene remained
captured in the waste, and that benzene
was released through action of mixing
pumps in the tank. :

The current view of the contmctof

* staff is that benzene is produced

principally through catalytic ,
decomposition of TPB ions in solution. .
They believe the catalystsare - -
potentially both soluble and insoluble
species, one of which is soluble copper
known to be present in the waste. They
also believe that the cesium TPB
precipitate and the potassium TPB
precipitate are relatively inmune to
catalytic decomposition. The contractor
proposes to conduct two Process
Verification Tests (PVT), PVT-1 and
PVT-2, to further establish the validity
of these views and to demonstrate the
accuracy of the model it has developed
to predict the rate at which the captured

__benzene is released from solution. PVT—

1 would be performed on the
homogenized nuclear waste not in Tank!
48, which has already been treated with
TPB that subsequently has partly
decomposed with the result that some -
cesium has returned to solution.
Additional TPB would be added to this
material to reprecipitate that cesium.
The amount of TPB to be added would

be strictly limited to a small amount as

needed to reduce the concentration of
cesium remaining in solution to a low
radiation level acceptable for processing
as low level waste in the saltstone
process, and a large part of that solution -
would be sent to saltstone. The
subsequent proposed experiment, PVT—
2, will involve adding to the slurry
remaining in Tank 48 a large amount of
additional untreated waste and a
substantial quantity of TPB as needed to
precipitate the cesium in this new
waste. .

The Board has been informed that the
primary safety precaution for the
proposed cesium removal activities is to
maintain an inert atmosphere in the
headspace of Tank 48. This is to be done
through establishing a sufficient flow of'
nitrogen to the tank. Two nitrogen feed
systems are available, a normal system
and a supplemental emergency system,
The nitrogen systems are present to ’
keep the concentration of oxygen belo
the level that would support
combustion of the benzene.
Westinghouse staff members have




TERET COUNTY,
OBRTH CAROLINA.

AFFIDAVIT OF PUBLICATION

Before the undersigned, a Notary Public of said County and State,
duly commissioned, qualified, and authorized by law to administer oaths,

i Y

personally appeared %
Patti J. Lyerly who being
first duly sworn, deposes and says: that he (she) is Clerk
..\..
(Owner, partner, publisher, or other officer or employee i ..tk - & PUBLIC NOTICE #1

authorized to make this affidavit)
of THE CARTERET PUBLISHING CO., INC., engaged in the publication
of a newspaper known as CARTERET COUNTY NEWS-TIMES, published,
issued, and entered as second class mail in the Town of Morehead City, in
said County and State; that he (she) is authorized to make this affidavit
and sworn statement; that the notice or other legal advertisement, a true
copy of which is attached hereto, was published in CARTERET COUNTY

NEWS-TIMES on the following dates:

4, 6, 1996

September 1,

d that the said newspaper in which such notice, paper, document, or

‘gal advertisement was published was, at the time of each and every such

publication, a newspaper meeting all of the requirements and qualifications

of Section 1-597 of the General Statutes of North Carolina and was a

qualified newspaper within the meaning of Section 1-587 of the General
Statutes of North Carolina.

September 18.96..

day of ............

1

(Signatur:

Sworn to and subscribed before me, this

Notary Public.
July 16, 2001

September

day of

U8, DEPARTMENT OF THE NAVY PUBLIC SCOPING
- MEETINGS ENVIRONMENTAL IMPACT STATEMENT
: (EIS) FOR TRANSFER OF F/A-18 AIRCRAFT FROM *;
NAVAL AIR STATION (NAS) CECIL FIELD, FLORIDA TO -
R - A OTHER EAST COAST INSTALLATIONS : \‘r:“
The Navy will eonmm two ptblic scoping meetings to identify stgnmcam issues to be
included in an EIS evaluating the gnvironmental effects of the transfer of approximately

200 F/A-18 operational aircraft and 5,200 associated personnel form NAS Cecil Field to
ofher installations, including_ Marine Corps Air Station (MCAS) Cherry Point, North

Carolina, MCAS Beaufort, South Carolina and NAS Oceana, Virginia. This action is .

being conducted pursuant td the 1995 recommendations _of the Defense Base Closure
and Realignment Commission. The Navy is formulating .alternative realignment
scenarios that would involve transferring F/A-18 aircraft to one.or more of these
installations. Depending on the alternative, this transfer will require the
construction/modification of new/existing facilities and will affect the level of aircraft
activity at each installation and within various aircraft training ranges in Virginia, North
Carolina, South Carolina and Georgia. The scoping meetings will be held on: September
10, 1996, beginning at 7:00 p.m. at Havelock City Hall, Council Chambers, 1 Hatteras
Avenue (at Route 70), Havelock, N.C., and on September 11, 1996, beginning at 7:00
p.m. ‘at:the Technical College of the Low Country Mam Audnonum, Building 12, 921
Ribaut Road, Beaufort, S.C. ;=i I

In order to- ensure adequate timé for, those wlshmg to ‘'make public comments at the
meetings, speakers will be limited to five minutes. Agencies and the public are also
invited and encouraged to provide written comments on the scope of the EIS. Please
mall written ‘comments no later than October 5, 1996 to: Commander, Atlantic Division,
Naval Facilities Engineering Command, 1510 Gilbert Street, Norfolk, Virginia 23511,
Atin: Code. 2032DC (Mr. Dan Cecchlm) tax. {757)322-4894, internet address;
cecchijd@efdlant.naviac.navy.mil . iy 2y

My Commission expires:

ment




Public notice appearing in the New Bern Sun Journal on September 1, 1996;
September 2, 1996; and September 3, 1996.

' PUBLIC NOTICE -
US DEPARTMENT OF THE NAVY
PUBLIC SCOPING MEETINGS ,
ENVIRONMENTAL IMPACT STATEMENT (EIS) FOR
TRANSFER OF F/A-18 AIRCRAFT FROM
NAVAL AIR STATION (NAS) CECIL FIELD, FLORIDA
TO OTHER EAST COAST INSTALLATlONS |

The Navy will conduct two public scoplng meetlngs to ldentlfy svgnlflcant issues to be
included in an EIS evaluating the environmental effects of the transfer of approximately
200 F/A - 18 operational aircraft and 5200 associated personnel from NAS Cecil Field to
other installations, including Marine Corps Air Station (MCAS) Cherry Point, North
Carolina, MCAS Beaufort, South Carolina and NAS Oceana, Virginia. This action is being
conducted pursuant to the 1995 -recommendations of the Defense Base Closure and

Realignment Commission. The Navy is formulating alternative realignment scenarios that
would involve transferring F/A - 18 aircraft to one or more of these installations.
Depending on the alternative, this transfer will require the construction/modification of
new/existing facilities and will affect the level of aircraft activity at each installation and
within various aircraft training ranges in Virginia, North Carolina, South Carolina, and
Georgia. The scoping meetings will be held on: September 10, 1996, beginning at 7:00
p.m. at Havelock City Hall, Council Chambers, 1 Hatteras Avenue (at Route 70), Havelock,
NC and on September 11, 1996 beginning at 7:00 p.m. at the Technical College of the Low
Country, Main Audltorlum Building 12, 921 Ribaut Road Beaufort SC.

In order to ensure adequate time for those wishing to make public comments at the
meetings, speakers will be limited to five minutes. Agencies and the public are also invited
1 and encouraged to provide written comments on the scope of the EIS.. Please mail written

B comments no later than October 5, 1996 to: Commander, Atlantic Division, Naval Facilities

Engineering Command, 1510 Gilbert Street, Norfolk, Virginia 23511, Attn: Code 2032 DC
(Mr. Dan Cecchini), fax: (757)322-4894, internet address: cecchud@efdlant navfac.navy.mil
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@ Che Beaufort Gazette

$tate of South Carolina |
COUNTY OF BEAUFORT |

Personally appeared betore me

Pam V. Jenkins

of The Beaufort Gazette, a newspaper published in the City of
Beaufort, County and State aforesaid, who, being duly sworn,
says that the advertisement of

US Department of the Navy/Public Scoping Meet-
ings/Environment Impact Statement(EIS) for

Transfer of F/A 18 Aircraft from Naval Air

.tation(NAS) Cecil Field, Florida to other

East Coast Installatioms. L
appeared in the issues of said newspaper on the-following

September 1, 2, & 3, 1996

day(s):
Subscribed and sworn to )
3rd
before me this __ day : ! V ; z 2
of September

AD 19 96

~)¥56
My commission expires " /?
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US DEPARTMENT OF
THE NAVY
PUBLIC SCOPING
MEETINGS
ENVIRONMENTAL
IMPACT -
STATEMENT (EIS) FOR
TRANSFER
OF F/A-18 i
-AIRCRAFT FROM NAVAL '
" AIR STATION (NAS)
CECIL FIELD, FLORIDA
"TO OTHER EAST COAST |
INSTALLATIONS |
The Navy will conduct two|
pubic scoping meetings to
Identify significant issues’
to be included in an EIS,
evaluating the environmen-
tal effects of the transfer of
approximately 200 F/A-18
operational  aircraft and
5200 associated personnel
from NAS Cecil Field to oth-
$r installations, including
Marine Corps Air Station
{CMAS) Cherry Point,
North  Carolina, MCAS
Beaufort, South Carolina
and NAS Oceana, Virginia. .
This action is being con-
ducted pursuant to the 1995
fecommendations of the De-
fense Base Closure and Rea-
lignment Commission. The .
Navy is formulating alterna- |
tive realignment scenarios;
that would involve transfer-;

¢

L

. ring F/A-18 aircraft to one:

or more of these installa-%
tions. Depending on the al-;
ternative, this transfer will]
Tequire the construction/!
modification of new/exist-:
ing facilities and will affect’
the level of aircraft activity
at each installation and
within various aircraft train-|
ing ranges in Vu'ginia,i
North Carolina, South Caro-
Hna, and Georgia. The scop-’
ihg meetings will be held'
on: September 10, 1996.I
beginning at 7:00 p.m. at
Havelock City Hall, Council
Chambers, | Hatteras Ave-
nue (at Route 70), Havelock,
NC, and on September 1,
1996, beginning at 7:00 )
p-m. at the Technical Col-
lege of the Low Country,
Main Auditorium, Building
12, 921 Ribaut Road, Beau-
fort, SC. In order to ensure
adequate time for those
wishing to make public
comments at the meetings,
speakers will be limited to
five minutes. Agencies and
the public are also invited
and encouraged to provide

‘written comments on the

scope of the EIS. Please
mail written comments no
later than October 5, 1996
to: Commander, Atlantic Dj-
vision, Naval Facilities En-
gineering Command, 1510
Gilbert Street, Norfolk, Vir-
ginia 23511, Attn: Code
2032DC (Mr. Dan Cecchi-
ni), fax: (757)322-4894,
internet - address:cec-
chijd@efdlant.nav-
fac.navy.mil
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State of Virginia S
Ci:yeo? Norfolk to-wit AFFIDAVIT

This day Diane Curry personally appeared before me and after being duly sworn made oath that:
(1) (He) (She) is affidavit clerk of The Virginian-Pilot a newspaper published by Landmark
Communications Inc., in the cities of Norfolk, Portsmouth, Chesapeake, Suffolk, and V;rgzn;a

Beach, State of Virginia;
(2) That the advertisement hereto annexed at NAVY
said newspaper during the following dates: 11726795 - 11/28/95

Dane Ly

Affiant
to before me in my city and state aforesaid this 4TH day of DECEHBER

has been published in

Subscribed and swurn
1995

” M
My commission expires DECEMBER 31, 1995 /7{
Notary Pt.bh.

PUBLIC NOTICE KR
US DEPARTMENT OF THE NAVY s

PUBLIC SCOPI MEETINGS o
ENVIRONMENTAL IMPACT STATEMENTY FOR

TRANSFER OF F/A-18 AIRCRAFT YO .
NAVAL AIR STATION (NAS) OCEANA, ' .
VIRGINIA BEACH, VIRGINIA -

§ The Nawy will conduct five public scoping meetings-%0
idwﬂlysmﬁantmmbemdudedmanils«mtﬁ
the environmental effects of the transfer of 175 FIA-
sircraft and 3800 associated personnel to NAS Oceans,
E:nm to the 1995 recommendations of the Defense

?
i
1
£
;
i

will require approximately 200,000 square feet new con-
struction and modification of existing facilities and will affect
the level of aircraft activity at NAS Oceana, Naval Auxitipey
landing Field (NALF) Fentress, in Chesapeake, VA and
within various aircraft ranges in and adjacent to Virginia and
eastern North Carolina. scoping meetings will be held
on: December 5, 1995, 7:00 P.M., at the Carteret Couflty
‘Courthouse Square, US Route 70, Beaufort,
NC; December 6, 1995, 7:00 P.M. at the Pamlico County
Courthouse, ‘NC Hi 55 (near NC Highway 304),

; December 7, 1995, 7:00 P.M, at the North
Carofina’ Aquanum and Marine Resources Center, “Main
Auditodum, Airport Road (adjacent to the Dare .County
Airport), Manteo, NC; December 12, 1995, 7:00 P.M. st

hm, 1571 Mount Pleasant Road, G\sapeake, VA.*..
24 o VA

lnaderbenst::;dequatehmbrtmsewdm%ewm 3
:ﬂk comme: the meetings, speakéts will :
L minotes, Wmmepubhcarqals:‘emwd

to provide comments
Ph‘\e EIS Pease mall written comments nb' later than -Ja
i ary5, 1996 to: Commander, Atantic Di NavalFadﬂ-
Command, 1510 GH Stnet, Norfolk,
Vllﬁml 23511, Attn: Code 2032DC Cecchind),
(SML3224891 fax: (804, 3224894 .

ryea L L e e
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T ¥ "PUBLIC NOTICE 754 .- &
"/ 5oy’ PUBLIC SCOPING MEETINGS -+
.. ENVIRONMENTAL IMPACT STATEMENT (EIS) FOR -
" TRANSFER OF F/A-SAIRCRAFTTO =

NAVAL AIR STATION (NAS) OCEANA, VIRGINIA BEACH, VIRGINIA

The Navy will conduct five public scoping meetings to identity significant issues to be included
in an EIS evaluating the environmental effects of the transfer of approximately 175 Fi/A-18
sircraft and 3800 assoclated personne! to NAS Oceana, pursuant to the 1995
recommendations of the Defense Base Closure and Realignment Commission. This transfer
will require approximately 200,000 square feet of new construction and modification of existing
tacilities, and wili atfect the leve! of alrcratt activity at NAS Oceana, Naval Auxiliary Landing
Field (NALF) Fentress, in Chesapeake, VA and within various sircralt training ranges in and
adjacent to Virginia and eastem North Carolina. The scoping meetings will be held on:
December 5, 7:00 P.M., at the Carteret County Courthouse, Courthouse Square, US Route 70,
Beaufort, NC; December 6, 1895, 7:00 P.M. at the Pamlico County Courthouse, NC Highway
55 (near NC Highway 304), Bayboro, NC; December 7, 1995, 7:00 P.M. at the Noith Carolina
Aquarium and Marine Resources Center, Main Audttorium, Airport Road (adjacent to the Dare
County Airport), Manteo, NC; December 12, 1895, 7:00 P.M. at the Seatack Elementary
Schoo! Main Auditorium, 411 Birdneck Road, Virginia Beach, VA; and December 13, 1995,
7:00 P.M. at the Butts Road Intermediate School Gymatorium, 1571 Mount Pleasant Road,
Chesapeake, VA. I -l R

in order to ensure.adequate time for those wishing to make public comments at the meetings,
speakers will be fimited to five minutes. Agencies and the public are also invited and
encouraged to provide written comments on the scope of the EIS. Please mail written

comments no later than January 5, 1996 to: Commander, Atiantic Division, Naval Facilities [,
Engineering Command, 1510 Glibert Strest, Norfok, Virginia 23511, Att: Code 2032DC (Mr. |

Dan Cechini), telephone: (804) 322-4891, fax: (804) 322-4894.
p

Affidavit of Publication
SUN-JOURNAL
New Bem, N.C.

Personally appeared before me, a Notary Public
of the County of Craven, State of North Carolina,

on this the .2t 1. .donof D
4/

. being duly sworn, states;

of the Sun Journal,
that the notice ent

PUBLIC NOTICE

a true copy of which is attached hereto,
appeared in the Sun Journal, a newspaper
published in the City of New Bern, County of
‘Craven, State of North Carolina,

eovsneeose HBEE . TIMES . .corsrenenes.d Week for

QNE weeks, on the following dates:
NOVEMBER 26, 19..95
.-.......H-Q.M.E.HB E R 2 7 Y 19 9.5
NOVEMBER 28, 49..95
«.19....

b1 R,

19.
19
.19

teessscsssvocecocsanace

The New Bern Sun Journal

V..-'.""‘..-D‘. .-

e e,
a-a ofz\‘tzccem'be:r — - 5 LN
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:.::A.';.u.:-‘“‘:; "ﬁ‘::-."“ ....... 000000 s00e0natsracrnarans ..0.
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Public notice appearing in the Carteret County News-Times on November 26, 1995; .
November 29, 1995; and December 1, 1995.

PUBLICNOTICE * .
. US DEPARTMENT OF THE NAVY N
‘- PUBLIC SCOPING MEETINGS .. - . .
ENVIRONMENTAL IMPACT STATEMENT (EIS) FOR .
TRANSFER OF F/A-18 ATRCRAFT TO NAVAL AIR STATION
(NAS) OCEANA, VIRGINIA BEACH, VIRGINIA

Tbc Navy will oonduct ﬁve pubhc scoping jnectings to ﬂenufy ngmﬁun: issues to bc
‘included in an EIS evaluating the enviroimental effects of the transfer of
approximately 175 F/A-18 aircraft and 3800 associated personne! to NAS Oceana,
pursuant to the 1995 recommendations of the Defense Base Closure and Realignment

| Commission. This transfer will require approximately 200,000 square feet of new |
construction and modification of existing facilities, and will affect the level of aircraft
activity . at NAS Occana, Naval Auxiliary Landing Ficld (NALF) Featress, in
Chesapeake, VA, and within various aircraft training ranges in and adjacent to Virginia
and eastern North Carolina. The scoping meetings will be beld on: December 5, 7:00
PM., at the Carteret County Courthouse, Courthouse Square, US Route 70,
Beaufort, NC; December 6, 1995 7:00 PM. at the Pamlico County Courthouse,
NC Highway 55 (near NC Highway 304), Baybore, NC; December 7, 1995, 7:00
PM/ at the North Carolina Aquarium and Marine ‘Resources Center, Main
Auditorium, Airport Road (adjacent to the Dare County Airport), Manteo, NC;
December 12, 1995, 7:00 P.M. at the Seatack Elementary School Main Auditorium,
411 Birdneck Road, Virginia Beach, VA; and December 13, 1995 , 7:00 P.M./ at the
Butts Road Intermediate School Gymatorium, 1571 Mount Pleasant Road,
Chesapeake, VA. A

In order to ensure adequate time for those wishing to make public comments at the
meetings, speakers will be limited to five minutes. Agencies and the public are also
;invited and eacouraged to provide written commeats oa the scope of the EIS. Please
mail written comments po later than January 5, 1996 to: Commander, Atlantic
Division, Naval Facilities Enginecering Command, 1510 Gilbert Street, Norfolk,,
Virginia 23511, Atn: Code 2032DC (Mr. Dan denm) telephope: (804)322-4891,
fax: (804) 3224894,
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B New Bern, North Carolina

'f." 'l":Marine jets

Gettmg jets
depends on
Oceana EIS

_sysmm

_ Seniot Writer

i North Carolina's renewed efforts

" %o land at least some U.S. Navy F/A-

‘18 Homets at Cherry Point Marine
. Corps Air Station could crash and
bum if an environmental impact
statement (EIS) goes Virginia's '

L rway.

. "l'fthemofV‘mnhunM,
mgnnonmﬂnnhmﬂmkeeps

7 them in compliance,” said retired

Marine colonel Dave Jones, Gov.
Jim Hunt's mlhury liaison, “then.
the whole becomes moot.”

But efforts recently begun by’

" Hunt and by U.S. Sen. Lauch

Faircloth, R-N.C., are based on the
belief that the air around Oceana
(Va) Naval Air Station already has
%00 much ozone.

The presence of so many diesel-
burning aircraft would only make
that situation worse, they infer.

Faircloth, according to defense
issues aide Geddings Roche, wrote &
letter to the Navy and the
Environmental Protection Agency
June 13 requesting information on
the environmental impect of sending
150 Homets to the Norfolk metro-
politan area.

They were told the information
would be contained in the EIS,
which Jones said could be finished

'}ﬂ or September. -

7 If the EIS finds the Tidewater's

fair quality is too bad to handle the
additional aircraft, the Tar Heel state
plans to suggest that some of the
squadrons be sent.to Cherry Point
instead. .

The Homet were slated
by the 1993 Base Closure and
Realignment Commission (BRAC)
to be based at Cherry Point. But that
Jorder was reversed by BRAC "95.

. “(Faircloth) thinks that (Cherry
.Point) could euwnly accommodate
‘additional squadrons,” said Roche.

“We don’t have any compliance
problems,” added Jones, “so that
givesusalegup.” .

Jones, who called Faircloth North
Carolina’s “ace in the hole” in the
current effort, said Cherry Point
could easily houlc three to ﬁve

and

‘without any major construction.

Jones said he thinks each Navy

squadron has 12 aircraft and

between 160 and 180 people*:
- assigned to it. From a personnel _
housing standpoint, he noted that :

Cherry Point has relatively new bar-
racks for 13,000 personne! and only
8,500 stationed there now.

He said that if the EIS were to

mandate the relocation of some air-
.craft ordered to Oceana by the 1995

-

o See JETS/A2

Tuesday. July 23, 1996

“Howthlsvnllphyout. hemd.
“1 don’t know.”

State.and federal officials are
-wnmng the telea‘n:x:f the EIS

d R
Bue Closu{; .nC). ny et s

"ldon'tknowﬂmn’leverm

or: the base does not have the
:::mtcmnce personnel the Honets
would need, he said.

Mm “m moves.

Jones said the Navy ‘hl: pamallm‘ly
in havin
m&d to Ocurgn. as that m m—
tion is currently operating at we‘g
below capacity. Such 3 smullon.!he
explamcd could work against
base in a future mund of closings.

A-17
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THE VIRCIGRAN.PULOT

Praservationists work to
save Alaxander House
in Columbia, N.C. /B3

FAIDAY, NOVEMRER 24, 1993

Navy to study Hornets’ impact

Thanksgiving,
two turkeys
get a basting
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After the "33 storm, many Hog Island residents put their
homes on barges and moved to the mainland. Now they are

A

. coming together to let the region’s unique history live on.

dnls!

pl=l=p]

Before Oceana gets
175 new jets, Navy
will ask public
about move.

Lounly Counroizs in Beaw-
A NC .. .
® Dez 6,7 pm, Pamiics |
Cocnq Ceurtneyss in Baybers .
N

I e
“® Deac. 7. 7 p.m Nerth Con
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The isolated island
had no theaters,
doctors or restaurants.
Residents didn’t know
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Suffolk teenager killed in hunting accident

The teen’s gun
discharged when he

tumbled from 3 tree.
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Hornets: Navy hopes to submit

”
.

Continued from Page Bl

impact statement is mot required,
according to officials.

In all, if the moves come about as
expected, Oceana will be home to
23 aircraft squadrons, 374 aircraft
and 13,000 personnel. At its peak in
1989, it had 363 aircraft and 12,473

- -personnel. It curremtly is at 181 air-

“craft and 8,069 personnel because
of drawdowns mandated by Con-
gress since 1990. .

While studying the F/A-18 impact
at Oceana, the Navy also plans to
evaluate potental effects on land
use patterns, cuitural resources,
wransportation, housing, community
services, the local tax base and the
regional economy.

It also wants to know from the
community what additional items it
should evaluate, said John Peters, a
spokesman for the Naval Facilities

MONDAY

" . The Hampton Roads Counci of

Veterans Organizations will moet at
7:30 p.m. at the Disabled American Vet-
erans, Chapter 21, 1018 W. Little Creek
Road, Norfolk.

MISCELLANEOUS

Nauticus, the National Maritime Cen-
ter, needs volunteers 18 to 80 to serve
as exhibit interpreters for Nava! history
and technology, shipbuiiding ecology,
aquatic life, the weather and more. Nau-
ticus opens for tour groups at 9 am.,
opens to the public at 10 a.m. and re-
mains open until 5 p.m. Tuesday
through Sunday. Validated parking for
volunteers is provided. Anyone interest-
ed may call Sharon Smith, volunteer

_ manager, at 664-1000, Ext. 3104.

Navy Family Services Center, Littte
Creek, will ofter the following:
- il Navy Family Services Center, Littte

" Creek is honoring Miktary Family Rec-

ognition Day, Nov. 27, with various ac~

Engineering Command in Norfolk
which is coordinating the study.

Between Dec. S and 13, the Navy
will hold five “public scoping meet-
ings,” three in Narth Carclina and
o in Virginia.

“We are getting input from the
public on what they want us to look
at when we do the EIS,” said
Peters. .

“It is not a comment period. But
we are interested if there are con-
cerns about transportation, the
loading of highways, noises, the ef-
fect on public utilides.”

“The Navy is going to the North
Carolina communities because i1t
conducts aircraft operations at
three bombing ranges in that part
of the state: two of them located on
the Pamlico Sound near the mouth
of the Neuse River and a third lo-
cated east of the Alligator River,
operated by the Air Force.

'MILITARY.BRIEFS

will appear in The Gator. Cal 464-
7563 for Information on where o pick

. up fiyers. :

8 “Strengthening Stepfamilias™ 7 10
9 p.m. Tuesday. Call 464-7563 for
location.

Navy Family Services Center, Ocea-
na, will offer the following:

W “Building Effective Anger Manage-
ment Skills” 3 to 5 p.m. Tuesday at the
Oceana Counseling and Assistance
Center. Call 433-2912 to register.

Navy Family Services Centar, Norfolk
Annex, 8910 Hampton Bivd., will of-
fer the following:

M “Adults Molested as Children™ 4 fo
5:30 p.m. Wednesdays at Navy Family
Services Center, Norfolk Annex Call
444-2102 o register.

REUNIONS

JOHN PAUL JONES, 1996, Myrte
Beach, S.C. Contact Charles Wyler, 9
New Gate Road. Oxford, Conn. 06478,
or 203-888-0008. A-20

USS CANISTEO, February. Oranae. |

pact statement by Dec. 1996

In Virginia, the hearings are be-
ing held because Oceana occupies
5,650 acres in Virginia Beach and
also operates the Fentress Naval
Auxiliary Landing Field
Chesapeake.

The Navy wants to submit its §-
nal environmental impact state-
ment by December 1996 and will
issue a draft statement earlier.

At its “scoping” meetings, it asks
speakers to limit comments to five
minutes and encourages agencies
and the public t submit written
camments as well. .

Written comments should be
mailed no later than Jan. § to:
Commander, Atlantic Division,
Naval Facilities Engineering
Command, 1510 Gilbert Street,
Norfolk, Va., 23511, Attn: Code
2032DC (Dean Cecchini), tele-
phone 322-4891, fax 322-4894.

SERVICE @U.S. Army), Feb. 15-18,
1996. Norfolk. Contact Forrest Passef,

Route 3, Box 74, Weils, Minn. 56097, or .

507-553-3421.

USS CEREMONIAL GUARD
ALUMNI ASSN, Spring 1996, Washing-
ton, D.C. Contact Hal Gardner, 80 Bur-
goyne Ave., Fort Edwarg, N.Y. 12828,
or 518-747-3896.

USS WILLIAM M. WOOD, summer
1996, Hampton Roads. Contact Chuck
Traub, 784 Glasgow Court, Virgina
Beach, Va. 23452. or call 340-9056.

Military Brief notices should be ac-
dressed 10: Miltary Briefs, The Virgin-
lan-Pilot, 150 W. Brambleton Ave., Nor-
foik, 23510, Ann: Chery! Ball, and arrive
by noon on Thursday of the week be-
fore publication. Please include date,
time, place and a telephone number
where information may be obtained. For
detaits, call Cheryl Ball at 446-2259.

[ CORRECTION:

LUSKIN'S 4 PAGE AD FOR 11/24. A
CRAIG VCR FOR $99 1S ON SALE FRIDAY
FROM 8 AM-10 PM. THIS IS INCORRECT
THE CORRECT TIME IS 8 AM-10 AM. A

in
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This study examines the capability of NAS Oceana and MCAS Cherry Point,
including NALF Fentress, MCALF Bogue, and the local airspace and ranges, to
accommodate the prospective levels of operations resulting from the
implementation of BRAC 95-related decisions. This analysis is accomplished
through the use of a fast-time computer simulation model, NASMOD.

Five alternative relocation scenarios (ARS) were identified by the Navy for
analysis. Each scenario represents an alternative base-loading squadron mix in a
future year (i.e., FY99) following the relocation and realignment of the modeled
squadrons. A baseline scenario was analyzed with which to compare the
alternatives.

The tenant mix for the Baseline Scenario is as follows:

NAS Oceana MCAS Cherry Point
7 F-14 Atlantic fleet squadrons 3 AV-8 fieet squadrons
4 F-14 Pacific fleet squadrons 1 AV-8 FRS
1 F-14 FRS 4 EA-6B squadrons
1 F/A-18 adversary squadron 1 KC-130 fleet squadron
1 KC-130 FRS

The alternative scenarios specify the location of the Atlantic F/A-18 squadrons as
follows:

ARS-1 ARS-2 ARS-3 ARS-4 ARS-5
NAS Oceana 11+FRS| 9+FRS | 8+FRS | 6+FRS | 6 + FRS
MCAS Cherry Point 3 5
MCAS Beaufort 2 5

The impacts of Navy squadron realignment alternatives on MCAS Beaufort and
that air station’s surrounding training areas is not examined in the study.

On an annual basis, the increase in flight operations from the realignment of the
Navy F/A-18 squadrons does not affect the ability of the squadrons to complete
their overall flight requirements. Although increases for most aircraft groups in
adjusted and postponed flights do occur in the alternative scenarios, no significant
postponements in flight scheduling are experienced. Some adjustments are made
to alternative or less-preferred training areas for most squadrons. Also, shifting of
flight launch times due to adjusted training area selections affect squadron aircraft
allocation and overall scheduling efficiency.

The impacts to airfield operations at NAS Oceana by a comparison between the
Baseline Scenario and ARS-1 are as follows:

* Operations increase by about 120 percent.
» NALF Fentress experiences an increase of 51 percent in operations.

 Taxi delay rises from an average of 1.0 minute to 1.9 minutes per sortie.
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* Completion of desired return-to-base pattern operations drops from 98.0
percent (average over all aircraft groups) to 92.8 percent.

The impacts to airfield operations at MCAS Cherry Point relative to the Baseline
Scenario are as follows:

* Operations increase 18 percent (ARS-3) and 26 percent (ARS-5).

* Night (2200 to 0700) operations increase by 85 percent (ARS-3) and 113
percent (ARS-5).

* Average taxi delay increases by about six seconds per sortie in ARS-3 and
eight seconds per sortie in ARS-5.

* Pattern event completion rate drops from 96.8 percent to 94.2 percent
(ARS-3) and 94.4 percent (ARS-5).

The realigned Navy F/A-18 squadrons have a significant impact on local training
area operations. The W-72 TACTS range and Navy Dare County Range approach
capacity limits.

* The W-72 TACTS range is utilized about 83 percent of its published hours
on average over the simulated year in ARS-1. Scheduling inefficiencies
and demand peaking from among the squadrons preclude the possibility of
scheduling 100 percent of the available hours for the whole year, and
annual average utilization rates of 80 percent to 85 percent may be a
practical upper limit given the current scheduling procedures and
requirements.

* The Navy Dare County Range utilization rate is about 65 percent. Results
suggest that as Navy Dare’s utilization rate approaches 70 percent, the
range approaches “capacity,” or saturation.

From a schedule capacity point-of-view, BT-11 and BT-9 have the ability to
accommodate increased operations after the realignment of the Navy F/A-18
squadrons (in any scenario).

* The BT-11 utilization rate is approximately 50 percent on average during
the year for all the alternative scenarios (42 percent in the Baseline
Scenario). :

* BT-9 is utilized about 20 percent of its available hours during the year.

No significént impact on civilian traffic is caused by the additional R-5314
operations resulting from the realignment of Navy F/A-18 squadrons to the region.

. ——
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1 INTRODUCTION

This study examines the capability of Naval Air Station (NAS) Oceana and Marine
Corps Air Station (MCAS) Cherry Point, including Naval Auxiliary Landing Field
(NALF) Fentress and Marine Corps Auxiliary Landing Field (MCALF) Bogue
Field, and the related ranges, military operations areas (MOAs), warning areas, and
restricted areas, to accommodate prospective levels of operations resulting from
1995 Base Realignment and Closure (BRAC 95)-related decisions. Figure 1-1
depicts the general study region. This section describes the issues and objectives
of the study, the methodology followed, data sources, and the contents of this
report.

1.1 Issues and Study Objectives

The Navy has identified several issues associated with the BRAC 95-related
decisions to single site the F-14 squadrons at NAS Oceana and to relocate NAS
Cecil Field-based F/A-18 squadrons. These issues include:

e The sufficiency of airfield, airspace, and range capacity to accommodate the
projected activity in the NAS Oceana and MCAS Cherry Point region;

* The ability of squadrons to meet their training requirements; and

o The environmental impacts on the military facilities, training areas, routes, and
ranges, as well as the communities surrounding them.

Fiscal Year 1999 (FY99) is the simulation period; the proposed relocations of the
F-14 fleet squadrons from NAS Miramar and the F/A-18 fleet squadrons and
F/A-18 fleet replacement squadron (FRS) from NAS Cecil Field are assumed to be
completed by this year.

The principal study objective is to provide the Navy with an analysis of operations
within the study region under alternative base loading conditions that address these
issues. The results presented are inputs to noise and environmental impact studies.

1.2 Study Methodology

e
ArAars

The study methodology employs a general simulation model for naval aviation
operations, the Naval Aviation Simulation Model (NASMOD). Using data and
information supplied by the Navy, Marine Corps, and Air Force, ATAC configured
NASMOD to represent the aviation activities at NAS Oceana and MCAS Cherry
Point with the existing and proposed tenants. These simulation inputs reflect the
anticipated operations at the modeled airfields and airspace including several
associated bombing ranges, MOAs, and warning and restricted areas.
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1.3 NASMOD Background

WA
ATAL:

The development of NASMOD was motivated by a need within the Navy for a
technically credible tool to objectively and efficiently analyze options in a number
of critical naval aviation decision areas. For example:

 Base closings and realignments. Is there sufficient airfield and airspace
capacity at selected sites to accommodate the training requirements of both
existing and realigned military users? What operational alternatives are there
that could potentially mitigate capacity constraints? What are the potential
impacts on civilian traffic in the area?

e Changes in special use airspace. What operational efficiencies are attainable
from proposed modifications to MOAs, warning areas, and other military
special use airspace areas (SUASs); or from proposed changes in operating
schedules and configurations of such areas? What would be the training and
cost impacts to the military of restrictions on the availability or use of such
areas? What impacts might there be on civilian traffic?

e Interactions between civilian and military air traffic. What are the cost and
operational impacts on military and civilian users of shared airspace due to:
projected growth in levels of activity, changes in instrument flight rule (IFR)
routes and/or air traffic control (ATC) procedures, or changes in the
operational requirements of the users?

 New aircraft types. What are the airfield and airspace impacts associated with
the introduction of a new aircraft type and its affiliated training requirements?
What procedural or operational changes in airfield and airspace management,
schedules, and configurations are feasible to mitigate identified constraints?

e Changes in training and resource requirements. What airfield and airspace
modifications may be required due to changes in mission (e.g., the addition of

night bombing to the F-14 mission), pilot training requirements (e.g., increased
flight hours in the Training and Readiness Matrix for certain training events),
or training resource requirements (€.g., instructors, adversary aircraft, target
facilities)? What operational changes in airfield and airspace management,
schedules, and configurations are feasible?

» Environmental assessments and environmental impact statements. What are
the potential impacts on airfield operations and utilization of ranges and SUAs,
which in turn have noise and other environmental impacts, due to changes in
operations?

NASMOD is derived directly from two other general simulation models: the Navy
Air Training System Model (NATS) and the Airfield and Airspace Capacity Model
(SIMMOD). NATS was developed in the mid-1980s for analysis of special use
airspace and other resource impacts on basic flight training at NAS Whiting Field,
Florida. The design of the model was specialized for that particular application.
SIMMOD, conversely, is the official simulation model of the Federal Aviation
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Administration (FAA) and is used in terminal and en route airspace environments
for analysis of airfield and airspace capacity issues. It has been validated and used
in numerous studies for the analysis of airport layouts, runway and taxiway
procedures, sectorization plans, air traffic control procedures, traffic management
strategies, and traffic routing. NASMOD incorporates the functionality of NATS,
the simulation and analytical capabilities of SIMMOD, and also includes advanced
database and analytical capabilities necessary to model complex tactical military
training operations.

NASMOD is a fast-time computer simulation model composed of:

* A graphical user interface (GUI) for data entry, including database table editing
and graphical tools for building airfields, routes, and mission profiles;
simulation control; and results analysis, including a database querying tool;

* A traffic animator, which replays a simulated day of air traffic and training
operations as an animated, graphical approximation of the events simulated by
the NASMOD mathematical model;

* Relational databases of input and output data, wherein the input data control
the model assumptions and parameters, and the output data contain the results
for the simulation period;

* Simulation modules that model squadron mission scheduling, central
scheduling of airspace areas, and the evolution of military missions and their
interactions with other modeled traffic; and

* A performance calculator that computes selected measures of performance for
squadrons and their training activities, airfield operations, and airspace and
range area scheduling and utilization.

Appendix D provides an overview of the NASMOD simulation model
components.

1.4 Study Process

A NASMOD study consists of four basic phases: study design, data collection,
model development, and scenario simulation and analysis. Each study is a highly
iterative and interactive process requiring extensive coordination between the
analysts and the data sources during all phases. Often, information learned and
insights gained during a later phase of the study necessitate revisiting earlier phases
before proceeding. Occasionally, assumptions are adjusted, data collection is
revised, or the scenario design is modified.

1.4.1 Study Design

During the design phase of a study, analysts and military personnel meet and
determine the baseline and operating alternatives, including the assumptions

_'“-___w__
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governing each. Occasionally, modifications or updates are required to reflect
results of the analysis in progress, particularly when the need for a more detailed
analysis is recognized or an area of interest changes due to a dynamic decision.

1.4.2 Data Collection Requirements and Sources

During the data collection phase of the study, analysts collect the large volume of
data required for model construction and analysis. These data describe current and
proposed operations. For this study, there are three general categories of data
sources: publications; personal interviews and observations of operations; and
records of actual airfield and airspace operations. The References section lists all
of the documents, publications, and other direct and indirect sources used.
Examples of the published information include: letters of agreement, maps and
charts of airspace structures and airfield facilities, approach plates, computer-aided
design (CAD) and other engineering drawings, the air operations manual, and
range regulations. Examples of information gathered through interviews and direct
observations include: ATC procedures, flight profiles, flight scheduling
requirements, and squadron deployment specifications. Actual operations records
include: ATC facility logs, traffic analyzer data, and squadron flight schedules.

1.4.3 Model Development

Preparation of the NASMOD input database involves analyzing the collected data
and extracting and assembling the essential information. Analysts convert this
information into the format required by the model, enter the data, and then test
various parameters for accuracy.

1.4.4 Simulation and Analysis of Alternative Scenarios

Each alternative scenario requires a separate database with parameters set to
reflect the appropriate assumptions. The model simulates the air traffic and
training operations associated with those assumptions. For this study, ATAC uses
a one-year simulation period. Results from the one-year period account for the
seasonal variation in operations and the impact of unit deployment schedules.
Simulation results are used in the analysis to identify, quantify, and compare the
differences between the baseline and operating alternatives.

1.5 Report Contents

e
AaAracLs

This report documents the process, assumptions, results and analyses of the
Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy
F/A-18 Aircraft (hereinafter refered to as the Navy F/A-18 Realignment Study).
The report contains four additional sections. These sections describe the model
building process with a description of the alternative scenarios and their associated
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assumptions, the comparative analysis among the alternatives based on simulation
results, and the summary and conclusions. The appendices contain a description of .
the model and selected detailed results. A glossary of terms and lists of references

and acronyms are also provided.
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2 SCENARIO SPECIFICATION AND MODEL DEVELOPMENT

This section describes the model development process and provides detailed
information about the baseline and five alternative base-loading scenarios studied.
It provides an overview of the key logical and data assumptions that comprise the
Navy F/A-18 Realignment Study, including airfield and airspace data, training area
descriptions, and user operations characteristics.

2.1 Scenario Specifications

—W
AaArAarLe

The five alternative scenarios for this study are unique base-loading possibilities
involving Navy F/A-18 squadrons from NAS Cecil Field. All assumptions
governing the baseline scenario also apply to each alternative scenario unless
specifically stated otherwise in the following discussions. Table 2-1 summarizes
the Navy F/A-18 squadron base loading for each alternative scenario. Note that,
although two scenarios assume F/A-18 assets are relocated to MCAS Beaufort,
analysis of the impacts on the MCAS Beaufort area of this relocation is outside the
scope of this study. '

The alternative realignment scenario (ARS) designation reflects the numbering of
the scenarios in the environmental impact statement (EIS) for which this study is a
data source.

Table 2-1: Alternative Relocation Scenarios of the Navy F/A-18 Squadrons

ARS-1 ARS-2 ARS-3 ARS-4 ARS-5
NAS Oceana 11+FRS| 9+FRS | 8+FRS | 6 +FRS | 6 + FRS
MCAS Cherry Point 3 5
MCAS Beaufort 2 5

The Baseline Scenario against which the above alternatives are compared assumes
that four Pacific Fleet F-14 squadrons are based at NAS Oceana along with seven
Atlantic Fleet F-14 squadrons, one F-14 fleet replacement squadron (FRS), and
one Navy F/A-18 adversary squadron. Based at MCAS Cherry Point are three
AV-8 fleet squadrons, one AV-8 FRS, four EA-6B squadrons, one KC-130 fleet
squadron, and one KC-130 FRS. In the Baseline Scenario, all Navy A-6
squadrons at NAS Oceana are decommissioned, and the base loading at MCAS
Cherry Point reflects current conditions.

The EIS specification of ARS-5 includes the addition of a new runway parallel to
Runway 23R at MCAS Cherry Point. This study does not address the quantitative
impacts of the parallel runway. However, descriptions of the location and
specifications of the parallel runway (that are currently known) and changes that
will be made to the air station’s patterns and operations are provided in Section
2.3.4.1. A qualitative assessment of the impacts of the parallel runway is presented
in Section 3.
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2.2 Airfield Operations

NAS Oceana and MCAS Cherry Point are master Navy and Marine Corps air
stations in Virginia and North Carolina, respectively. Other Navy/Marine Corps
airfields in the region include NAS Patuxent River, NAS Norfolk, and MCAS New
River; these three air stations are not under consideration as sites for basing Navy
F/A-18 squadrons.

2.2.1 NAS Oceana Operations

The NAS Oceana airfield is located approximately 3% miles west of the Atlantic
coast in Virginia Beach, Virginia, as shown in Figure 2-1. NALF Fentress, an
outlying airfield used primarily for field carrier landing practice (FCLP) operations,
is located about 8% miles southwest of NAS Oceana. This region has experienced
substantial commercial and residential growth in recent years with significant
development occurring just outside the confines of the air station.

©1993 DeLlorme Mapping
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Figure 2-1: Vicinity of NAS Oceana

NAS Oceana has two sets of dual runways for arrival and departure traffic.
Runways SL/R (left/right) and 23L/R are the “calm wind” runways. These
runways are preferred at times when wind is not a constraining factor (typically
less than 3 knots) due to their length, orientation with respect to arrival and
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departure routings, and proximity to desired ground features such as high speed
exits and fuel pits. Figure 2-2 depicts the proposed NAS Oceana airfield layout
after the proposed realignment of the F-14 and F/A-18 squadrons.

Runway Length (ft) Width (f9
SR/23L 12000 200
5L/23R 8000 150
14R32L 8000 200
14U32R 8000 150

Squadrons

F/A-18 FRS
Control (ARS'11 '21 ’3)
Tower

Adversary
Squadron

High Power F-14 Fleet
Tum-up Squadrons
Area m&}l

Figure 2-2: NAS Oceana Airfield Layout

In general, airfield operations for all scenarios modeled in NASMOD are in
accordance with published ATC procedures and consistent with the current NAS
Oceana Air Operations Manual. However, to facilitate timely development of the
NAS Oceana airfield model, all the airfield operations are “mapped” to one duty
runway plan (Runways SR and 5L). This greatly reduces the modeling effort while

2-3
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achieving the desired results with no significant loss of accuracy. NAVFAC and
NAS Oceana base operations representatives concurred with this approach.
Therefore, results related to specific runways are not addressed in this study;
however, such statistics can be derived by distributing the total operations among
the runways based on their historical proportion of total usage.

This approach is supported by several NAS Oceana airfield characteristics,
including:

1. The airfield consists of two pairs of dual runways (5/23 and 14/32) aligned
about 90 degrees from each other. Historically, total airfield operations have
been distributed by runway pair as follows:

Runway Pair Operations Distribution
5 50%
14 2%
23 34%
32 14%

2. There is no significant difference between the duty runways in the total
time required by aircraft to taxi for takeoff and return to the ramp after
landing. There is somewhat less room for aircraft holding for departures
on Runway 32.

3. Overhead break approaches and precision approach landing system (PALS)
approaches are available to all four runway pairs. Standard departures can
be made from all the runways. Instrument carrier landing system (ICLS)
services are available on Runway 5R.

4 Each of the runway pairs has a visual pattern and a GCA box pattern. The
capacities of the patterns are the same for each runway pair.

5. Field carrier landing practice (FCLP) can be performed on each of the four
runway pairs.

The airfield facilities and ground activities (i.e., aircraft parking areas, refueling
pits, and taxiways) are modeled according to the current airfield layout and
operating procedures. A node/link network in NASMOD represents the
runway/taxiway/parking area. Airfield nodes are placed at physical positions

‘where aircraft interact or where significant events (in terms of aircraft movements)

occur, including the ends of runways, runway exits, ranway/taxiway crossing
points, taxiway/taxiway crossing points, refueling pits, and parking areas. A link is
the travel path between two nodes. Figure 2-3 depicts the node/link network
constructed for NAS Oceana.

The direction in which links can be traversed and the type of operation that can use
a link (that is, arrivals only, departures only, or both arrivals and departures) are
inputs to the model. In traveling between two ground nodes (e.g., fuel pit and
hangar), the taxipath to be used by an individual aircraft can be either pre-specified
in the NASMOD input or determined by the model logic to achieve the minimum-
time routing. The minimum-time routing logic is implemented as much as possible

+_¥__
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except in cases where specific directionality is required, such as when aircraft pass
through the fuel pits. ‘

kts = knots
= nautical miles per hour

Figure 2-3: NAS Oceana NASMOD Airfleld Network for the Runway 5 Plan

Operations at the aircraft parking areas are not modeled in detail. Squadron
parking areas, in which a specific squadron or squadrons park, are defined instead
of parking spaces for individual aircraft. The capacity of a squadron parking area
is defined as the total number of individual aircraft capable of being parked there.
The squadron parking area allocation is based primarily on the actual squadron

ATACA 2-5
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areas utilized during FY95. This is adjusted to accommodate the newly based
F/A-18 aircraft. The parking area links shown in Figure 2-3 are not intended to
depict actual aircraft parking rows. Modeling of activity within an individual
squadron — that is, the interaction of aircraft in the parking area and maneuvering
on the ramp area — is beyond the scope of this study.

The nominal taxi speed for aircraft is assumed to be 10-15 knots; however, taxi
speeds along selected segments differ in order to reflect those areas of the airfield
where aircraft tend to move faster or slower than this nominal speed (e.g., inner or
outer taxiway). Traffic congestion that occurs during the simulation results in
longer taxi times. These statistics are collected during the simulation analysis. The
predominant directions of travel as well as nominal taxi speeds are indicated in
Figure 2-3.

Fuel pit availability is generally determined by funding and staffing limitations, as
well as squadron demand. Such constraints are modeled within NASMOD by
specifying the maximum number of aircraft that can be simultaneously refueled in
the pits. After consultation with base operations personnel, fuel pit availability for
the F/A-18 realignment scenarios is assumed to permit simultaneous refueling of
up to four aircraft in the fuel pits along the west ramp area and up to four aircraft
along the east ramp. This level of fuel pit staffing is speculative yet reasonable in
view of the historical levels of fuel pit staffing by the proposed future NAS Oceana
tenant squadrons. Figure 2-2 shows the locations of the fuel pits.

The time required for hot refueling depends on the amount of fuel consumed
during the previous flight. Refueling time is typically about eight minutes for F-14
and F/A-18 aircraft.

A decision to use the fuel pits is based primarily on an estimation by the aircrew as
to whether or not refueling in the pits is faster than on the ramp. When the pits are
full, aircraft must wait on the outer taxiways. When these get full, tower
controllers direct aircraft to wait on the inner taxiways. This does not occur
frequently since most aircrews will opt to refuel back at their line when the fuel
pits are so congested. When FCLP or other missions requiring a fast turn-around
of aircraft are being conducted, a squadron may staff extra fuel pits or give these
missions priority when refueling. For the NASMOD simulations, it is assumed that
all aircraft that can physically fit in the fuel pits (e.g., military jets, smaller
turboprops) will try to refuel this way. Another assumption is that a maximum of
twelve aircraft, six on the west ramp and six on the east, will wait for an available
fuel pit; beyond these amounts, it is assumed that the aircraft is refueled on its line.
Aircraft returning from FCLP sorties are an exception in that they are assumed to
be able to refuel in the pits immediately after landing, entering the fuel pit area
without waiting in the queue.

2.2.2 NALF Fentress Operations

NALF Fentress is used primarily by Navy fixed-wing aircraft from NAS Oceana
and NAS Norfolk for FCLP operations. NALF Fentress is used infrequently for
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other military training purposes, such as parachute and towed-banner drops. This
usage is of lower priority, is scheduled not to conflict with FCLP operations, and is

thus considered negligible for purposes of this study. Due to foreign object
damage hazard, only E-2/C-2 aircraft are permitted to make full-stop landings for
crew changes. No more than five aircraft are permitted simultaneously in the

pattern.

The airfield has one runway (5/23) equipped to simulate an aircraft carrier flight
deck and is available for FCLP training 24 hours a day except for the following

times:
1115-1230 and 16301730 Monday, Tuesday, Wednesday, Friday, and

Saturday;
0600-1400 and 16301730 Thursday; and
0600-1300, 1630-1730, and 1900-2100 Sunday.

2.2.3 MCAS Cherry Point Operations

MCAS Cherry Point is located midway along the Atlantic Coast of North Carolina,
southeast of New Bern on the south bank of the Neuse River (see Figure 2-4).
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Figure 2-4: Vicinity of MCAS Cherry Point
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MCAS Cherry Point utilizes two pairs of offset runways for arrival and departure
traffic and several pads for AV-8 and helicopter operations as shown in Figure 2-5.
The main landing area consists of runways, which are offset to form a common
centermat area. Takeoffs are made from the center of the airfield and landings are
made toward the center of the airfield. Four AV-8 pads are available for vertical
takeoffs and landings: North, South, Northeast, and Southeast pads. Precision
approach radar (PAR) services are available to all arrival runways (32L, 23R, 14L,
05R). Carrier deck lighting is available on Runway 23R.

!
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‘63 & 7

- Y
Heavy/Large g; s /
Parking and . ;S
Refuegling §? Transient yd S

< Parking / /

- # /

Control
Tower

F/A-18 Fleet &

Runway Length () Width (f) \:\
5RP23L  8190/8180 400 .
5L/23R  B490/7550 400 \‘5»/4
14R/32L 8400/7600 400

32R/14L 8980/8980 400

Figure 2-5: MCAS Cherry Point Airfield Layout

In general, airfield operations for all scenarios modeled in NASMOD are in
accordance with published ATC procedures and consistent with the current MCAS
Cherry Point Air Operations Manual. However, to facilitate timely development of
the MCAS Cherry Point airfield model, most runway operations, with the
exception of FCLPs, are “mapped” to one duty runway plan (Runways 32L and
32R). This greatly reduces the modeling effort while achieving the desired results
with no significant loss of accuracy. NAVFAC and MCAS Cherry Point air traffic
representatives concurred with this approach. The GCA box pattern, instrument
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approaches, and the visual touch-and-go pattern in the model are associated with
Runway 32L. The primary departure runway is Runway 32R.

To reflect the flexibility and capacity of the MCAS Cherry Point airfield, Runway
23Lis also used for IFR (instrument flight rules) and VFR (visual flight rules)
departures and Runway 23R for straight-in VFR arrivals to a full-stop landing, in
order to expedite traffic during high tempo operations or when requested by pilots.

Navy aircraft are modeled in a similar manner to those based at NAS Oceana and
adjusted to conform with MCAS Cherry Point procedures and operations. Hangar
assignments for all squadrons currently based at MCAS Cherry Point are the same
in all scenarios. The F/A-18 fleet squadrons are assigned hangar locations in
ARS-3 that include them (see Figure 2-5). The NASMOD node/link network

representing the MCAS Cherry Point runways, taxiways, and parking areas is
shown in Figure 2-6.

Figure 2-6: MCAS Cherry Point NASMOD Airfield Network
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On the airfield, the nominal aircraft taxi speed is assumed to be 15 kts; however,
taxi speeds along selected segments differ in order to reflect those areas of the
airfield where aircraft tend to move faster or slower than this nominal speed (e.g.,
refueling pits). Departing aircraft maneuvering in the departure staging area, the
centermat, are assumed to move slower than the nominal taxi speed; therefore,
speeds in this area are also adjusted to lower than the nominal.

The airfield is open 24 hours per day, but overhead break arrivals and touch-and-
go operations are limited to the hours between 0700 and 2300 (all times are local).
Navy FCLP operations, however, can be scheduled after 2300; by modeling no
restriction on the scheduling times for FCLPs, a better understanding of the extent
of potential impacts could be attained for analysis purposes. MCAS Cherry Point
ATC personnel supported this modeling approach, which in fact reflects current
operating procedures that allow squadrons to request extended airfield hours. The
airfield is closed on all federal holidays.

Aircraft are separated based on standard FAA and military operating procedures
for aircraft separation. When the weather condition changes at the air station,
departure and arrival procedures change. Aircraft are released at greater intervals
when the weather is below basic VMC. Aircraft operating under IFR are always
separated by at least 3 NM from other traffic.

Future operations by VMU-2, an unmanned aerial vehicle (UAV) squadron of
about four aircraft, will be infrequent and are assumed to have little impact on
existing operations.

2.2.4 MCALF Bogue Field Operations

2-10

MCALF Bogue Field is the primary location for AV-8 forward base operations
training and field carrier landing practice. The AV-8 training squadron is the
primary user of this airfield; however, along with normal AV-8 fleet squadron
usage, one large exercise per year is conducted at Bogue Field, and various smaller
exercises with different services are performed throughout the year.

Bogue Field is open 10 hours per day Monday through Thursday with opening
times as early as 0600. The field is open 0900-1200 Friday, and closed on the
weekends. However, the field will open for weekends and after-hours during
special exercises. Most operations are scheduled between 0900 and 2200, with
only a few instances of after-hours and weekend operations during the year. The
field is closed when MCAS Cherry Point is closed for holidays.

All operations are scheduled, and closed-field operations are not permitted.
Priority for scheduling is equal among MCAS Cherry Point-based squadrons,
except for Navy and Marine Corps exercises which have the highest scheduling
priority. All other Marine Corps aircraft have third priority, all other Navy aircraft
have fourth priority, and all other military aircraft have the lowest priority.

e
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2.3 Airspace Operations

Air routes associated with NAS Oceana and MCAS Cherry Point operations are
modeled within NASMOD as a node/link network similar to the one representing
the airfield. These routes are modeled using descriptions from flight publications
and information collected during interviews with pilots and ATC personnel.
Airspace nodes are placed at physical positions where aircraft interact or where
significant events in terms of aircraft movements occur (e.g., crossing points,
altitude restrictions, route mergers).

NASMOD routes for airport traffic areas represent the nominal radar vector and
VFR flight paths used in controlling aircraft in the airspace for ground controlled
approaches (GCAs), carrier controlled approaches (CCAs), visual and instrument
patterns, and VFR traffic within a five-statute-mile radius of the airport. Flights
arriving, departing, and operating within the studied airspace on published IFR
routings are modeled in accordance with current en route and terminal separation
standards. Routings within the airspace that are normally utilized for VFR
operations are modeled as published and as described by pilots and ATC personnel.

Aircraft speeds are modeled in accordance with Federal Air Regulations and pilot
descriptions of aircraft performance characteristics for profiled activities. The
definition of links and associated speed data accounts for speed variations based on
aircraft type, the state of flight, and local procedures. Maximum, minimum, and
nominal flight speeds for a link are based upon operating characteristics of specific
groups of aircraft (i.e., heavy jet, large jet, military jet, military prop, and
helicopter) and are used in simulating traffic movements, including allowable
controller speed control and spacing actions. Standard rates of climb and descent
for the general categories of aircraft are also incorporated into the routings.
NASMOD in-trail spacing requirements are consistent with actual air traffic
procedures. Wake turbulence spacing is applied as necessary between aircraft of
different weight classes.

2.3.1 NAS Oceana Airspace Description

The NAS Oceana Radar Air Traffic Control Facility (RATCF) provides radar air
traffic control services for all controlled airspace delegated to NAS Oceana
RATCF by the FAA’s Washington Air Route Traffic Control Center and Norfolk
Approach Control as defined by letters of agreement. While this serves primarily
NAS Oceana and NALF Fentress, several other small, uncontrolled general
aviation and military airfields are located within the RATCF’s airspace. This region
encompasses much of the Atlantic coast from the mouth of the Chesapeake Bay to
the northern end of Pamlico Sound. See Figure 2-7 for approach control boundary
depiction and stratification descriptions.

Washington Air Route Traffic Control Center (ARTCC), Fleet Area Control and
Surveillance Facility, Virginia Capes (FACSFAC VACAPES), and MCAS Cherry
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Point Approach Control also have air traffic control responsibilities in close
proximity to the region. :

C

NAS Norfolk

Norfolk
International
Airport

@

VIRGINIA

A (%)

NORTH
CAROLINA

Elizabeth City

B

NAS Oceana

NALF Fentress

R-5314
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W-F2A

Sub-Area Norfolk NAS Oceana FACSFAC
Approach Control | Approach Control VACAPES
A surface to FL230 — -—
B surface to FL230 -_— -—
C 4000 to FL230 surface to 3,000 -—
D 11,000 to FL230 surface to 10,000 -
E — surface to FL230 -
H surface to 10,000 11,000 to FL230 -
| surface to 4,000 5,000 to FL230 —
J surface to 10,000 — 11,000 to FL230

Figure 2-7: Norfolk/NAS Oceana Approach Control Airspace
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2.3.2 NAS Oceana and NALF Fentress Routes and Patterns

The NASMOD airspace network is constructed to permit the analyst to accurately
model distances between key spatial locations at which interactions between

aircraft may occur. The distances defined by the airspace network correspond to
actual flight track lengths. Figure 2-8 shows a geographic depiction of the

modeled flight tracks associated with the Runway 5 plan at NAS Oceana and
NALF Fentress.
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Figure 2-8: NAS Oceana Flight Tracks Modeled for Runway 5 Operations
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The frequently used, published routes are:

APOLLO Departure: This standard departure follows the 175° NTU
(NAS Oceana) Tactical Air Navigation (TACAN) radial. Aircraft departing
the field climb to 1000 feet (altitudes in MSL) and maintain until clear of
the VFR pattern. Aircraft then execute a right turn from Runways 5 and
14 and a left turn from Runways 23 and 32 to intercept the radial within
four nautical miles (NM) of the TACAN. The left turn from Runway 32
should be made within two NM. Aircraft should climb above 11,000 feet
within 38 miles along the radial. There are a number of transitions along
this route for entry into W-72, the W-72 Tactical Aircrew Combat Training
System (TACTS) range, R-5314 and the Navy Dare County Bombing
Range, R-5313, Stumpy Point MOA, Pamlico MOA, and W-122.

SOUCEK Departure: Aircraft on this standard departure climb straight
from Runway 5 or execute left turns above 3500 feet from Runways 14,
23, and 32 to intercept the 95° radial of the Norfolk International Airport
Very High Frequency Omnidirectional Range Tactical Air Navigation
(VORTAC) transmitter. Transitions take aircraft into W-386 and W-72.

NORFOLK Departure: Aircraft on this standard departure climb to 1500
feet while maintaining their runway heading. They are then given radar
vectors to their appropriate transition or fix. A flight track to the SCHOL
fix has been modeled for missions using the military training routes (MTRs)
to the west.

SANDERS Approach: Aircraft on this standard approach intercept the
193° NTU TACAN radial within 29 NM at altitudes between 4500 feet and
6500 feet. When three NM from the airfield, they turn to fly the three-NM
arc until they intercept the duty runway extended center-line, at which
point they turn to enter the break or land.

LIGHTSHIP Approach: This standard approach is available only to
runways 23 and 32. Aircraft on this approach intercept the 83° NTU
TACAN radial within 16 NM at altitudes between 4500 feet and 6500 feet.
When three NM from the airfield, they turn to fly the three-NM-radius arc
until they intercept the duty runway extended center-line, at which point
they turn to enter the break or land.

Two patterns are used at the NAS Oceana airfield for visual and instrument
approach training. The visual pattern, also called the tower pattern, is a left-hand
pattern in which aircraft conduct touch-and-go operations to Runway 5L. FCLP
operations also use this pattern. Aircraft operate at 1000 feet AGL (above ground
level) on the downwind leg of this pattern. ATC limits five aircraft to the tower
pattern. Aircraft enter the visual pattern from the overhead break approach (most
common), a straight-in visual approach, a transition from an instrument approach
to Runway 5R, or directly after take-off. The instrument pattern, or GCA box
pattern, is a right-hand pattern to Runway 5R. Instrument approaches involve
shallower approach angles, hence a larger distance from an initial point to the
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runway, than visual approaches. For modeling purposes, ATC personnel stated
. that a reasonable maximum number of aircraft in the GCA pattern at one time is
eight aircraft.

The NALF Fentress pattern is designated as the airspace below 1000 feet and
within 1% nautical miles from the center of the airfield. This auxiliary field is used
only under VFR or Special VFR (SVFR) conditions. Interfacility departures from
NAS Oceana to NALF Fentress use the following procedures:

NALF Fentress duty runway is 5: NAS Oceana Runway 5 and 14
departures execute right turns within 3 nautical miles to intercept the 201°
(VFR) or 213° (SVFR) NTU TACAN radial. They follow the radial at or
below 1500 feet (VFR) or as assigned (SVFR) to 11 nautical miles from
the TACAN at which they execute a right hand turn and enter NALF
Fentress pattern via the break at 1000 feet. NAS Oceana Runway 32
departures execute left turns within 3 nautical miles to intercept the 233°
(VFR) or 213° (SVFR) NTU TACAN radial. They follow the radial at or
below 1500 feet (VFR) or as assigned (SVFR) to 11 nautical miles from
the TACAN at which they execute a left (VFR) or right (SVFR) hand turn
and enter NALF Fentress pattern via the break at 1000 feet.

NALF Fentress duty runway is 23: All NAS Oceana departures execute

turns within 3 nautical miles to intercept the 223° NTU TACAN radial.

They follow the radial at or below 1500 feet (VFR) or as assigned (SVFR)
. and directly enter NALF Fentress pattern via the break at 1000 feet.

Interfacility departures from NALF Fentress to NAS Oceana use the following
procedures:

NAS Oceana duty runway is 5: NALF Fentress departures proceed
directly to NAS Oceana for a straight-in approach.

NAS Oceana duty runway is 14: NALF Fentress Runway 5 departures
proceed directly to NAS Oceana and enter the downwind leg of the tower
pattern. NALF Fentress Runway 23 departures turn left and proceed to
NAS Oceana via the STUMPY LAKE fix and enter the base leg of the
tower pattern.

NAS Oceana duty runway is 23: NALF Fentress departures turn right and
proceed to NAS Oceana via the PUNGO fix and enter the downwind leg of
the tower pattern.

NAS Oceana duty runway is 32: NALF Fentress Runway 5 departures
turn right and proceed to NAS Oceana via the PUNGO fix and enter the
base leg of the tower pattern. NALF Fentress Runway 23 departures turn
left and proceed to NAS Oceana via the PUNGO fix and enter the
downwind leg of the tower pattern.

The upwind leg of NALF Fentress visual or FCLP pattern is a maximum of 1.5
' miles for Runway 5 and a minimum of 1.7 miles for Runway 23. The pattern

+ _'w__
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altitude is 800 feet. Coordination by a landing signal officer (LSO) is required
when more than one aircraft is in the pattern.

2.3.3 MCAS Cherry Point Airspace Description

The MCAS Cherry Point RATCF provides radar air traffic control services for
airports and air traffic operations within Alert Area 530 (A-530), the Restricted
Area 5306 complex (R-5306A, C, D, and E), and portions of Warning Area 122
(W-122) at-or-below 17,000 feet, and in other areas where altitudes and airspace
structures are specified by letters of agreement. Figure 2-9 depicts the modeled
approach control airspace boundaries and stratification. Air traffic control
responsibilities for R-5313 and R-5314 are delegated by Washington ARTCC to
FACSFAC VACAPES when these areas are in use by military units.
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e
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Figure 2-9: MCAS Cherry Point Approach Control Airspace

Since the commissioning of this study, a proposal has been made to modify the
boundaries of the MCAS Cherry Point Approach Control Airspace by increasing
the volume of airspace under the MCAS Cherry Point RATCF’s control by
approximately 300 percent, with lateral boundaries stretching to R-5314.
Personnel at MCAS Cherry Point RATCEF stated that the change will increase the
quality of services (e.g., improved radar and radio coverage for several airports,
improved traffic flow efficiency due to new airspace sectorization) provided to
aircraft operating in the new airspace but will not have significant impacts on
military and civilian traffic routings.
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2.3.4 MCAS Cherry Point Routes and Patterns

The route and pattern structure at MCAS Cherry Point has similar elements as that
of NAS Oceana. GCA, visual touch-and-go, and FCLP patterns, depart-and-
reenter to the overhead break, overhead arrival, straight-in arrival, and departure
routes exist. In addition, arrival routes to the AV-8 pads are modeled. The MCAS
Cherry Point flight tracks are shown in Figure 2-10.
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Figure 2-10: MCAS Cherry Point Flight Tracks Modeled for Runway 32 as the
Primary Duty Runway

Analysts relied on data provided by MCAS Cherry Point-based ATC personnel and
pilots to develop routes, speeds and altitude profiles to build representative profiles
of arrival and departure flight paths, including nominal radar vector paths, within
the terminal area. Flights arriving, departing, and operating within the studied
airspace on published IFR routings are modeled in accordance with current en
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route and terminal separation standards. Unlike NAS Oceana, MCAS Cherry
Point does not have published standard departure routes. Routings within the
airspace that normally utilize VFR are modeled as published and as described by
pilots and ATC personnel. The flight paths to and from the air station and local
training areas are direct routings to fixes and transfer control points, which are
established by MCAS Cherry Point ATC and other ATC facilities in the area.
Several stereo routes are also available.

The tower traffic pattern for Runway 32L/R is right-handed at 1000 feet AGL.
Overhead breaks are made at 1500 feet AGL. The GCA pattern is left-handed at
1500 feet AGL. For modeling purposes, nominal capacities for the tower and
GCA patterns have been designated as six and nine aircraft, respectively. A
maximum of six aircraft conducting touch-and-go operations in the tower pattern
was determined by ATC personnel as a reasonable (average) maximum to be used
in the model. In this runway plan, it is assumed that three pads for AV-8 V/STOL
operations are utilized: north, south, and northeast pads.

When the tower pattern is busy (i.e., six aircraft are conducting visual touch-and-
go operations), aircraft returning to base via the overhead break do so over
Runway 32R to a right downwind leg for a full-stop, straight-in arrival to Runway
23R.

Carrier FCLP operations are performed on Runway 23R in a left-hand pattern at
600 feet AGL. No other operations at the airfield except departures and full-stop
arrivals are permitted during the FCLP period. A maximum of six aircraft in the
FCLP pattern is allowed, and up to four aircraft can operate in the automated
carrier landing system (ACLS) pattern. Aircraft arriving at the airfield when
FCLPs are in progress perform a straight-in full stop landing. Note that Navy
F/A-18 FCLP operations are performed exclusively at MCAS Cherry Point and not
at MCAS Bogue Field.

AV-8 squadrons also perform FCLP operations, but these operations consist of
vertical landings on a painted carrier deck at MCALF Bogue Field, which has heat-
resistant, aluminum matting for runway surfaces and can sustain the intense heat
from an AV-8 aircraft’s downward thrust during a vertical landing and departure.
Occasionally, AV-8 fleet squadrons will conduct forward base operations (FBO)
qualifications at MCAS Cherry Point instead of at MCALF Bogue Field. FBOs
consist of rolling vertical landings and short field take-offs and, at MCAS Cherry
Point, are performed on Taxiway Foxtrot. The FBOs on Taxiway Foxtrot prohibit
FCLPs on Runway 23R.

2.3.4.1 Description of the Proposed Parallel Runway at MCAS Cherry Point

2-18

The following descriptions of the parallel runway and its potential effects on
pattern operations and runway usage are preliminary. The parallel runway is
proposed only in conjunction with the realignment of five Navy F/A-18 fleet
squadrons to MCAS Cherry Point (ARS-5). The impetus for the addition of this
runway is threefold: decrease the impact of carrier FCLP operations, decrease the
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interactions between aircraft arriving and departing the airfield and those
conducting pattern operations (resulting in reduced delays), and increase the
capacity and efficiency of the airfield. The presentation of operational descriptions
of the parallel runway focus on details necessary for the potential future
implementation of the runway in the NASMOD model.

Runway 23L, the designation of the new runway, is (at least) 8000 feet in length
and 400 feet wide with its centerline 1000 feet from Runway 23R. The current
Runway 23L is renamed to Runway 23C and is still used for departures. Runway
23 (L/R/C) becomes the duty runway as well as the calm wind runway, which is
currently Runway 32. Runway 32 remains the primary instrument runway. (Note
that the approach weather minimums are low for Runway 23, but the lowest
minimums are for approaches to Runway 32. Runway 32 also has better lighting,
and its instrument approach path does not interfere with the restricted area (R-
5306A) as does for the approach corridor for instrument arrivals to Runway 23.)

Taxiways connect Runways 23R and 23L at the approach end, midway, and at the
centermat end of the runways. The Northeast Harrier pad (located east of Runway
23R) is no longer available. This pad will be replaced, but the exact location has
yet to be determined. ATC personnel suggest that the new pad will be located to
the west of Runway 23R such that the approach to this new pad will not interfere
with the approaches to the North Harrier pad nor with operations at the rifle range.

During the Runway 23 plan, VFR touch-and-go operations are conducted on the
new Runway 23L in a left-hand pattern. Approaches to the Harrier pads are
performed from this pattern. Instrument approaches are made to Runway 23R.
VFR full-stop arrivals from the tower pattern can be made to either Runway 23R
or 23L, depending on traffic conditions. Full-stop arrivals from the tower pattern
with mixed traffic (e.g., AV-8s with EA-6s or F/A-18s) are typically performed to
Runway 23R.

FCLP operations are performed on Runway 23L in a left-hand pattern at 600 feet
AGL (for F/A-18s). During FCLP operations, the tower pattern operations are
shifted to Runway 23R in an "up and out" left-hand pattern that is at least 1100
feet AGL and wider and longer than the FCLP pattern. Instrument arrivals remain
to Runway 23R. The South and Southeast Harrier pads are not available during
FCLPs.

In the current model and under the Runway 32 plan in the parallel runway
scenario, FCLP flights are centrally scheduled such that non-FCLP flights that
desire to conduct pattern operations have their launch times adjusted in order to
"avoid" returning to base during a FCLP period. Note that FCLP flights do not
have a higher priority than flights that conduct normal pattern operations; FCLP
and non-FCLP flights that have potentially overlapping pattern times are adjusted
to avoid conflict. (It is a random selection for missions with equal priority for
scheduling.) During the Runway 23 plan, on the other hand, FCLPs can occur on
Runway 23L without taking away the ability for tower and instrument pattern
operations. FCLP missions do not need to be scheduled centrally such that the
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launch times of non-FCLP flights might be adjusted. Also, FCLP missions will not
be affected by normal pattern operations. As a consequence, we can expect the
simulation to show that nighttime FCLPs will be scheduled earlier on average
during the Runway 23 plan than during the other plans.

With the introduction of the parallel runway, runway utilization will be altered.
Currently, Runway 32 is designated the calm wind runway, but after the addition of
the new runway, Runway 23 becomes the calm wind runway. The calm wind
condition, during which the wind is three knots or less, occurs about 15 percent of
the time at MCAS Cherry Point. Table 2-2 shows the percentage of time that each

runway is designated as the duty runway for the current airfield layout (from
historical data) and for the parallel runway scenario (estimated).

Table 2-2: Percentage of Time Runways at MCAS Cherry Point Designated as Duty

Runway
Current airfield| With parallel
Runway layout runway (est.)
23 33% 48%
32 43% 28%
14 9% 9%
5 15% 15%

2.4 Training Areas
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The training areas analyzed in this study are those used primarily by military units
in the MCAS Cherry Point and NAS Oceana region. Table 2-3 lists the training
areas in which demand from all users is modeled.

Table 2-3:

Training Areas with Fully Modeled Demand

Training Area

Scheduling Notes and Comments

W-72 TACTS range
R-5314/ Navy Dare County
Phelps MOA

BT-11

BT-9

R-5306A

W-72

W-386A/B

W-386D

W-122

Scheduled exclusive-use for activities requiring TACTS instrumentation.

Primarily scheduled for exclusive-use activities.

Located above R-5314. Scheduled in conjunction with high-altitude air-to-ground missions at
R-5314. (Not yet approved special use airspace)

Target scheduled exclusive-use.

Target scheduled exclusive-use.

Operations conducted exclusively outside of BT-9 and BT-11. Can be scheduled exclusive-
use for exercises.

Primarily scheduled for concurrent-use activities. W-72 statistics do not include TACTS
range activity.

Concurrent-use airspace. Primarily used by Langly AFB units in exclusive-use sub-areas.

Primarily used as an air-to-air gunnery range.

Concurrent-use airspace MCAS Cherry Point, Seymour Johnson AFB, and Pope AFB units.
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The training areas analyzed with the demands of only NAS Oceana and MCAS
Cherry Point tenant squadrons include R-5306D, military training routes, the Fort
Picket range, and the Stumpy Point Range (R-5313). The reported annual
utilization for each area is categorized by user.

The internal boundaries of the warning areas administered by FACSFAC
VACAPES (i.e., W-122, W-386, W-72, W-108) were modified to incorporate
special operating areas (SOAs) after the design of this study. Subareas A, B, and
D of W-386 no longer exist. The SOAs provide users the ability to schedule
subareas within the warning areas exclusively. The alteration to operations,
capacity, and utilization of these warning areas is not addressed in this study but
may be studied in future analyses.

The following sections give key scheduling and operational assumptions for the
training areas.

2.4.1 W-72 TACTS Range

The W-72 Tactical Aircrew Combat Training System (TACTS) range lies in the
southwest region of W-72A and has published operating hours on weekdays of
0700-1800 during the summer and 0700-1700 during the winter. At other times
and during weekends, the TACTS range can be scheduled on an overtime basis.
This system permits the tracking and recording of the position and attitude of
aircraft equipped with TACTS instrumentation while on the range. The system is
primarily used to enhance the effectiveness of air-to-air combat training. Normally,
only one event at a time is scheduled in the TACTS range due to limited airspace.
Several aircraft can participate in the event (up to 36 aircraft at one time). The
range can also be scheduled as “area only” for events that do not employ the
TACTS instrumentation.

This range is scheduled in 30-minute blocks by the Navy Fighter Wing One,
Atlantic.

2.4.2 Navy Dare County Range and Phelps MOA

W
Aarace.

The Navy Dare County Range is situated within the northern half of R-5314 and is
scheduled on an exclusive-use basis for a variety of mission types, most of which
are related to air-to-ground training. The southern half of R-5314 contains a
similar range administered by the Air Force. This analysis addresses only the Navy
Dare Range (i.¢., northern half of R-5314). This range is available 08002400
Monday through Thursday and 0800-1600 Friday and Saturday. It is available at
other times and on Sunday with special prior scheduling. Priority is given to Navy
units Monday through Friday and Virginia Air National Guard units on Saturday.

The Phelps MOA is designed to be utilized in conjunction with high-altitude air-to-
ground missions at R-5314, providing ingress airspace. The MOA, along with an
Air Traffic Control Assigned Airspace (ATCAA) extension, “fills in” the airspace
between Hatteras B ATCAA and R-5314, as depicted in Figure 2-11. By letter of
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agreement with FAA, the MOA can only be used as part of high-altitude bombing
exercises in R-5314. Military aircraft avoid using the area for training that does
not require a high-altitude ingress to the Dare County Range. The Phelps MOA is
currently not an approved special use airspace (SUA), but for the purposes of this
study, the airspace is assumed to be designated SUA.

This range is scheduled in 15-minute blocks by FACSFAC VACAPES.

’ 60,000 feet
Hatteras B ATCAA
24,000 feet
Hatteras B ATCAA Extension 20,500 fest
18,000 feet
Phelps MOA 15,000 feet
10,000 feet
6,000 feet R'531 4 A_F
J H G
1,000 feet
500 feet A-D-E - Surface
200 feet B-C-F - 500 feet
N\
All Altitudes Above Mean Sea Leve! Not to Scale

Figure 2-11: Schematic of Dare County Airspace (looking to the north)

2.4.3 BT-9 and BT-11

The BT-9 Brant Shoals Target and the BT-11 Piney Island Range are located
within R-5306A. These targets are manned 0800—2300 Monday through Thursday
and 08001500 Friday and are used for air-to-ground training. After-hours and
weekend utilization is not modeled, except during special exercises such as
JTFEX. These targets are scheduled in 20-minute blocks by MCAS Cherry Point
Central Scheduling. Exercises have first priority, and all other users have equal
scheduling priority.

2.4.4 R-5306A

2-22

Located to the north of MCAS Cherry Point, this restricted airspace is
approximately 30 NM by 30 NM in size with altitudes surface to 17,999 feet MSL
and contains bombing targets BT-9 and BT-11. Many of the flights that enter R-
5306A are ultimately destined for these targets.
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Other users of R-5306A conduct a wide variety of missions within the airspace.
Missions utilizing the Cherry Point TACTS and Mid-Atlantic Electronic Warfare
Range (MAEWR) that are not scheduling BT-9 or BT-11 have increased in
number over the last few years. Also, various aircraft perform low-altitude
training (LAT) along a course within the restricted airspace, and helicopters train
at OLF Atlantic, an unmanned airfield in the southeast corner of R-5306A.

Currently, airspace managers place no restriction to the number of flights, each of
which can contain any number of aircraft, allowed into R-5306A at one time. The
capacity of BT-11 and BT-9 is more clearly defined since those training areas are
scheduled exclusive-use. The capacity of concurrent-use airspace is based upon
the pilots’ comfort levels, which are directly related to the type of flights that are
being conducted within the restricted airspace. Pilots suggested that a realistic
limit to the number of flights inside R-5306A, exclusive of BT-11 or BT-9, is four,
including aircraft on the LAT course but not including helicopters at OLF Atlantic.
This assumption is not applied to exercises that schedule R-5306A exclusively.

R-5306A is scheduled by MCAS Cherry Point Central Scheduling.

2.4.5 R-5306D

2.4.6 W-72

Located within the Marine Corps Base (MCB) Camp Lejeune Complex and
approximately 25 nautical miles to the south of MCAS Cherry Point, R-5306D is
utilized by fixed-wing squadrons during close-air-support missions at Golf 10
(G-10) impact area, forward base operations at Lyman Road, and other missions
involving troop support.

This restricted area is scheduled by MCB Camp Lejeune Range Control.

For the purpose of this analysis, W-72 is considered as the entire region of
W-72A/B excluding the area associated with the TACTS range. This is because
the W-72 airspace outside the TACTS range is used primarily on a concurrent-use
basis while the TACTS range is scheduled on an exclusive-use basis. Most
missions use W-72 concurrently, and during such times there is no limit imposed
on the number of simultaneous missions or sorties. FACSFAC VACAPES informs
missions wishing to use W-72 of the current state of the airspace (e.g., number of
aircraft currently present) and can suggest possible available blocks of unused
airspace within W-72. The airspace can be scheduled exclusive-use for special
events (e.g., live missile fire). During such activities, the entire airspace, including
the TACTS range, is reserved exclusively for the aircraft participating in the event.

2.4.7 W-386A/B

e
Aaraca

These two subareas of W-386 are situated to the northeast of NAS Oceana. Air
Force and Air National Guard units have a higher priority for exclusive-use
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utilization of this airspace than the Navy. Missile launches from NASA Wallops
Flight Facility have highest priority.

This airspace is administered by FACSFAC VACAPES and is scheduled by the Air
Force Air Combat Command, First Fighter Wing.

2.4.8 W-386D

This subarea of W-386 is situated along the southeast edge of W-386A. While the
Air Force has a higher scheduling priority for this airspace, they do not use this
area due to its limited size. The Navy uses this airspace primarily for air-to-air
gunnery training.

This airspace is administered and scheduled by FACSFAC VACAPES.

249 W-122

Like W-72, most missions use W-122 concurrently, and there is no limit imposed
on the number of simultaneous missions or sorties. FACSFAC VACAPES
performs the same services for W-122 users as for W-72 users. Portions of this
large airspace can also be scheduled for exclusive-use for special events (e.g., live
missile fire).

2.4.10 Military Training Routes

These are a collection of visual (VR) and instrument routes (IR) that are used by
NAS Oceana and MCAS Cherry Point-based squadrons. Historically, the most
commonly used routes at NAS Oceana have been VRs 1752, 1753, 1754, 1755,
and 1758. Cherry Point Central Scheduling provides scheduling of four VR routes
and one IR route: VRs 1040, 1041, 1043, 1046, and IR 23. VRs 1043 and 1046
terminate at R-5306A, and all of these routes lie to the south and east of MCAS
Cherry Point. Combined historical utilization of the four Cherry Point VR routes
is approximately 1400 sorties annually.

The MTRs are administered by a variety of agencies. This study only addresses
the demand on the MTRs by NAS Oceana and MCAS Cherry Point squadrons.

2.4.11 Fort Pickett Range

The U.S. Army’s Fort Pickett Range is adjacent to Fort Pickett, Virginia, and is
about 90 nautical miles to the west of NAS Oceana. The range is composed of
three restricted areas, R-6602A/B/C, and three MOAs, Pickett 1, Pickett 2, and
Pickett 3, and is utilized by the Navy for F-14 and F/A-18 squadrons’ close-air-
support missions.

This range is scheduled by the Fort Pickett Directorate of Plans, Training, and
Mobilization. Only NAS Oceana demand on this range is addressed in this study.

e
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2.4.12 Stumpy Point Range

The Stumpy Point Range is located about 80 nautical miles south of NAS Oceana
(75 miles north of MCAS Cherry Point) in Pamlico Sound. The range is
composed of R-5313A/B and a target, which consists of a sunken landing ship
tank that once measured 315 feet by 50-feet, but now is broken in several pieces.
The target is scored, and only inert bombs and training rockets are authorized.

This range is scheduled by FACSFAC VACAPES.

2.4.13 The Proposed Core and Cherry 1 MOAs

This description of the Core and Cherry 1 MOAs is presented to inform the reader
about the proposed MOAs, but these training areas are not included in this
NASMOD study.

First proposed by the Marine Corps in 1985, the Core and Cherry 1 MOAs are
adjacent to the southeast and northwest sides of R-5306A, respectively, as shown
in Figure 2-12.

The establishment of the Core MOA will enable realistic tactical ingresses to
R-5306A from the ocean (W-122) by permitting AV-8, F-14, F/A-18, and other
military aircraft conducting strike, close-air-support, and other air-to-ground
missions to operate at speeds in excess of 250 knots at altitudes below 10,000 feet
MSL.

The establishment of the Cherry 1 MOA will significantly increase the overland
training area in proximity to the BT-11, BT-9, and the MAEWR, which will
provide flexibility in training locations and extend training opportunities. This
MOA will provide protected airspace for tactical ingress and egress of overland
strikes to targets within R-5306A. When not utilized for tactical training, the
Cherry 1 MOA can relieve R-5306A demand of missions not requiring designated
restricted airspace, such as familiarization flights.

The Core and Cherry 1 MOAs’ descriptions, location process, and impacts on the
local communities and environment are presented in the 1987 Draft Environmental
Impact Statement for Establishment of Cherry 1 and Core Military Operating
Areas.

C-57 2-25




Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

a X[ 4 2
N
A-530 Point

0199‘_3.Mm, ‘ Mapping * o 08 - Nautical Miles za

Figure 2-12: Proposed Core and Cherry 1 MOAs

2.5 Squadron Operations

2-26

Squadrons and their training operations are modeled using a diverse set of
variables and characteristics. These include the number and type of units expected
to reside at NAS Oceana and MCAS Cherry Point following the implementation of
the BRAC 95 decisions, definition of the deployment and training cycles each unit
follows, and descriptions of the types of missions and number of activities and
operations performed during the defined training cycles.
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2.5.1 Navy Fleet Squadron Operations

For the purpose of this study, Navy fleet squadrons are operational squadrons that
deploy as part of a carrier airwing (CVW). This nomenclature distinguishes such
Navy squadrons from other operational units, such as training and adversary
squadrons, which do not perform carrier deployments. In this study, three types of
Navy fleet squadrons are modeled: F-14 Fleet (Atlantic), F-14 Fleet (Pacific), and
F/A-18 Fleet (Atlantic).

2.5.1.1 Workup Cycle Description

Aaraca

All of the fleet squadrons perform a sequence of training exercises to prepare for
carrier deployment. These workups follow the pattern shown in Figure 2-13.
There are approximately eighteen months of training prior to deployment followed
by six months of deployed carrier operations. After a squadron returns from
deployment, it recommences workups for its next deployment. These nominal
cycles were developed in consultation with personnel from Naval Air Forces,
Atlantic (AIRLANT), and Naval Air Forces, Pacific (AIRPAC), and are idealized
schedules of milestones. In practice, squadrons rarely follow precisely these cycle
since many of the factors that govern the schedule of carrier deployments,
particularly overseas political and military commitments, can change rapidly.

During the eighteen-month workup period, a typical fleet squadron trains at its
home air station and away on temporary detachments or at-sea exercises. The first
month after return from deployment is generally a standdown period during which
little flying is done and many squadron personnel take leave. A few aircraft may be
reassigned to other squadrons that are closer to their deployment dates.

For the first six months of the workup, the training activities tend to be at the unit
level. New and replacement aircrews are assigned to squadrons during these
months or as early in the workup as possible. A strike/fighter detachment (S/F
Det) may occur around the third month, consisting of approximately five aircraft
and ten aircrews. A period of carrier qualifications (CQ) often occurs during the
fifth month with an emphasis on getting the newer aircrews qualified. Another
detachment, called Orange Air for Atlantic fleet squadrons, occurs during the sixth
month. This may involve about 80 percent of the squadron in air-to-ground (A/G)
training or as aggressors in training exercises with other, embarked squadrons.
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Squadron operations through the next six months tend to incorporate greater
levels of joint training with sister squadrons (i.e., other squadrons assigned to the
same airwing). Squadrons may send some aircrews to support sea trials, which are
dedicated primarily for the training of aircraft carrier and other ship-based
personnel. Typically performed close to the first airwing exercise, SFARP is an
intensive period of air combat training supported by adversary squadrons. For the
first two and one-half weeks, Atlantic and Pacific fleet squadrons perform the air-
to-air portion of SFARP locally in the TACTS range. The final week, the air-to-
ground phase, is performed on detachment, frequently at NAS Fallon. Around the
twelfth month, the entire airwing embarks for a series of Tailored Ship Training
Availability (TSTA), during which they conduct joint training operations and
coordinated activities at sea.

The remaining six months consist of increasing amounts of wing-level training
during three large exercises. The carrier airwing detachment to NAS Fallon is
three weeks long, consisting primarily of air-to-air and air-to-ground training. The
TSTA III and Competitive Training Unit Exercise (C2X) are more at-sea exercises,
which culminate with the Joint Training Fleet Exercise (JTFEX). Following
successful completion of JTFEX, the carrier battlegroup is ready for deployment.
During the final month before deployment, the squadrons’ aircrews conduct local
flights in the core mission types, perform maintenance flights and FCLP training,
and take personal leave.

2.5.1.2 Airwing Deployment Cycles

Figure 2-14 depicts the workup, detachment, and deployment timeline assumed for
NAS Oceana-based squadrons during a hypothetical future year after
implementation of the BRAC 95-related decisions. The timeline is based on data
provided by AIRLANT and AIRPAC. As discussed in the previous section, each
carrier airwing participates in six-month deployments that are preceded (i.e.,
separated) by eighteen-month workup intervals. The carrier airwing deployments
are staggered by about five months. A fifth Pacific fleet carrier airwing is based in
Japan and does not have a significant effect on the operations at NAS Oceana and
MCAS Cherry Point; consequently, it is not shown in the figure. This fifth airwing
is on deployment from February to July.

2-29
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The NASMOD simulation for this study is performed for a twelve-month period
chosen such that the overlap of the deployment schedules results in an average
loading of local flights at NAS Oceana. The contribution of local operations by
different airwings varies considerably; however, simulating twelve months permits
an analysis of the aggregate affects of the overlap of the deployment cycles. An
additional benefit of simulating a full twelve months is that the effects of weather
and other calendar-dependent events (e.g., holidays, sunrise/sunset time variation)
can be observed.

2.5.1.3 Navy Fleet Squadron Training Requirements

Training requirements are the NASMOD data inputs for modeling the varying
levels of training that each squadron type performs during its workup cycle. The
training and readiness (T&R) matrices for each type of aircraft (e.g., F-14, F/A-18)
were reviewed and the various flights were aggregated into mission types. The
analysts and pilots then arranged the mission types into a frequency matrix. Using
T&R currency and Navy flight hour funding guidelines, determinations were made
as to the frequency of individual mission types during each month of the workup
cycle. Each squadron’s monthly mission allocations were adjusted across the
turnaround cycle to ensure that an appropriate number of missions of each type are
being flown during the workup cycle. The total number of monthly sorties and
flight hours were also calculated to verify the month-by-month training levels.
Finally, the portion of the total hours that is flown locally (i.e., to/from NAS
Oceana or MCAS Cherry Point and excluding detachments and at-sea training) for
each mission type was determined. Examples of monthly allocations of at-home
Atlantic F-14 and F/A-18 fleet squadron sorties during a workup cycle are shown
in Table 2-4 and Table 2-5, respectively.

For most mission types, a fleet squadron attempts to complete the allocated
number of sorties for that type on any day during the month. However, FCLP
training is designed to prepare pilots for carrier landings and, consequently, are
performed as late as possible before an at-sea period to ensure that pilots’ skills are
current. For this study, all FCLPs allocated for a specific month of workup are
restricted to the two-week period starting sixteen days prior to the next at-sea
period. During this time, FCLP flights have scheduling priority within the
squadron. With this plan, two free days after the last FCLP is performed provide
time for the squadron to embark the carrier.

ATACA C-63 2-31
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2.5.1.4 F-14 Fleet Squadrons

There are eleven F-14 fleet squadrons based at NAS Oceana in the baseline
scenario. These are composed of seven Atlantic fleet and four Pacific fleet
squadrons. Squadron compositions are shown in Table 2-6. Many squadrons
begin their workup with fewer than their full complement of aircrews and aircraft;
however, as their deployment date gets closer, the squadrons are usually brought
up to full strength. Typically, only ten aircraft per squadron are mission capable on

a given day.
Table 2-6: F-14 Fleet Squadron Compositions
Sauadron Type Number of | Aircraft per | Aircrew per
q yp Squadrons | Squadron | Squadron
F-14 Fleet (Atlantic) 3 14 18
F-14 Fleet (Atlantic) 4 13 17
F-14 Fleet (Pacific) 4 14 18

The squadrons typically work Monday through Friday; however, weekends are
utilized to catch up on incomplete training due to unforeseen events, such as bad
weather and equipment failures. Cross-country flights and detachment transits are
often (or primarily) flown during the weekend. The F-14 fleet squadrons occupy
Hangars 500, 404, and 200 in the western-facing ramp area at NAS Oceana.

2.5.1.5 F/A-18 Fleet

All F/A-18 squadrons are assumed to be similar in composition and workup
schedule. Each squadron is assumed to have 17 aircrews and 12 aircraft; however,
on average only nine aircraft are mission capable on a given day.

Like the F-14 squadrons, the F/A-18 squadrons typically work Monday through
Friday with “catch-up” training, cross-country flights, and detachment transits
flown primarily on weekends. The F/A-18 fleet squadrons occupy Hangars 111
and 122 in the eastern-facing ramp area at NAS Oceana. At MCAS Cherry Point,
they occupy Hangars 1665W, 1318, and 1700E as well as additional ramp space
adjacent to Hangar 130 for ARS-5.

2.5.1.6 Navy Squadron Airwing Assignments

An important component of a squadron’s impact over the course of a year on its
home air station and the local training areas is its airwing assignment. After
proposed carrier deployment cycles were determined by AIRLANT personnel and
ATAC analysts, the composition of each airwing for each scenario was carefully
selected in order to have an average impact over the year on NAS Oceana, MCAS
Cherry Point, and the local training areas. Table 2-7 presents the Atlantic Fleet
airwings’ composition of Navy F-14 and F/A-18 squadrons for the alternative

w M
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scenarios. Since the model is capturing a one-year “snapshot” of operations, some
wings have a greater influence on local operations than others. To maintain an
average impact on NAS Oceana and to introduce an average Navy F/A-18 impact
on MCAS Cherry Point, it was necessary to modify the F/A-18 squadron
contribution to Wing C and Wing E for ARS-3. Appendix C contains further
discussion of this modeling approach.

Table 2-7: Atlantic Fleet Airwing Assignments for F-14 and F/A-18 Squadrons for the Alternative

Scenarios

Squadron
Location

wing A

F/A-18

F-14

Wing B

F/A-18

F-14

WingC

F/A-18

F-14

Wing D

F/A-18

F-14

Wing E

F/A-18

F-14

F/A-18| F-14

Total

ARS-1

NAS Oceana

2

2

1

.2

1

2

2

3

1

11

7

MCAS Cherry Point

MCAS Beaufort

ARS-2

NAS Oceana

MCAS Cherry Point

MCAS Beaufort

ARS-3

NAS Oceana

MCAS Cherry Point

MCAS Beaufort

ARS-4

NAS Oceana

MCAS Cherry Point

MCAS Beaufort

ARS-5

NAS Oceana

MCAS Cherry Point

MCAS Beaufort

olvi|alo|olo|ojw|jx]viole]|o|o

2.5.2

2.5.2.1 AV-8 Fleet Squadrons

Marine Corps Fleet Squadron Operations

There are three distinct types of Marine Corps fleet squadrons based at MCAS
Cherry Point: AV-8, EA-6B, and KC-130. Each type follows a very different
timeline or work cycle, which is described in the following subsections.

There are three AV-8 fleet (or “gun”) squadrons with 20 aircraft and 28 pilots
each. These squadrons follow a repeating, 15-month cycle, as shown in Figure 2-
15. Like a Navy fleet squadron, AV-8 fleet squadrons participate in a number of
detachments and exercises. In addition, each squadron supports a Marine
Expeditionary Unit (MEU) deployment with six aircraft and ten pilots. AV-8
sortie allocations were developed following the method described for the Navy
fleet squadrons. The simulated calendar year timeline is given in Figure 2-16 and
shows the overlap of each AV-8 squadron’s work cycle. The squadrons typically
work Monday through Friday; however, weekends are utilized to catch up on
incomplete training due to unforeseen events, such as bad weather and equipment

failures.
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——
ATAlA

The AV-8 fleet squadrons occupy Hangars 1666N, 1666S, and 1664N. They
primarily use the fuel pits located to the east of their hangars, along Taxiway
Bravo.

2.5.2.2 EA-6B Fleet Squadrons

There are four EA-6B fleet squadrons with five aircraft and eight aircrews each.
These squadrons follow a repeating 24-month cycle as shown in Figure 2-17. Like
the other fleet squadron types, EA-6B squadrons deploy overseas as part of a unit
deployment program (UDP). Each deployment is preceded by an 18-month
workup period. EA-6B sortie allocations were developed following the method
described for the Navy fleet squadrons. The simulated calendar year timeline for
the four MCAS Cherry Point EA-6B squadrons is shown in Figure 2-18. The
squadrons typically work Monday through Friday; however, weekends are utilized
to catch up on incomplete training due to unforeseen events, such as bad weather
and equipment failures.

The EA-6B fleet squadrons utilize Hangars 1700, 130, and 1701. They conduct

refueling operations in the fuel pits located along Taxiway Hotel near Taxiway
Golf.

2.5.2.3 KC-130 Fleet Squadrons

The KC-130 fleet squadron has 14 aircraft and 14 aircrews. Unlike the other fleet
squadrons, the KC-130s do not follow a regularly recurring cycle of operations.
Because of this, the KC-130 squadron was modeled as conducting a fairly constant
level of training for each of its mission types during the simulated year.
Approximately 75 percent of all sorties are flown away from the study region, with
a typical mission originating from MCAS Cherry Point and visiting other airfields
prior to returning. Most sorties originating or terminating at MCAS Cherry Point
occur Monday through Friday; however, many of the “away” sorties are flown on
weekends.

The KC-130 fleet squadron occupies Hangar 250, with many of its aircraft on the
ramp adjacent to the hangar. Typically, the KC-130 aircraft are refueled by a truck
on its ramp.

2.5.3 Fleet Replacement Squadron Operations

Fleet replacement squadrons (FRS) are units whose purpose is to train aircrews in
a particular fleet airframe. After completing the FRS syllabus, a pilot or crew
member is assigned to a fleet squadron.
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2.5.3.1 Fleet Replacement Squadron Training Requirements

The methods for creating the NASMOD FRS training requirement inputs are
similar to those described in Section 2.5.1.3 for the fleet squadrons. The class
training syllabus is synonymous to the fleet workup cycle. Typically, students are
grouped into classes that proceed through various phases of instruction, beginning
with aircraft familiarization. The commencement of each class is staggered
chronologically such that, during any given week, the FRS may be working on a
limited set of mission types. Figure 2-19 shows a hypothetical annual timeline of
classes for the F-14 FRS.

2.5.3.2 F-14 FRS

Araca

The F-14 FRS trains aircrews for both the Atlantic and Pacific F-14 fleet
squadrons through a 34-week program. Table 2-8 shows the number of pilots and
Naval flight officers (NFOs) — radar intercept officers (RIOs) for the F-14 — that
the F-14 FRS completes each year. These students are grouped into five classes.
Within each class are different categories of students. Category I are new students
that have not previously flown in the fleet. Categories II through IV are students
that have experience in other airframes or need refresher training. Category V
students learn exclusively Tactical Air Reconnaissance Pod System (TARPS)
mission techniques. An IUT is an “instructor under training” and is a future FRS
instructor. Each student category requires a different number of flight hours to
complete its syllabus, with the “Cat” I pilot requiring the most hours. The total
flight hours required to complete the

100 Cat II-V pilots is equivalent to  yapje 2.8: F-14 FRS Annual Pilot Loading
the syllabus flight hours of 29 Cat I
pilots; consequently, a total of 69 Category

Cat I “equivalent” pilots complete L0 WV VO WY
F-14 FRS training each year. Pilots| 40 5 32 33 30 12
Likewise, the F-14 FRS annually NFOs| 24 10 36 24 32 12
completes 53 Cat I equivalent RIOs.

In FY99, the F-14 FRS is expected to have approximately 38 F-14A/B and 10
F-14D model aircraft. Of these 48 aircraft, an average of 38 are expected to be
mission capable on any given day, with the rest undergoing maintenance. The
squadron utilizes Hangar 404, which is located midway along the western-facing
ramp area and can service aircraft between missions in approximately two hours,
exclusive of refueling time. The F-14 FRS prefers to operate Monday through
Friday, with first daytime takeoffs at about 0730. Preferred first nighttime takeoffs
are about 30 minutes after sunset. The F-14 FRS may fly during weekends and
any time of the day, as needed in order to meet training requirement goals.
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2.5.3.3 F/A-18 FRS

The F/A-18 FRS trains pilots for the Navy and Marine Corps fleet squadrons and
occasionally instructs foreign military pilots. The F/A-18 FRS training syllabus is
very similar to the F-14 FRS but shorter in duration. Like the F-14 FRS, the
F/A-18 student pilots participate in three detachments: strike, fighter weapons
training, and carrier qualifications. The F/A-18 FRS is expected to complete ten
31-week classes each year, with a total number of students as shown in Table 2-9.
Category I through Category IV students are like those described in the previous
section on the F-14 FRS. The 120 Category I through IV pilots are equivalent to
86 Category I pilots in terms of

flight hours required. The CQ Table 2-9: F/A-18 FRS Annual Pilot Loading
category consists of students that
only require carrier qualification.
The NVG students are current
fleet squadron pilots that need
training in the newly developed
night vision goggle missions. The IUT students are the instructors under training.

Category .
[ I il IV CQ NVG iU

Pilots| 55 24 21 20 7 45 13

In FY99, the F/A-18 FRS is expected to have approximately 48 aircraft, with an
average of 29 expected to be mission capable on any given day. The squadron
prefers to operate Monday through Friday, with first daytime takeoffs at about
0800. Like the F-14 FRS, the F/A-18 FRS may fly during weekends and after-
hours in order to meet training requirement objectives.

Each class conducts one strike (air-to-ground) detachment and one fighter
weapons tactics (FWT, air-to-air) detachment. The strike detachments are
currently held at the Fallon Range Training Complex, and the FWT detachments
are located NAS Key West. The first few syllabus flights for each of these training
phases are performed locally. The class concludes with four weeks of FCLP
training and one week of carrier qualifications.

The F/A-18 FRS occupies 122 in the eastern-facing ramp area at NAS Oceana.

2.5.3.4 AV-8 FRS

e
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The AV-8 FRS trains pilots for the MCAS Cherry Point AV-8 fleet squadrons and
groups its students into five classes per year. There are four categories of students
as shown in Table 2-10. The basic, refresher, and modified refresher are similar to
the F-14 FRS Categories I,

II, and III students. The Table 2-10: AV-8 FRS Annual Pilot Loading
annual replacement aircrew

(RAC) rate is categ:n?dmed
approximately 52, where Basic  Refresher Refresher T
the number of hours flown -

by a basic student generates Pilots 43 27 13 12

the equivalent of one RAC.

C-73 241




Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

The squadron has 14 AV-8B and 14 AV-8T aircraft; however, usually about ten on
average are readied each work day. The preferred work week is Monday through
Friday with weekends available for catching up with incomplete training,
Nighttime missions are the focus of training one week each month. The AV-8 FRS
is located in Hangar 3998 at MCAS Cherry Point.

2.5.3.5 KC-130 FRS

Unlike the other FRSs, the KC-130 FRS does not group students into classes but
works them into the squadron flight schedule as they enter the FRS. The
basic/transition pilot can complete syllabus flights in any order after completing the
first five familiarization

flights. The number. of .each Table 2-11: KC-130 FRS Annual Student Loading
category of student is given

in Table 2-11. The KC-130 Category

FRS squadron is similar to Basic/ o otresher T
the KC-130 fleet squadron in Transition

that many of its sorties are Pilots 43 27 12
flown outside the study Navigators 16 (all categories)

region on events extending
over multiple days.

The KC-130 FRS has seven aircraft of which five or six are typically mission
capable on any given day. The preferred work week is Monday through Friday
with about two or three sorties flown per day. The first flights of the day generally
takeoff around 0900 to 1000. The FRS occupies Hangar 250 with the KC-130
fleet squadron. ’ ‘

2.5.4 Adversary

2-42

VFC-12 is the only adversary squadron permanently based at NAS Oceana. This
squadron is a component of the Navy Reserve Airwing 20 (CVWR-20), which has
the task of maintaining adversary squadrons. Navy adversary support resources
are undergoing realignment, and the information contained in this section may not
be current. The discussion contained herein describes the information available for
this study, unresolved issues, and offers a rationale for the resulting assumptions.

In FY98, CVWR-20 is expected to include the following squadrons:

VFC-12 12 F/A-18 aircraft, based at NAS Oceana

VFC-13 F-5 aircraft, based at NAS Fallon

VF-201 F-14 aircraft, based at NAS JRB Fort Worth

VFA-203 F/A-18 aircraft, based at NAS Atlanta

VFA-204 F/A-18 aircraft (new squadron), NAS New Orleans

(CVWR-20 also consists of EA-6B, S-3, and E-2 squadrons. However,
these aircraft do not perform local support functions and do not impact
this study.)

—
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In FY96, two CVWR-20 squadrons — VFA-127, based at NAS Fallon, Nevada,
and VF-45, based at NAS Key West, Florida — were decommissioned. VF-45,in
recent years (e.g., FY95), was the primary supporter of the F/A-18 FRS at NAS
Cecil Field for fighter weapons training (FWT). With VF-45 unavailable in FY99
and the F/A-18 FRS relocated to NAS Oceana, AIRLANT personnel estimate that
any of the CVWR-20 squadrons may provide FWT support to the NAS Oceana-
based F/A-18 FRS.

The adversary squadrons’ impacts at NAS Oceana will depend upon which training
programs conducted by CVWR-20 squadrons will be performed locally. The F-14
FRS will continue to conduct a portion (about 20 percent) of its ACM flights at
NAS Oceana. Similarly, the F/A-18 FRS will perform approximately 40 percent of
its FWT phases at NAS Oceana and the rest on detachment. Atlantic fleet
squadrons will perform two weeks of their SFARP at NAS Oceana and one week
of the air-to-ground phase of SFARP on detachment. Tactics missions, requiring
dissimilar aircraft, will be performed during the local phases of SFARP, and a
combination of adversary squadrons will typically support this training, Pacific
fleet F-14 squadrons will detach for the entire SFARP, most likely to the west
coast. '

In light of the issues concerning a reduced CVWR-20, it is assumed for the
purposes of this study that adequate adversary support will be available in the
future for FRS and SFARP training at NAS Oceana. For each of the five F-14
FRS classes during the year, VFC-12 will provide primary support for the F-14
FRS’s ACM training, locally and on detachment. For other squadrons, the identity
of an adversary squadron cannot be forecast with certainty within the scope of this
study, particularly for F/A-18 FRS and local SFARP missions. Operations by
adversary aircraft at the airfield or in training areas are identified as “Adversary”
with no aircraft type specified. AIRLANT personnel did, however, provide a
rough estimate of the adversary aircraft-type proportions for NAS Oceana-based
sorties: 70 percent to 75 percent F/A-18A, 10 percent to 20 percent F-14, and 5
percent to 15 percent F-5.

2.5.5 Non-NAS Oceana- or MCAS Cherry Point-based Squadrons and Units

Units based at locations other than NAS Oceana or MCAS Cherry Point are
modeled in less detail than those based at these study airfields. Data collection was
limited to the information necessary to sufficiently model their activities at the
airfield and in the training areas.

For purposes of this study and in discussions with ATC personnel, it was
determined that non-participating flights should not be modeled beyond direct
interaction with the study airfield traffic. In the context of this report, non-
participating flights include military, commercial, and general aviation aircraft
flying on airways or direct routings.
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2.5.5.1 NAS Oceana and MCAS Cherry Point Airfield Transients

Both NAS Oceana and MCAS Cherry Point have a number of aircraft that are
assigned directly to the air stations. For example, MCAS Cherry Point supports a
Station Operations and Engineering Squadron (SOES), which is composed of two
C-9B and two C-12 fixed-wing aircraft and three HH-46A helicopters. These
“station” aircraft contribute few operations compared to the total number of
operations performed annually at the air stations. In addition, a number of airfield
operations is generated annually by aircraft not permanently based at the two air
stations of this study. These two types of “background” traffic are grouped into
the category of transient aircraft (although the station aircraft are not technically
transient). Many of the non-station-based aircraft belong to units participating in
various exercises conducted in the local airspace. The air stations host many of
these visitors for the duration of the exercise. Other transients include various
military logistics and support flights, as well as aircraft that may perform practice
approaches. Future levels of transient operations are generally difficult to predict
since they are not necessarily related to the future level of based-unit operations.
Consequently, FY95 monthly airport traffic reports are used to forecast future
levels of transient operations.

Tower air traffic analyzer data are used to predict the proportions of instrument
and visual takeoffs, approaches, touch-and-go operations, and landings. Due to
the lack of specificity in the traffic analyzer data, the identity of transient aircraft
cannot be determined beyond a general grouping of Navy/Marine Corps and other
military. Consequently, the transients are categorized into the following two

groups:

Transient Jets A wide variety military aircraft such as F-14,
F-15, F-16, F/A-18, and S-3 jets.

Transient Props Primarily C-2, C-12, C-130, E-2, and T-34
aircraft.

Transient Heavy Primarily C-5, C-141, and KC-10 aircraft.

Transient Large Primarily C-9 aircraft.

Transient Helicopter Includes AH-1, H-46, H-53, OH-58, AH-64,
and UH-1 aircraft.

2.5.5.2 NAS Norfolk-based E-2/C-2

2-44

There are five E-2 fleet squadrons, one C-2 fleet squadron, and one E-2/C-2 FRS
based at NAS Norfolk, which is located approximately 16 miles to the northwest
of NAS Oceana. These squadrons generate a significant amount of FCLP
operations at NALF Fentress throughout the year. One E-2 fleet squadron is
attached to each Atlantic airwing, and each squadron follows a FCLP work-up
schedule very similar to the F/A-18 and F-14 fleet squadrons’ schedules. The C-2
fleet squadron supports each Atlantic airwing with a 2-aircraft/6-aircrew
detachment; C-2 fleet FCLP operations are conducted on a regular basis

o ——
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throughout the year. The E-2/C-2 FRS normally has five classes of pilots per year,
each class conducts six weeks of FCLP training, of which one week is spent at
NAS Key West.

Note that the E-2/C-2, F-14, and F/A-18 FRSs have scheduling priority at NALF
Fentress, except for two weeks prior to a fleet carrier detachment or deployment,
during which the E-2, C-2, F-14, and F/A-18 fleet squadrons have scheduling
priority.

E-2/C-2 operations (pattern work) conducted at NAS Oceana are captured in the
Transient Props category described above, and E-2/C-2 flights in W-72 are
included in Other Navy, as described in the following section.

2.5.5.3 Other Navy

This category denotes Navy aircraft that are not based at NAS Oceana but use
local training areas. The majority of these are E-2, C-2, P-3, and helicopters
operating out of other airfields (e.g., NAS Norfolk) and jets operating from
carriers located off the coast. A small number of these aircraft may be visiting
NAS Oceana in order to perform joint training with the local squadrons. In this
case, their airfield operations are included in the airfield Transient categories.

2.5.5.4 Other Marine Corps

The Marine Corps generates a significant number of operations in the training
areas examined by this study. MCAS New River, North Carolina, is home to two
AH-1W/UH-1N, six CH-46E, and two CH-53E Fleet Marine Force (FMF)
helicopter squadrons, one CH-46E FRS, and one CH-53E FRS. All of these
squadrons are significant users of the R-5306A complex, including BT-11 and
BT-9. The AV-8B squadrons also use Navy Dare on a regular basis.

Another source of Marine Corps sorties is MCAS Beaufort, South Carolina.
F/A-18 squadrons based there participate in joint training with MCAS Cherry
Point and NAS Oceana squadrons, and they generate a number of sorties on the
bombing targets and in the warning areas.

2.5.5.5 Air Force

The Air Force and Navy have historically favored different airspace and, to some
degree, have operated independently of each other. This is evidenced by the north-
south partition of R-5314 and the existence of two, separately managed bombing
ranges in Dare County: Navy Dare in the northern half and Air Force Dare in the
south. Nevertheless, most of the training areas examined in this study are used, to
a greater or lesser extent, by all the branches of the military, and the Air Force
presence is substantial.

Langley Air Force Base (AFB), Virginia, is home to the 1% Fighter Wing, which
consists of three F-15C squadrons. Their demand is primarily on W-386; however,
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they also use W-72 and R-5314. The 4th Wing at Seymour Johnson AFB, North
Carolina, is home to four F-15E squadrons — two fighter units (FUs) and two
fighter training units (FTUs). These squadrons are significant users of Dare
County, Navy Dare as well as Air Force Dare. They also use W-72, W-122,
BT-11, and BT-9. Pope AFB, North Carolina, is home to F-16 and A-10
squadrons. The F-16 squadrons prefer W-122 for air-to-air missions due to its
close proximity; however, they sometimes use W-72. The F-16 and A-10
squadrons use the Dare County ranges, BT-11, and BT-9 extensively for air-to-
ground missions. Shaw AFB, South Carolina, is also home to F-16 and A-10
squadrons, but at a distance of over 240 NM from R-5314, these squadrons have a
much smaller impact on the ranges studied. The Virginia Air National Guard (F-16
aircraft), Richmond, performs a significant amount of operations during the
weekend. It uses Dare County for air-to-ground training and primarily W-386 for
air-to-air training. It also uses W-72 and the TACTS range.

Air Force Dare range is the primary air-to-ground training area for aircraft units
based at Seymour Johnson AFB and Pope AFB. Due to the overall volume of
missions conducted during the year as well as during “surge” training, these units
utilize other ranges to meet training milestones. These squadrons use Navy Dare,
BT-11, and BT-9 when available to complete the training that cannot be
accommodated by Air Force Dare and to provide a variety of training
environments (e.g., different types of targets, different run-in views, and the
electronic range at BT-11).

The proposed operations of the units listed above are based upon FY95 historical
operations and estimations by Air Force personnel. Note that the only squadron
realignment proposed to occur between FY95 and FY99 at the Air Force bases
discussed above is at Seymour Johnson AFB, where one FU is converted to a FTU
in the FY95-FY96 time frame.

2.5.5.6 Coast Guard

The Coast Guard generates a relatively small number of flights in the warning
areas. These are predominantly helicopter and C-130 aircraft based at the Coast
Guard Air Station, Elizabeth City, North Carolina.

2.5.5.7 Contractor

2-46

Contractors are employed by the military for various aerial support services, such
as banner towing for air-to-air gunnery practice, and fly a number of different
aircraft such as Lear jet and Mitsubishi aircraft for these tasks. Many of these
contractor sorties originate from Newport News/Williamsburg International
Airport, Virginia.

C-78 ATACA




Scenario Specification and Model Development

2.5.5.8 Civilian

These users operate a wide range of aircraft types, both commercial and private
(e.g., Boeing 747, Cessna 172). These users are observed in the warning areas and
are usually transiting the airspace. The primary flows of civilian air traffic are
routed around or above the NAS Oceana and MCAS Cherry Point airspace and
nearby warning areas, MOAs, and Dare County range, and do not impact or
interact with military aircraft.

The military and civilian operations near R-5314 and Dare County Regional
Airport at Manteo (on Roanoke Island in northeastern North Carolina) has been
studied by ATAC analysts, and a summary of the analysis is included in Section 4.

2.6 Other Modeling Issues

The realism of a NASMOD simulation is obtained through the consideration of the
many “real-world” conditions, events, and procedures that are designed into the
model.

2.6.1 Mission Profiles

e
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Mission profiles are used to describe the ways in which a given mission type is
performed. During the process of developing training requirements, all aspects of
individual mission evolutions were discussed with pilots from the various aircraft
communities located at NAS Oceana, MCAS Cherry Point, and NAS Norfolk.
Profile information includes, for example, mission-specific resource requirements
and availability; range and special use airspace requirements and capabilities,
including preferred and alternate training areas for conducting activities; routings
to and from the activity areas; volume of airspace required for each activity;
duration of an activity; return-to-base activities (e.g., GCAs, touch-and-go
practice); meteorological restrictions; historical operating practices (e.g.,
scheduled exercises); squadron operating practices (e.g., sequence of training
missions); and additional factors that may influence where, when, and how a
mission is flown.

The mission profile elements for each flight type may vary in any number of ways
from those of other flights in the same or similar type grouping. As an example,
there may be two familiarization flights of equal duration, using the same training
area, but each with significantly different return-to-base activity profile elements.
Therefore, each has a unique profile, yet both achieve a common training
requirement. Such diversity of requirements dictated that approximately 1470
individual profiles be created for this study, consisting of over 20,100 steps.

With the exception of NAS Norfolk-based E-2/C-2 squadrons and Seymour
Johnson-based F-15s, units not based at NAS Oceana or MCAS Cherry Point are
modeled using mission profile parameters derived from historical demand recorded
by range control organizations. In the case of several of the ranges, it is not
feasible to break down historical hours and operations by aircraft type because the
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total hours of reported utilization are not delineated by aircraft type, only by hours
per service organization (e.g., Navy, Marine Corps, Air Force).

Due to the scope of the study, detailed flight traffic is only modeled for the portion
of sorties completed within the local training area. Thus, for cross-country and
detachment transit flights, only the pertinent local air traffic elements are modeled
in detail. The model assumes the associated training requirements are completed
away from the study region.

2.6.2 Mission Scheduling

In NASMOD, the flight frequency for each type of mission is established by the
training requirements, which are in the form of the number of missions that the
squadron would like to fly during a given time period. (Refer to the discussion on
sortie allocations in Section 2.5.) Based on the number of missions desired and the
number of working days in the time period, the NASMOD scheduler calculates a
daily desired rate for each mission type. If this daily desired rate is not flown, the
squadron will accumulate a backlog of missions that were desired and not flown.
For most missions the daily desired rate will continue to increase as this backlog
accumulates. This continues until the backlog of desired missions has been
eliminated (flown).

NASMOD schedules FCLPs in a different manner. FCLP training requirements
will only accumulate backlog during the two week window in which the FCLPs
have been scheduled. Once the two week FCLP window is over, any remaining
backlog is eliminated and counted as unmet requirements. For fleet squadrons,
FCLPs have the highest priority of any mission that the squadron schedules.

2.6.3 Weather

2-48

The area weather is based upon historical data observed at the respective air
stations, and this weather is applied in the model in the form of occurrences of
various conditions of reduced visibility and ceiling. Four basic types of weather
conditions are modeled:

* Clear weather: This weather type is default, with the ceiling at or higher
than 3000 feet (AGL) and the visibility at or greater than 3 NM. All
airfield arrival paths and patterns are available,

* Clear Weather to Basic VMC: The visual tower pattern and overhead
break are available. FCLP operations can still occur under this weather
condition. '

* Instrument meteorological conditions (IMC). IMC conditions prevail at
the airfield; the ceiling is less than 1000 feet and/or the visibility is less than
3 NM. Missions that must be performed under VFR (i.¢., familiarization
flights, FCLP training) are canceled. Missions that can (or must) be
performed under IFR or above the cloud layers (i.e., air combat

—
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maneuvers) can be completed. This weather condition is above departure
minimums.

* Approximate Departure Minimums: During this weather condition, with
the ceiling less than 200 feet and/or the visibility less than 0.75 NM, airfield
operations are basically suspended. This weather condition may include
severe weather, such as excessive ground fog or a hurricane, that also
suspends operations or closes the airfield.

NASMOD applies the weather randomly such that the proportion with which each
of these weather conditions is in effect varies by month according to historical
meteorological records. A ceiling/visibility weather event can occur up to two time
periods in the day at both MCAS Cherry Point and NAS Oceana: 0000 to 0900
and/or 0900 to 2400. The probability of a particular weather event occurring is
based upon data that is averaged over the last 49 years. This data is provided by
the air stations’ meteorological units.

Each mission has weather requirements, and at the time of departure, if a weather
event that is below a mission’s requirements is active, the mission is canceled.
FCLP and visual touch-and-go pattern operations do not occur in the model when
the weather is at basic VMC or below. Practice GCAs or any type of departures
do not occur when the weather is below departure minimums.
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3 SCENARIO RESULTS ANALYSIS

This section presents an analysis and comparison of the alternative scenarios. The
analysis examines the quantitative and qualitative results of the NASMOD
simulation in three major areas: squadron operations, airfield operations, and
training area operations.

Each of the alternative realignment scenarios inherits the fundamental modeling
assumptions of the baseline scenario. In the following discussions, an emphasis is
placed on the relative rather than the absolute differences among the scenarios.

3.1 Squadron Operations

Squadron operations are evaluated primarily in terms of annual local sorties and
flight hours, which are compared among the realignment scenarios. In addition,
the efficiency with which the various aircraft communities complete their training
provides a measure of the merits of a given scenario.

3.1.1 Squadron Sorties and Flight Hours

AraArck

A local sortie is one in which the aircraft either departs or arrives (or both) at NAS
Oceana or MCAS Cherry Point. Many of the modeled squadrons are deployed or
detached away from their home base for periods of time during the simulated year.
(Refer to the squadron modeling assumptions in Section 2.5.) Such “away”
sorties, in which the entire sortie occurs away from the modeled airfield, are
excluded from the annual sorties and flight hour statistics. The F/A-18 fleet
squadron annual sorties and flight hours vary among the scenarios due to the
various basing alternatives. In ARS-4 and -5, six F/A-18 fleet squadrons are
located at NAS Oceana. Consequently, these two scenarios share consistent
F/A-18 fleet sortie and flight hour statistics.

Table 3-1 presents the annual local sortie and flight hours for the NAS Oceana and
MCAS Cherry Point tenant squadrons for each of the scenarios.

Note that there is very little fluctuation in the number of annual local sorties and
flight hours for the squadron communities (F-14s, AV-8s, EA-6Bs, and KC-130s)
that have a fixed basing for all the scenarios. This indicates that the various basing
alternatives for the F/A-18 fleet squadrons do not affect the ability of other
squadrons to complete their desired amount of annual local training. What little
variation exists among the scenarios is due to the effects of randomness in the
simulation. There are differences among the scenarios in the sorties and flight
hours for the F/A-18 squadrons, however.

The F/A-18 fleet squadron annual sorties and flight hours vary among the
scenarios due to the various basing alternatives. In ARS-4 and -5, six F/A-18 fleet
squadrons are located at NAS Oceana. Consequently, these two scenarios share
consistent F/A-18 fleet sortie and flight hour statistics.
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Table 3-1: Annual Sorties and Flight Hours of
NAS Oceana and MCAS Cherry Point Tenant Aircraft

Baseline ARS-1 ARS-2
Aircraft Groups Sorties Hours Sorties Hours Sorties Hours
NAS Oceana
F-14 (Fleet) 12,580 16,620 12,704 16,706 12,604 16,487
F-14 (FRS) 6,912 9,992 6,929 10,049 6,920 10,027
F/A-18 (Fleet) —_ — 14,449 17,959 12,092 15,170
F/A-18 (FRS) —_ — 8,401 10,410 8,416 10,408
Adversary 418 440 585 658 536 594
Total 19,910 27,053 43,068 55,782 40,568 52,686
MCAS Cherry Point
AV-8 (Fieet) 7,188 8,533 7,176 8,498 7,183 8,504
AV-8 (FRS) 5,993 6,231 5,992 6,221 5,996 6,224
EA-6B 2,070 3,800 2,071 3,801 2,070 3,797
F/A-18 (Fleet) — — C - -— - —
KC-130 (Fleet) 401 1,303 401 1,304 401 1,297
KC-130 (FRS) 622 2,458 622 2,463 622 2,464
Total 16,274 22,326 16,262 22,287 16,272 22,286
ARS-3 ARS-4 ARS-5
Aircraft Groups Sorties Hours Sorties Hours Sorties Hours
NAS Oceana
F-14 (Fleet) 12,636 16,629 12,630 16,533 12,627 16,654
F-14 (FRS) 6,949 10,067 6,931 10,044 6,959 10,087
F/A-18 (Fleet) 10,205 12,775 8,350 10,332 8,299 10,278
F/A-18 (FRS) 8,402 10,403 8,397 10,391 8,398 10,389
Adversary 585 683 511 558 594 687
Total 38,777 50,557 36,819 47,859 36,877 48,096
MCAS Cherry Point
AV-8 (Fleet) 7,158 8,613 7,181 8,504 7,185 8,539
AV-8 (FRS) 5,987 6,217 5,996 6,216 5,992 6,220
EA-6B 2,071 3,807 2,070 3,797 2,071 3,813
F/A-18 (Fleet) 3,528 4,077 — _ 5,467 6,715
KC-130 (Fleet) 400 1,294 401 1,301 401 1,297
KC-130 (FRS) 625 2,461 622 2,460 624 2,467
Total 19,769 26,371 16,270 22,278 21,740 29,051

Although ARS-1, -3, and -5 represent alternatives in which all 11 F/A-18 fleet
squadrons are based at the modeled airfields, the number of annual fleet F/A-18
sorties in ARS-1 differs from the sum of the annual sorties for NAS Oceana and
MCAS Cherry Point fleet F/A-18s of ARS-3 and ARS-5 by about five percent.
This is a result of the modeling technique used to assign F/A-18 fleet squadrons to
airwings as described in Section 2.5.1.6 and Appendix C. In ARS-1, Airwing C
has two F/A-18 fleet squadrons, and Airwing E has three. In ARS-3 and ARS-5,
this is reversed with Airwing C having three F/A-18 squadrons, and Airwing E
having two. Since Airwing C spends a much greater portion of the simulated year
away from the local area than Airwing E, ARS-3 and ARS-5 generate a lower
number of local sorties than ARS-1.

The annual sorties and flight hours attributable to the adversary squadron vary
considerably among the scenarios. This primarily reflects the assumption that the
adversary squadron supports the fleet SFARP. Consequently, adversary operations
are lowest for the Baseline Scenario (no local F/A-18 support), slightly increased
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in ARS-4 (six local F/A-18 Squadrons), greater for ARS-2 (nine local F/A-18
squadrons), and greatest for ARS-1, -3, and -5 (eleven local F/A-18 squadrons).

3.1.2 Squadron Training Completion

e
ATAlk.

For each scenario, all NAS Oceana and MCAS Cherry Point tenant squadrons are
able to complete all training requirements during the appropriate simulated months.
That is, no mission requirements are significantly postponed nor are any training
requirements left incomplete at the end of the simulated year.

One reason for the postponement of a mission is a scheduling conflict with another
squadron for a training area. Every simulated day, each squadron prepares a list of
missions it wishes to fly; however, some of these missions may not ultimately
appear on that day’s flight schedule because of conflicts with other squadrons for
training areas. Usually, the mission can be successfully scheduled if it uses a less-
preferred training area or changes the takeoff time of the flight. Section 2.6.2 and
Appendix D.1.2 describe the methodology used by NASMOD to determine the
flight schedule for each day of the simulation.

Table 3-2 provides the percentage of all missions being considered for the next
day’s flight schedule that must either: a) adjust the takeoff time or training area
location, or b) postpone the mission to a later date. Notice that the F-14 and
F/A-18 FRS squadrons more frequently postpone rather than adjust a mission that
is under consideration for the next day’s schedule. This is primarily because a FRS
syllabus flight typically has a profile with specific training areas and day/night
requirements. Consequently, the FRS is less likely to modify a mission in order to
include it on the schedule if a preferred training area or takeoff time will be
unavailable.

The Navy fleet squadrons show the opposite behavior. Fleet squadrons are more
flexible than FRS squadrons when determining their daily flight schedule. They
can often adjust a mission in several ways, such as using a secondary training area
or performing unit level training when supporting aircraft from other squadrons
cancel. An exception to this behavior is for MCAS Cherry Point based F/A-18s.
The results for ARS-3 and ARS-5 indicate that approximately 25 percent of all
missions under consideration for a flight schedule are postponed. Three quarters
of these postponed missions are FCLPs. FCLPs are difficult to schedule because
the Navy F/A-18 fleet squadrons do not have an outlying landing field and must
perform this training at MCAS Cherry Point, unlike the NAS Oceana-based
F/A-18 squadrons which use NALF Fentress. In addition, the F/A-18 fleet
squadrons do not receive scheduling priority when planning their FCLP periods
but must work with the other MCAS Cherry Point squadrons when devising a
schedule.
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Table 3-2: Percentage of Missions Affected by Scheduling Constraints

Baseline ARS-1 ARS-2
Aircraft Groups Adjusted Postponed Adjusted Postponed Adjusted Postponed

NAS Oceana

F-14 (Fleet) 12.2% 2.9% 19.0% 5.4% 18.6% 4.9%
F-14 (FRS) 1.6% 12.2% 1.9% 14.8% 1.7% 15.3%
F/A-18 (Fleet) — _ 15.8% 8.6% 14.3% 7.6%
F/A-18 (FRS) — — 2.3% 6.0% 2.1% 6.5%
Adversary 1.5% 1.4% 17.1% 5.8% 14.9% 3.0%
MCAS Cherry Point

AV-8 (Fieet) 2.8% 2.1% 3.6% 2.6% 3.2% 2.3%
AV-8 (FRS) 0.9% 2.7% 1.9% 3.5% 1.6% 3.4%
EA-6B 0.0% 0.0% 0.0% 0.1% 0.0% 0.1%
F/A-18 (Fleet) — — — — - -
KC-130 (Fleet) 0.3% 0.0% 0.3% 0.0% 0.3% 0.0%
KC-130 (FRS) 0.0% 0.0% 0.0% 0.0% 0.0% 0.0%

ARS-3 ARS-4 ARS-5
Aircraft Groups Adjusted Postponed Adjusted Postponed Adjusted Postponed

NAS Oceana

F-14 (Fleet) 17.8% 4.9% 17.0% 3.4% 17.0% 5.2%
F-14 (FRS) 2.0% 14.1% 1.7% 14.4% 21% 13.4%
F/A-18 (Fleet) 12.7% 13.1% 12.8% 5.3% 13.8% 6.0%
F/A-18 (FRS) 2.5% 6.1% 2.2% 5.0% 2.6% 5.6%
Adversary 10.3% 5.9% 10.1% 2.8% 9.8% 6.6%
MCAS Cherry Point

AV-8 (Fleet) 4.3% 2.1% 2.9% 2.2% 4.0% 2.2%
AV-8 (FRS) 2.3% 3.6% 1.1% 3.6% 2.3% 5.3%
EA-6B 0.1% 4.7% 0.0% 0.0% 0.0% 5.3%
F/A-18 (Fleet) 6.4% 24.7% — —_ 5.8% 25.4%
KC-130 (Fleet) 0.1% 1.7% 0.3% 0.0% 0.2% 21%
KC-130 (FRS) 1.7% 3.3% 0.0% 0.0% 0.9% 3.8%

While this does not hinder the ability of the MCAS Cherry Point F/A-18 fleet
squadrons to complete their FCLP training, they must expend a greater amount of
effort in planning the FCLP workup.

A comparison between the Baseline Scenario and ARS-1 for the mission
adjustment/postponement percentages for the Marine Corps squadrons reveals that
only the AV-8 squadrons would experience a perceptible increase in scheduling
difficulties if all the F/A-18 squadrons were based at NAS Oceana, due primarily to
competition for time at BT-11. For either scenario, these percentages are low,
however. The AV-8 mission postponement percentage is fairly constant for all the
scenarios, despite the fact that ARS-3 involves basing F/A-18 squadrons at MCAS
Cherry Point. For these scenarios, the AV-8 mission adjustment percentage is
somewhat higher, reflecting a slightly greater need for the AV-8 squadrons to use
alternate training areas and takeoff times.

While the mission adjustment/postponement percentages for the Marine Corps
squadrons for ARS-3 and ARS-5 are low, they may be perceived to be much
greater. That is, in the Baseline and ARS-1,-2, and -4, in which no Navy
squadrons are based at MCAS Cherry Point, the EA-6B and KC-130 squadrons
experience almost no difficulties scheduling their missions. Under ARS-3 and
ARS-5, in which F/A-18 squadrons are based at MCAS Cherry Point, the EA-6B
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and KC-130 squadrons experience a small yet consistent level of difficulty in
mission scheduling. EA-6B and KC-130 squadron personnel who experience a
transition from the Baseline Scenario to ARS-3 or ARS-5 may perceive the
increase in scheduling difficulty to be significant.

3.2 Airfield Operations

The airfield operations data are presented in detail in Appendix A, and the
discussions in this section refer to these data. An examination of these data yields
informative comparisons between the alternative realignment scenarios of the
levels of activity that can be expected with the different F/A-18 basing options.
Comparisons of the various types of airfield delay and pattern congestion are
examined, as well.

Figure 3-1 shows the annual airfield operations at NAS Oceana, NALF Fentress,
MCAS Cherry Point, and MCALF Bogue Field for the baseline and five alternative
scenarios. The F/A-18 squadrons are not expected to use MCALF Bogue Field
even if based at MCAS Cherry Point; consequently, the level of MCALF Bogue
Field operations is fairly constant across all the scenarios.

—200,000

150,000

100,000

Baseline ARS-1

Figure 3-1: Summary of Annual Airfield Operations
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3.2.1 NAS Oceana Operations

All of the alternative scenarios involve the relocation of F/A-18 squadrons to NAS
Oceana, resulting in a significantly greater number of annual operations than are
observed for the Baseline Scenario. Figure 3-2 illustrates the proportion of day
(defined as 0700—2200) versus night (2200-0700) operations. The percentage of

250,000

E2200-0700

00700-2200

200,000

f \—150,000

—50,000

ARS-2
Baseline ARS-1

Figure 3-2: NAS Oceana Annual Airfield Operations

night operations for the alternative scenarios ranges from 8.1 percent (ARS-3) to
8.5 percent (ARS-1) of total operations while it is 6.5 percent for the Baseline
Scenario. This reflects the heavier emphasis on nighttime operations by the

F/A-18 squadrons.
Table 3-3: Percentage Increase
With the greatest number of squadrons based at in Annual NAS Oceana

NAS Oceana (25 squadrons) of the analyzed Operations over the Baseline
scenarios, ARS-1 generates the greatest increase
in annual operations over the Baseline Scenario,
as shown in Table 3-3. The F/A-18 FRS ARS3 | 100.6%
generates 47 percent (over 60,000) of the  ARS-4 92.6%
additional operations in ARS-1; if only the FRS ARS-5 92.9%

ARS-1 118.1%
ARS-2 108.6%
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is realigned to NAS Oceana, airfield operations would increase by 56 percent over
the Baseline Scenario. The increase over the baseline is significantly less for
ARS-4 and ARS-5 which have six (vice 11) F/A-18 Fleet squadrons based at NAS

Oceana.

Pattern operations at NAS Oceana significantly increase with the realignment of
the F/A-18 squadrons in each of the alternative scenarios. Table 3-4 shows the
number of annual operations conducted in the VFR pattern, the FCLP pattern, and
the instrument pattern for each scenario. Table 3-5 presents the percentage
increase over the Baseline Scenario in each pattern type at NAS Oceana for the
alternative realignment scenarios. The VFR touch-and-go operations are more
than doubled in all scenarios, with the F/A-18 FRS alone contributing over 38,000
operations. NAS Oceana-based squadrons prefer to conduct FCLP operations at
NALF Fentress and utilize NAS Oceana only when NALF Fentress is unavailable.
In the Baseline Scenario, squadrons are able to complete their FCLP training
without utilizing NAS Oceana; however, in each of the alternative scenarios, NAS
Oceana is utilized for FCLP training. This “off-load” of operations represents
about three percent of the total FCLP operations conducted by NAS Oceana-based
squadrons in ARS-1. Note that the amount of exclusive-use pattern time utilized
at NAS Oceana (on Runway 5L) in ARS-1 is approximately 25 hours for the year.

Table 3-4: Annual Pattern Operations at NAS Oceana

Baseline ARS-1 ARS-2 ARS-3 ARS-4 ARS-5

VFR Touch-and-Go | o, 555 | 117,800 | 114,200 | 110,800 | 106,700 | 106,500

Operations
NAS Oceana FCLP

Operations 0 3,500 2,900 1,400 2,300 1,800
Instrument Touch-
and-Go Operations 9,400 17,300 17,000 16,600 16,100 16,200

Note: Operations rounded to the nearest 100.

Table 3-5: Percentage Increase in Annual Pattern Operations at NAS Oceana over
the Baseline

. ARS-1 ARS-2 ARS-3 ARS-4 ARS-5
VFR Touch-and-Go 0
Operations 125% 119% 112% 104% 104%
Instrument Touch- o
and-Go Operations 84% 80% 77% 7% 72%

One measure of potential airfield congestion is the average amount of taxi time
required per sortie. For this calculation, taxi time is considered to be the time an
aircraft spends moving from one point to another on the airfield before and after a
flight. Time spent arming, de-arming, pit refueling, or waiting for an available fuel
pit, while modeled, is not included in the taxi time delay analysis since not all
sorties perform these activities. Consequently, the only taxi times considered are
the time spent in motion and the delays imposed by pilot and controller action,
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such as ho]ding short for takeoff Table 3-6: Average “Per Sortie” Taxi Times
(in minutes) for NAS Oceana

and waiting to cross active

runways or busy taxiways. All Per Sortie (sum of pre-takeoff and post-landing)
sorties are subject to these types Taxi Duration | Taxi Delay
of delays, regardless of their Baseline 15.1 1.0
mission. As can be seen from ARS-1 17.3 19
Table 3-6, the average taxi delay ARS-2 171 18
for ARS-1 is almost double that ' )
. . ARS-3 17.0 1.7

for the Baseline Scenario,

. ARS-4 16.8 1.6
generating about a 15 percent
increase in the total average sortie ARSS 16.8 16

taxi time.

The amount of delay a sortie experiences while refueling in the pits is another
indicator of airfield congestion. Section 2.2.1 notes that the fuel pits are modeled
to accommodate the simultaneous refueling of up to four aircraft on the western-
facing ramp and four aircraft on the eastern-facing ramp, with queues of up to six
aircraft allowed for each ramp area. The six-aircraft-per-queue limit is the
threshold used by the model to determine the point at which additional aircraft taxi
directly to their line without waiting to refuel at the pits.

Table 3-7 lists some noteworthy fuel pit statistics for selected scenarios. The Total
Aircraft Requesting Pit Refueling is a count of all the annual sorties that will use the
fuel pits if they can. The Aircraft that Must Wait is the number of aircraft that want
to use the fuel pits but find them all occupied upon arrival. Note that this value is
141 percent higher for ARS-1 than it is for the baseline while the number of
aircraft requesting pit refueling is only 112 percent higher. This difference in the
relative comparisons of the two statistics indicates that the fuel pit capacity
adversely affects the level of operations for ARS-1. This condition is not the case
for ARS-3. The Aircraft that Must Wait statistic is given as a proportion of Total
Aircraft Requesting Pit Refueling in the row labeled Percentage of Total Aircraft that
Must Wait. This percentage can also be interpreted as the probability that the
desired fuel pit is occupied when an aircraft wishes to enter. The Percentage of
Aircraft that Cannot Enter Queue is a subset of the Percentage of Total Aircraft that Must
Wait. This is the proportion or probability that not only are the four fuel pit slots in
a given ramp area full, but there are already six aircraft waiting when another
aircraft arrives. The queues for the western-ramp and eastern-ramp fuel pits are
assumed to be independent; however, these statistics aggregate the fuel pits of both
ramps. The Average Wait Prior to Refueling is virtually the same in all scenarios.

This is the amount of time that an aircraft, once it has entered the queue, will
actually spend waiting for a fuel pit slot.
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Table 3-7: NAS Oceana Annual Fuel Pit Usage and Delay

Baseline | ARS-1 ARS-2 ARS-3 ARS-4 | ARS-5

Total Aircraft Requesting | ., ooy | 48812 | 45858 | 44,176 | 41,644 | 42,103
Pit Refueling 112% higher | 100% higher | 92% higher | B1% higher | 83% higher
than Baseline | than Baseline | than Baseline | than Baseline | than Baseline

Aircraft that Must Wait 4,080 9,825 8,555 7,945 7,142 7,418

141% higher 110‘3’6 higher 95% higher 75% higher 82% higher
than Baseline | than Baseline | than Baseline | than Baseline | than Baseline
Pe age of Total
reentage o 17.8% | 201% | 187% | 180% | 17.2% | 17.6%

Aircraft that Must Wait

Percentage of Aircraft that| oo, | 400 | 0g% | 09% | 07% | 08%
Cannot Enter Queue

Average Wait Prior to

. 4.4 4.5 4.4 4.4 4.4 4.4
Refueling (in minutes)

Some aircraft returning to base desire to conduct pattern operations but are unable
to access the patterns due to several factors. As mentioned in Section 2.3.2, NAS
Oceana ATC places a limit of five aircraft in the VFR touch-and-go (or tower)
pattern. This five-aircraft limit is specified as a firm constraint in NASMOD. If an
aircraft arrives at a time when five other aircraft are in the pattern or if FCLP
operations are underway, it cannot enter the visual pattern and must proceed to the
next action specified in its profile (e.g., perform a full stop landing). (Note that for
modeling purposes, an aircraft conducting an overhead break arrival directly to a
full-stop landing is not holding a pattern position or “slot”.) Similarly, if an aircraft
returns to base when the weather precludes VFR pattern operations, it will either
conduct an instrument approach to a full-stop landing or conduct practice
instrument approaches if the weather permits. Even though non-FCLP missions
are scheduled to avoid FCLP periods on the flight schedule, some aircraft return to
the base for pattern work while other aircraft are active in the FCLP pattern or
when the tower pattern is full. When this occurs, the desired pattern operations
are considered to be “lost”. Table 3-8 presents a summary of the NAS Oceana
pattern events desired and not performed in each scenario. In the Baseline
Scenario, almost all desired pattern events are performed. In ARS-1, the busiest
scenario at NAS Oceana, about seven percent of the desired events cannot be not
performed, with the F-14 fleet squadrons the most affected group. The “lost”
operations total only 4.6 percent of the total operations conducted, however. With
six F/A-18 fleet squadrons based at NAS Oceana (ARS-4 and ARS-5), the pattern
event completion rate increases to 93.7 percent. Note that almost all of the desired
pattern events that are not performed are VFR pattern events.
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Table 3-8: Annual Pattern Event Completions at NAS Oceana

Desired Pattern Events* not Performed

Aircraft
Group Baseline] ARS-1 | ARS-2 | ARS-3 | ARS-4 | ARS-5

F/A-18 Fleet —_ 1,386 1,249 931 770 741
F/A-18 FRS —| 1,576 1,753 1,607 1,341 1,432
F-14 Fleet 308 1,368 1,269 1,256 1,226 1,115
F-14 FRS 269 937 857 767 805 846
Adversary/Transient 99 251 187 226 196 200
Total Events 676/ 5,518/ 5,315] 4,787} 4,338] 4,334

Percent of Desired Pattern Events* Performed

Aircraft
Group Baseline| ARS-1 | ARS-2 | ARS-3 | ARS-4 | ARS-5
F/A-18 Fleet —| 91.8%| 91.5%| 92.4%| 922%| 92.3%
F/A-18 FRS —| 935%| 92.8%| 93.4%| 945%| 94.1%
F-14 Fleet 97.2%| 89.3%| B89.9%| 90.0%| 89.9%| 90.8%
F-14 FRS 98.4%| 94.6%| 95.0%| 95.6%| 953%| 95.1%
Adversary/Transient| 97.9%| 95.4%| 96.6%| 95.8%| 96.4%| 96.3%
Total Percentage| 98.0%| 92.8%| 92.9%| 93.3%! 93.7%| 93.7%

*One Event = Two Operations; excludes FCLP operations

3.2.2 NALF Fentress Operations

Figure 3-3 provides the number of annual operations at NALF Fentress for each of
the scenarios, and Table 3-9 presents a comparison of the percentage increase of
NALF Fentress operations from the Baseline Scenario. The impacts of the F/A-18
squadrons’ realignment is significant: a 51 percent increase in operations (about
53,500 operations) in ARS-1 over the baseline and a 40 percent increase in ARS-4

and -5.
Table 3-9: Scenario Comparisons of NALF Fentress Operations
Percent . . .
areserthan | DOMme | Monne
Baseline P P
Baseline —_— 38,056 66,612
ARS-1 51.1% 69,602 98,592
ARS-2 43.3% 56,008 94,032
ARS-3 42.1% 55,164 93,592
ARS-4 39.2% 53,408 92,252
ARS-5 39.6% 54,008 92,132

FCLP training is grouped into daytime and nighttime periods, with the first
nighttime period occurring no earlier than thirty minutes after sunset. Table 3-9
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provides a comparison of the daytime and nighttime (based on sunrise and sunset
times) operations for NALF Fentress. For all the scenarios, about 63 percent of
the FCLPs are conducted under nighttime conditions. However, only about 38
percent (33 percent for Baseline) are conducted after 2200. Of course, during the
summer months, a greater number of FCLPs are flown after 2200 than during the
winter months, simply due to the shifts in the sunset time.

Aaracs

- [-160,000
&2200-0700
J0700-2200 140,000
~120,000
—100,000
—80,000

. :\—60.000
o \—40,000

20,000

ARS-8
ARS-2 ARS-3 ARS-4
Baseline ARS-1

Figure 3-3: NALF Fentress Annual Airfield Operations

Constraints on simulated daytime and nighttime FCLP scheduling at NALF
Fentress exist due to airfield closure periods, the shifting of sunrise and sunset
times during the year, and rigid block scheduling of Fentress time in NASMOD.
The operating hours of NALF Fentress for a normal week are illustrated in Figure
3-4. The shaded regions denote the times that NALF Fentress is closed. Notice
that the number of daytime and nighttime hours is dependent on the sunrise and
sunset times. As modeled, NALF Fentress is scheduled in 45-minute time blocks;
however, some of the open time periods, such as 1230-1630, do not divide evenly
into 45-minute blocks and, consequently, fifteen minutes will be unused. During
certain periods of the year, up to thirty minutes of nighttime hours are technically
“unschedulable” each night. This limitation may not be entirely realistic since
squadrons can slide the times at which they arrive at NALF Fentress, can mix with
sister squadrons, or can simply use a time block less than 45 minutes. While the
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Figure 3-4: NALF Fentress Hours of Operation

3.2.3 MCAS Cherry Point Operations

3-12

With respect to their effect on MCAS Cherry Point operations, the scenarios can
be aggregated into the following three groups:

No Navy F/A-18 squadrons Baseline, ARS-1, -2, and -4
Three Navy F/A-18 fleet squadrons ARS-3
Five Navy F/A-18 fleet squadrons ARS-5

Within each group, the resulting airfield operations are fairly constant among the
scenarios. Consequently, the appendix excludes the tabulations for ARS-1, -2, and
-4 since their results closely match the Baseline Scenario. Figure 3-5 offers a
graphical comparison of the scenarios. Notice that the addition of three F/A-18
fleet squadrons increases the annual operations by about 18 percent while the
addition of five F/A-18 fleet squadrons results in a 26 percent increase in annual
operations over the Baseline Scenario. The number of night (2200-0700)
operations for ARS-3 increases by about 85 percent (3184) over the baseline
count, and for ARS-5, the night operations climb by 113 percent (4253
operations). Recall that pattern operations are unavailable after 2300, except for
FCLP operations that can extend beyond 2300 as needed.
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Figure 3-5: MCAS Cherry Point Annual Airfield Operations

Pattern operations at MCAS Cherry Point moderately increase over baseline levels
with the realignment of Navy F/A-18 fleet squadrons to this air station in ARS-3
and ARS-5. As shown in Table 3-10 and in Table 3-11, VFR pattern operations
increase by 3600 (15 percent) in ARS-3 and about 7000 (29 percent) in ARS-5
over the Baseline Scenario. AV-8B pad operations are only slightly affected, with
about 2 percent of the baseline operations “lost” in each of the alternative
scenarios due to interactions with FCLP periods and pattern capacity constraints.

Table 3-10: Annual Pattern and Pad Operations
at MCAS Cherry Point

Baseline ARS-3 ARS-5
24,200 27,800 31,100

VFR Touch-and-Go
Operations*

Pad Operations** 18,900 18,500 18,500

Navy FCLP 0 10,700 | 12,200
Operations
Instrument Touch- | . hy | 46700 | 17,000

and-Go Operations
Note: Operations rounded to the nearest 100.
* Includes pad landings from tower pattern
** Includes press-ups and pad VTO/Decel/VL
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3-14

The greatest impact the F/A-18
squadrons on the airfield is from
their FCLP pattern operations;
these operations represent about
45 percent of the total annual

Table 3-11: Percentage Increase in Annual
Pattern and Pad Operations at MCAS Cherry
Point over the Baseline

F/A-18 airfield operations in ARS-3 ARS-5
ARS-3 and 37 percent in ARS-5. VFR Touch-and-Go 15% 29%
Table 3-12 provides the average Operations

total taxi duration and delay per Pad Operations 2% 2%
sortie. ARS-3 (three Navy Instrument Touch- o0 3%
F/A-18 fleet squadrons at MCAS and-Go Operations

Cherry Point) has slightly higher
duration and delays, yet these
values are minimal (about 30
seconds of additional taxi time, of

Table 3-12: Average “Per Sortie” Taxi Times
(in minutes) for MCAS Cherry Point

which about six seconds are - -
delay). These are greater Per Sortie (sum of pre-take?ff and postjlandlng)
primarily because most of the Taxi Duration Taxi Delay
F/A-18s attempt to refuel at the Baseline 8.0 014

fuel pits rather than return directly ARS-3 84 0.24

to their ramp (unlike the ARS-5 8.6 0.27

KC-130s). This refueling strategy
raises the overall airfield average taxi duration.

This heavy usage of the fuel pits by the F/A-18 squadrons is readily apparent from
the data provided in Table 3-13. Unlike NAS Oceana, all aircraft that want to use
the fuel pits will use them. That is, they are modeled as willing to wait indefinitely.
Note that the actual amount of delay is small, just a few minutes; however, in
ARS-5, almost one-fifth of all aircraft must wait. These fuel pit usage statistics are
highly dependent on the location of the various tenant squadrons’ parking
locations on the airfield. In none of the scenarios is the actual magnitude of the
delay large; however, the impact on taxi operations is an important consideration in
deciding where to locate additional squadrons.

Table 3-13: MCAS Cherry Point Annual Fuel Pit Usage and Delay

Baseline| ARS-3 ARS-5

Total Aircraft Requesting | . 1oc | 15060 | 21,089
Pit Refueling 25% higher | 39% higher
than Baseline | than Bassling

Aircraft that Must Wait 393 2,785 3,935

609% higher | 901% higher
than Baseline | than Baseline
Percentage of Total 2.6% 14.7% 18.7%

Aircraft that Must Wait

Average Wait Prior to

Refueling (in minutes) bl 6.6 6.9

ATaAls
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An aircraft may not able to complete desired airfield pattern or pad operations
when it returns to base and one of three conditions exist: (1) the weather (ceiling
and/or visibility) precludes VFR pattern operations, (2) the VFR pattern or
instrument pattern is at “capacity”, or (3) FCLP operations are underway
(preclusion depends on the location of the FCLP pattern). Airfield pattern
operations are not performed at MCAS Cherry Point due to the same causes as at
NAS Oceana. However, the situations that “block” pattern operations and
resulting actions that aircraft must take are different at the two bases. Without a
parallel runway at MCAS Cherry Point, the instrument and VFR patterns exist on
the same runway, and FCLP operations preclude both VFR and instrument pattern
operations as well as most pad operations (restrictions on arrivals to and press-ups
on certain pads exist during FCLPs).

Table 3-14 shows the pattern operations at MCAS Cherry Point that are desired
but not performed in the Baseline, ARS-3, and ARS-5. In the Baseline Scenario
just under 97 percent of all desired pattern events are completed. This rate is
comparable to that at NAS Oceana in the Baseline Scenario, during which 98.0
percent of all desired pattern events are completed. The introduction of the Navy
F/A-18 squadrons to MCAS Cherry Point does not have a dramatic impact on the
existing tenant squadrons, which lose approximately 1350 and 1900 events in
ARS-3 and ARS-5, respectively. The F/A-18 squadrons at MCAS Cherry Point
have a pattern event completion rate about 8 percent lower on average than at

NAS Oceana.
Table 3-14: Annual Pattern Event Completions at MCAS Cherry Point
Desired Pattern Events* | Percent of Desired Pattern
. not Performed Events* Performed
Aircraft
Group Baseline] ARS-3 | ARS-5 |Baseline| ARS-3 | ARS-5
AV-8 Fleet 724 1,021 1,042 94.8%| 92.6%| 92.5%
AV-8 FRS 323 799 792 98.2%| 95.6%; 95.7%
EA-6B 258 281 2821 91.4%| 90.7%| 90.6%
F/A-18 Fleet — 437 988 —| 85.6%| 82.6%
KC-130 Fleet 100 94 117| 95.0%| 95.3%| 94.1%
KC-130 FRS 49 99 46| 98.9%| 97.7%| 98.9%
Transient Traffic 4 70 101f 99.9%| 98.2%| 97.4%
Total Events/
Percentage 1,458 2,801 3,368 96.8%| 94.2%| 93.4%
*One Event = Two Operations; excludes FCLP operations.

3.2.3.1 Qualitative Assessment of the Potential Impacts of a Parallel Runway at
MCAS Cherry Point

The NASMOD ARS-5 scenario does not incorporate a parallel runway (Runway
23R), and a quantitative assessment of the impacts of this runway cannot be
provided at this time. However, qualitative inference about operational costs and
benefits of the parallel runway can be made and are presented below:

+__w__
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* Airfield operations “lost” due to conflicts with local FCLP missions will be
reduced. With a parallel runway, the tower and instrument patterns as well
as approaches to two pads are available during FCLP operations on Runway
23R.

* Fewer missions will have their launch times altered as a result of a reduced
need for FCLP scheduling deconfliction. Efficiency of scheduling will
increase.

* Airfield operations will increase only moderately due to the gain of lost
operations. Also, fewer night (after 2200) operations will occur since FCLPs
and other missions that conduct pattern operations will not interfere with
each other. Consequently, these flights can be scheduled earlier in the
evening during the Runway 23 plan versus other plans.

* Interactions between aircraft in the tower and the instrument patterns and
aircraft arriving for a full-stop arrival will be reduced during the Runway 23
plan. Mission delay time will decrease as a result. (Recall that the calm wind
runway becomes Runway 23 after the parallel runway is added, thereby
increasing the time that Runway 23 is the primary runway by about 15
percent).

* The ability of the air station to accommodate higher flows of arriving and
departing (Runway 05 plan) aircraft is gained with the parallel runway.

* The only potential cost that can be assessed at this time is the possible loss of
the Northeast Harrier pad. If this pad is not relocated, the AV-8 aircraft will
have only three pads. It is not certain if operations would be lost without
this pad, but some delay may be incurred if the pads are busy.

3.2.4 MCALF Bogue Field Operations

The annual number of operations at MCALF Bogue Field are not affected by the
relocation of F/A-18 squadrons. The tables in Appendix A offer the annual
operations for the Baseline Scenario only. Annually, about 17,300 operations are
performed at MCALF Bogue Field, with the AV-8 squadrons conducting about
15,200 (88 percent) of these operations.
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. 3.3 Training Area Utilization

The availability of airspace, ranges, and targets is a significant constraint on the
ability of the modeled squadrons to complete their training; as greater numbers of
military aviation units compete for a fixed amount of airspace, the utilization must
increase. As utilization increases, the ability of squadrons to complete their
training requirements in a timely manner is highly dependent on their flexibility to
use other ranges or airspace. The training areas are categorized as either
exclusive-use or concurrent-use areas, and the discussion of the training areas is
presented in these two categories.

Appendix B offers a comprehensive tabulation of the sorties that each training area
receives by scenario. Usage in terms of hours is also tabulated for the exclusive-
use areas W-72 TACTS range, Navy Dare County Range, BT-11, and BT-9.

3.3.1 Exclusive-Use Training Areas

—W
AaArAare

This section addresses the utilization of the training areas analyzed in this study
that are scheduled on an exclusive-use basis: the W-72 TACTS range, the Navy
Dare County range, BT-11, BT-9, W-386D, and W-386A/B. The Fort Pickett and
Stumpy Point Ranges are also scheduled on an exclusive-use basis, but these areas
are modeled with only the NAS Oceana and MCAS Cherry Point demand.

Several of these areas have official (“published”) operating hours that are divided
into discrete scheduling blocks. Because of the limited operating hours, they have
a theoretical maximum number of users/missions that can be accommodated. The
range managers for these areas report utilization statistics using a variety of
methods. This section does not attempt to duplicate such methods but, instead,
offers a single approach for all the areas to facilitate a comparison between
scenarios. The formulae used to calculate percentage utilization are as follows:

Scheduled Hours (Used Hours) + (ShortNotice Canceled Hours)

(Scheduled Hours)
(Published Hours)

Percentage Utilization

(Used Hours) + (Short-Notice Canceled Hours)
(Published Hours)

where:  Used Hours — schedule (block) hours actually
flown
Short-Notice — schedule (block) hours canceled
Canceled Hours on too short (late) notification to

allow another user to take
advantage of the available blocks
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Published Hours ~— the official open hours for the
area as specified by the
area/range manager

Missions may be canceled on short-notice for reasons such as aircraft mechanical
problems, bad weather, or last-minute changes to a squadron flight schedule.
While mechanical problems and bad weather are unavoidable by the user, some last
minute cancellations reflect inefficiencies in squadron operations planning.
NASMOD has the capability to generate random weather events that correspond
to actual NAS Oceana region weather patterns and to impose probabilities of
mechanical problems for missions. These parameters are used to model the “act-
of-God” cancellations of missions that truly wanted to use their schedule area
block time. However, this study does not attempt to address or model short-notice
cancellations due to squadron planning inefficiencies. Because of this modeling
approach, a higher efficiency of the usage of scheduled blocks is reflected in the
utilization data.

By the above definition of utilization, when an area is reported as having 100
percent utilization for a specific day (or month, year), the interpretation is that
every block of time of that area’s schedule is reserved. If a mission results in a
“no-show”, its schedule blocks are unavailable to other users; consequently, these
blocks are considered to have been “used” by the squadron that reserved them.

3.3.1.1 W-72 TACTS Range

3-18

The F-14 and F/A-18 fleet squadrons are the primary users of the TACTS range.
For example, SFARP training is performed exclusively in the TACTS range;
consequently, the addition of the F/A-18 squadrons can effectively double the
demand for range time for SFARP missions alone. This is apparent by an
examination of Table B-1 as well as Table 3-15, which gives the increase over the
Baseline Scenario that can be expected in the number of sorties to the TACTS
range for each of the alternatives. The usage of the W-72 TACTS range for the
Navy fleet squadrons is highly dependent on the mission preferences and secondary
training areas utilization. For example, the introduction of Navy F/A-18 fleet
squadrons, which brings about 3200 annual area sorties in ARS-1, displaces both
F-14 fleet squadrons and Air Force sorties to secondary areas. Except for the
FRSs, the aircraft group mix utilizing the

TACTS range is highly dependent on the Table 3-15: Percentage Increase

number of F/A-18 squadrons based in the In Annual TACTS Range Sorties
region. Note that the F-14 and F/A-18 FRSs over the Baseline
use the TACTS range for local portions of their
ACM and FWT syllabi, and most of the ARS-1 67%
associated flight profiles have no secondary ARS-2 58%

.. . ey s ARS-3 58%
training areas. As a result, the FRSs’ utilization ARS-4 46%
is relatively constant across the alternative ARS-5 54%
scenarios.

T
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The published TACTS range hours indicate that the range is available 50 hours per
week when standard time is in effect and 55 hours per week when daylight savings
time is in effect. This suggests that there are a maximum of approximately 2730
hours (5460 30-minute schedule blocks) available each year to users. However,
the TACTS range can operate on an overtime basis. In particular, the recently
updated training and readiness matrix for the F-14 community includes night air
combat training. During the data collection for this study, the F-14 community
expressed a desire to use the TACTS range as the preferred location for these
missions. Such missions would occur outside the current published range hours
and would require that the range be available after dark 113 hours on weeknights
during the year for the Baseline Scenario and 35 to 45 hours for the alternative
scenarios. Other missions, too, extend beyond published hours during the
weekdays; the total hours of range time utilized for the Baseline Scenario is 146
hours, and it ranges from 223 hours to 274 hours for the alternative scenarios.

Squadrons require weekend range time during the simulated year for a total of
about six hours for the Baseline Scenario and 15.5 hours to 47.5 hours for the
alternative scenarios. This weekend demand typically occurs soon after holiday
periods and days of bad weather, indicating that the squadrons need the overtime
to “catch-up” rather than a fundamental shortage of available hours on weekdays.

Table 3-16 presents the percent utilization of the TACTS range for each scenario.
ARS-1, which has the all F/A-18 squadrons

realigned to NAS Oceana, has the greatest Table 3-16: Annual Percentage
utilization rate, with just over 2275 hours of Utilization of the W-72 TACTS

published range hours scheduled. Total annual Range

§chedu1ed hours in ARS-1 is 2590 hqurs, which Baseline 78%
includes hours scheduled on an overtime basis. ARS-1 83%
Interestingly, although the TACTS range in the ARS-2 80%
Baseline is scheduled during normal published ARS-3 77%
hours for more hours than in ARS-4, it is ARS-4 76:"
actually scheduled for 25 fewer hours over all ARS-5 6%

than in ARS-4.

Note that the utilization percentages for the alternative scenarios are about the
same as for the Baseline although the number of sorties is substantially higher.

This implies that, as more Navy squadrons are based in the region, the average
number of aircraft participating in each TACTS range event will increase. Also,
scheduling inefficiencies and demand peaking from among the squadrons preclude
the possibility of scheduling 100 percent of the available hours, and utilization rates
of 80 percent to 85 percent may be an upper limit given the current scheduling
procedures and requirements.
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3.3.1.2 Navy Dare County Range

3-20

The percentage increase in annual sorties with respect to the Baseline Scenario for
the Navy Dare County Range is given in Table 3-17. A comparison of the
utilization percentages among Tables B-21 through B-26 shows a similar trend.
The Navy Dare range is available approximately 3600 hours on weekdays and 400
hours on weekends (excluding holidays/closures). This results in about 16,000
available 15-minute schedule blocks during the year. However, the range is used
infrequently on Sundays, except for special events such as carrier exercises. Navy
Dare is open on Saturdays from 08001600, during which it is used primarily by
the Virginia Air National Guard. NAS Oceana- and MCAS Cherry point-based
units and other Navy, Air Force, and Marine

Corps units are less frequent weekend users. Table 3-17: Percentage Increase
Most Saturdays are used at a rate of 10 percent in Annual Navy Dare County
to 20 percent of the available hours. Thereis  Range Sorties over the Baseline

very little difference between the scenarios on ARS-1 479
FhJS frequency. Some weekend work is ' ARS-2 33%
inevitable for squadrons as they try to achieve ARS-3 33%
their training cycle milestones, and this ARS-4 25%
weekend utilization does not indicate a ARS-5 33%

substantial shortage of weekday range hours.

In all scenarios, the F-14 fleet squadrons are the major users of the range, with
sorties varying from 3024 sorties (57 percent of the annual total) in the Baseline
Scenario to 2674 sorties in ARS-2 (38 percent of the total). The F/A-18 fleet
squadrons usage varies from 1652 sorties in ARS-1 to 960 sorties in ARS-4. The
Air Force annual sorties range from about 1050 in the Baseline and ARS-5 to
about 975 in ARS-1 and ARS-3. The Marine Corps sends the fewest sorties to
Navy Dare range, with about 70 annual sorties on average.

Some range time outside of the published open range hours is required by the
users. These “overtime” hours are primarily the result of demand by carrier-based
exercises and training. This demand varies among the alternatives from 18 hours
per year (ARS-1) to 26 hours (ARS-3).

Table 3-18 shows the percent utilization of the annual available hours of the Navy
Dare County Range for all scenarios. The range hours scheduled jumps by 10
percent (about 410 hours during published available hours) from the Baseline to
ARS-1, and Navy Dare range experiences very

little change in percentage utilization from Table 3-18: Annual Percentage
ARS-1 to the other scenarios. With five Utllization of the Navy Dare
County Range

F/A-18 fleet squadrons based out of the region
in ARS-4, the annual utilization is about 3

Baseline 57%

percent less (about 130 hours) than it is in ARS-1 67%
ARS-1. These observations suggest that ARS-2 66%
utilization of this range is reaching a saturation ARS-3 66%

ARS-4 64%

point for specific blocks of those available from ARS.S 65%

the schedule. That is, there are occurrences in

b ——
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which two or more users request the same range schedule blocks. Often the
request for specific range times is dictated by the availability of aircraft within the
requesting squadron, which in turn is governed by such factors as squadron
maintenance staff and procedures. Consequently, the squadron will attempt to
alter the mission launch time first, but if no acceptable alternate times are found,
the training area location is altered. The Navy fleet squadrons and Air Force
fighter units are much more likely to do this than the FRS or training units. This
results in squadrons “flexing” to an alternate training area. For example, Seymour
Johnson AFB F-15 fighter unit representatives indicated that if they cannot obtain
a Dare County range reservation (either Air Force Dare, which is not modeled, or
Navy Dare), they will opt for BT-11. If BT-11is unavailable, BT-9 is a third
choice for some profiles about 10 percent of the time. Table 3-19 gives the
percentage of missions that wish to reserve time at Navy Dare but ended up using
BT-11 and BT-9. Note that the “flex” percentages for the alternative scenarios are
slightly higher than for the baseline. :

Table 3-19: Percentage of Missions that “Flex” from Navy Dare County to BT-11 and BT-9

Baseline ARS-1 ARS-2 ARS-3 ARS-4 ARS-5
User BT-11 BT-9 |BT-11 BT-9 |BT-11 BT-9 |BT-11_BT-9 |BT-11 BT-9 | BT-11 BT-9
Navy 11% 2% | 13% 2% | 14% 2% | 13% 2% | 183% 2% | 12% 2%
Air Force 18% 9% | 19% 15% | 22% 12% | 18% 13% | 20% 9% | 15% 14%

User group utilization of the Navy Dare range is complex due to joint training
missions, training area flexibility, and Navy F/A-18 fleet squadron basing scenario.
The Navy fleet squadrons, the AV-8 fleet squadrons, and the F-15 units from
Seymour Johnson AFB can schedule alternative training areas if the Navy Dare
range is unavailable. These aircraft groups have the ability to “flex” to areas, such
as BT-11 and BT-9. With a greater number of F/A-18 fleet squadrons based in the
region, the flexing of F-14 fleet and F-15 missions from Navy Dare range
(compared to the Baseline and ARS-4, for example) to alternative areas is also
greater.

3.3.1.3 Phelps MOA

—
Ararce

The Phelps MOA is designed to allow high-altitude bombing on the Dare County
ranges. Per a letter of agreement with the Federal Aviation Administration
incorporating this MOA, missions may use the MOA only in conjunction with
training activities using Dare County, which is officially exclusive-use.
Consequently, only one mission should be using the Phelps MOA (northern-half) at
a time for training purposes, and that mission should be performing high-altitude
ingress. All non-high-altitude bombing missions avoid using this airspace for other
types of training.

Annually, 146 F/A-18 high-altitude bombing missions (ARS-4) to 276 missions
(ARS-1) are performed at the Navy Dare County range. The F-14 squadrons do
not perform high-altitude bombing training locally. These high-altitude bombing
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missions typically involve two to four aircraft reserving the range for one hour for
each mission. Phelps MOA is activated annually between 48 hours (ARS-4) and
83 hours (ARS-1) for the alternative scenarios.

3.3.1.4 BT-9 and BT-11

3-22

Prior to the realignment of the Navy F/A-18 squadrons, Marine Corps AV-8 and
F/A-18 squadrons are the primary users of BT-11. These squadrons, along with
Air Force F-16 and A-10 units, have also dominated the usage of BT-9. After
realignment, especially in ARS-1, the Navy F/A-18 squadrons have a tremendous
impact at BT-11, becoming the single greatest user community in that scenario.

BT-9 tends to be a flex point rather than a primary objective for many bombing
missions due to the poor state of this target, its location on a shoal in Pamlico
Sound, and the attractive features of other local targets. BT-9 was originally
composed of three ship hulks but currently offers only the remains of these hulks.
When training over the water at BT-9, pilots may have a difficult time establishing
a horizon reference, and close-air-support and forward-air-control missions cannot
be supported there. Also, electronic warfare emitters are located at BT-11 along
with 16 different targets. Hence, BT-11 and Dare County ranges are generally
preferred for most locally performed air-to-ground missions.

Army helicopters from Fort Bragg use BT-9 and BT-11 but at levels much lower
than those of the Navy, Marine Corps, and Air Force. For example, the Army
utilized only 2.7 hours of range time at BT-11 in FY94 and 33 hours at BT-9. For
purposes of this study, Army usage of these targets is considered negligible and is
not modeled.

Multi-aircraft strike missions that require an exclusive-use reservation of R-5306A
are assumed to be using both BT-9 and BT-11 regardless of whether they actually
make runs over the targets. When such missions are in progress, the bombing
targets are unavailable to other users and are, consequently, considered as being
utilized by the strike mission.

For each alternative scenario, the percentage increase in annual sorties with respect

to the Baseline S i0 for BT-9 and BT-11 i
ase ne Scenano lor an 11is Table 3-20: Percentage Increase

shown in Table 3-20. Note that the increase in in Annual BT-11 and BT-9
the usage of BT-11 is about the same for all the Sorties over the Baseline
scenarios, with the exception of ARS-4 in which

five F/A-18 fleet squadrons are based out of the BT-11 BT-9
region. BT-9 experiences greater increases for ARS-1 34% - 41%
ARS-1 and -5 because the F/A-18 fleet ::::‘; g;:f’ ggz"
squadrons are willing to “flex” missions to this ARS-4 19<y: 16‘;:
target in the event that Navy Dare County or ARS-5 32% 37%
BT-11 are unavailable.

It is important to note that the Marine Corps is the major user of BT-9 and BT-11
in terms of range hours for all the scenarios but that it is almost equal with the

+__w__
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Navy in terms of sorties scheduled at BT-11 in ARS-1 and -5, as shown in Table 3-

. 21 and Table 3-22. With the relocation of the F/A-18 squadrons, the proportion of
the range sorties flown by Navy aircraft increases; however, they primarily add to
the total number of sorties flown in the area and do not significantly displace
Marine Corps or Air Force sorties as is evident by an examination of Tables B-4
and B-5. Also, Navy F/A-18 air-to-ground missions tend to involve more aircraft

(sorties) per mission than do AV-8 missions.

Table 3-21: Percentage of BT-11 and BT-9 Sorties Generated by User Community
ARS-1 ARS-2 ARS-3 ARS-4 ARS-5

Baseline
User BT-11 BT |BT-11 BT-9 |BT-11 BT-9 |BT-11_ BT-9 | BT-11 BT-9 | BT-11 BT-9
Navy . 17% 21% | 40% 38% | 38% 33% | 40% 36% | 31% 30% | 41% 33%
39% | 40% 32% | 41% 34% | 40% 32% | 46% 35% 40% 33%

Marine Corps | 56%
Air Force 24% 32% | 18% 24%

Army/Other 3% 8% 2% 6%

19% 26% | 18% 26% | 21% 28% | 17% 27%
2% 7% 2% 6% 2% 7% 2% 7%

Table 3-22: Percentage of BT-11 and BT-9 Hours Sceduled by User Community

Baseline ARS-1 ARS-2 ARS-3 ARS-4 ARS-5
User BT-11 BT-9 |BT-11 BT-9 |BT-11 BT-9 |BT-11_BT-9 |BT-11 BT-9 |BT-11 BT-9
Navy 17% 20% | 34% 26% | 32% 25% | 35% 25% | 27% 21% | 38% 24%
Marine Corps | 54% 42% | 42% 39% | 43% 40% | 42% 38% 47% 39% | 41% 39%
Air Force 209 24% | 18% 23% | 19% 23% | 18% 25% | 20% 26% | 16% 25%
. Army/Other 7% 14% | 5% 12% | 6% 12% | 5% 12% | 6% 12% | 5% 12%

BT-9 and BT-11 are each available approximately 3350 hours on weekdays during
the year, excluding holidays and other closures. This results in about 10,050
available 20-minute schedule blocks for each range. Tables B-27 through B-32
provide the utilization statistics for BT-11, and Tables B-33 through B-38 for
BT-9. Neither of these two targets exhibits symptoms of reaching its capacity.
The BT-11 utilization for the Baseline Scenario is 42 percent and varies from 46

percent to 51 percent for the

alternatives, as shown in Table 3-23. Table 3-23: Annual Percentage Utlilization
The BT-9 utilization for the Bascline of BT-11and BT
Scenario is 17 percent and varies from BT-11 BT-9
16 percent to 20 percent for the Baseline 42% 17%
alternatives. These increases from ARS-1 51% 20%
baseline reflect the “flexing” of ARS-2 49% 18%
missions from the Navy Dare County :223 :23’ 12:/;
range to these targets as well as a ARS-5 51.,2 19.,/:
greater demand for the bombing

targets.

3.3.1.5 W-386A/B and W-386D

‘ Air Force units, specifically the 1st Fighter Wing units at Langley AFB and the
Virginia Air National Guard, use W-386A/B as their primary air-to-air training

'+____w__
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area. The Air Force schedules its warning area missions into exclusive-use
subareas. Depending on the activities scheduled, Air Force scheduling personnel
send flights to different areas of W-386A/B; some flights require the entire area,
while other flights have smaller airspace requirements and use subareas of the
warning area. Rocket launches and other flight activities by NASA Wallops Flight
Facility have the highest scheduling priority in W-386. Over the year, NASA
conducts 183 flight activities requiring about 549 hours of W-386A/B and
W-386D schedule time.

The Navy conducts air combat maneuvers and air intercept training in W-386A/B
and air-to-air gunnery training in W-386D. W-386A/B is primarily a secondary
mission training area to W-72 for NAS Oceana-based squadrons. Note that the
Navy performs concurrent-use operations in W-386A/B areas not being used by
the Air Force. W-386D is scheduled on an exclusive-use basis by all users.

Other aircraft groups utilize W-386A/B, including flights from NAS Norfolk, NAS
Patuxent River, other Air Force and Navy bases, and civilian flights that perform
support missions. Commercial traffic transits portions of the airspace when they
are not in use by the military.

Table 3-24 provides the percentage increase in baseline W-386 sorties resulting
from the implementation of the alternative scenarios. The relocation of the F/A-18
squadrons to NAS Oceana results in an

increase in the amount of joint training among  Table 3-24: Percentage Increase
the Navy fleet squadrons and, to a lesser In Annual W-386A/B and W-386D
degree, with the Air Force. The absolute Sortles over the Baseline
increases are modest for W-386A/B (on the

W-386A/B  W-386D

order of 500 sorties) since the A1r Force, ARS-1 12% 27%
whose demand does not vary significantly ARS-2 11% 22%
among the scenarios, accounts for the ARS-3 14% 21%
majority of all the sorties (78 percent for ARS-4 9% 18%

ARS-5 12% 22%

baseline and 72 percent to 75 percent for the
alternative scenarios).

The absolute increases are modest for W-386D, as well (on the order of 300
sorties), although the percentage increases are greater. This area is used primarily
by F-14 squadrons.

3.3.1.6 Fort Pickett Range

3-24

The Fort Pickett range is used as an alternative site for close-air-support (CAS)
and forward-air-control (FAC) training by the Navy fleet squadrons. Such training
is usually performed (or preferred) at Navy Dare and BT-11 due to their closer
proximity, and the Fort Pickett range is designated as a flex point because the
distance to Fort Pickett reduces the amount of flight time the mission can spend on
the target. Occasionally, however, CAS and FAC missions at Fort Pickett are
conducted as coordinated training with Army ground units and, at such times, the

ey
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Fort Pickett range is selected by the scheduling algorithm as the primary training
site.

Table B-13 provides the number of sorties to the Fort Pickett range generated by
Navy squadrons based at NAS Oceana and MCAS Cherry Point. Table 3-25
provides the percentage increase in baseline

Fort Pickett sorties by NAS Oceana/MCAS Table 3-25: Percentage Increase

Cherry Point-based Navy fleet squadrons in Annual Fort Pickett Range
resulting from the implementation of the Sorties over the Baseline
alternative scenarios. Note that the Navy NAS Oceana/MCAS Cherry
demand on this range varies from 222 sorties Point Demand Only

in ARS-3 to 72 sorties in the Baseline ARS-1 194%
Scenario. While the total annual number of ARS-2 133%
sorties at the Fort Pickett range was not ARS-3 208%
assessed as part of this study, range managers ARS-4 167%

can expect the Navy demand to approximately ARS-5 183%

triple as a result of the relocation of the
F/A-18 squadrons.

ARS-3 generates more sorties than ARS-1 to the Fort Pickett range because
although the total number of Navy squadrons based in the combined NAS
Oceana/MCAS Cherry Point region is the same for these two scenarios, the
squadron/airwing assignments are different such that there are more Navy
squadrons performing Fort Pickett CAS and FAC missions.

3.3.1.7 Stumpy Point Range

The Stumpy Point target in R-5313 consists of a sunken hulk similar to that of
BT-9; however, there are no land targets in R-5313. The condition of this target
has been very poor the past few years, and is used as a tertiary target for some
strike missions by Navy squadrons. There are only 56 Navy sorties (all by F-14
fleet aircraft) to Stumpy Point for the Baseline Scenario. In the alternative
scenarios, the usage at Stumpy Point is reduced due to the increase in joint strike
missions, which have profiles that do not use this range as an alternative. The
Navy demand for Stumpy Point for each scenario is presented in Table B-14.

3.3.2 Concurrent-Use Training Areas

i
ATALA

This section addresses the utilization of the training areas analyzed in this study
that are scheduled on a concurrent-use basis: W-72, W-122, and the military
training routes. As discussed in Section 2-4, W-72 and W-122 were subdivided
into SOAs after this study was designed. These SOAs may limit the number of
simultaneous missions that may use a given warning area; however, for the
purpose of this study, no such limits are imposed on the concurrent-use training
areas.
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3.3.2.1 W-72

W-72 is a primary training area for NAS Oceana-based squadrons. About one-
third of all local F-14 sorties enter W-72, not counting the missions using only the
W-72 TACTS range. As shown in Table 3-26, relocating all the F/A-18 squadrons
to NAS Oceana (ARS-1) nearly doubles the number of sorties in W-72. The
F/A-18 squadrons conduct about 9900 sorties in ARS-1. About 50 percent of the
increase (about 4600 sorties on average) is due to the F/A-18 FRS. ARS-2 and -3
generate increases proportional to the number of F/A-18 fleet squadrons located at
NAS Oceana. Those F/A-}S fleet squadrons Table 3-26: Percentage Increase in
based at MCAS Cherry Point for ARS-3and 400 2/ 70 (exclusive of TACTS

ARS-5 use W-122 as their primary over- range) Sorties over the Baseline
water training area. Since W-72 is modeled
as concurrent-use, an increase by one user ARS-1 101%
community does not affect the availability of ARS-2 o1%
the area to other users, consequently the ::gj gg;:
number of sorties generated by other ARS-5 77%
communities does not vary among the
scenarios.

3.3.2.2 W-122

Navy aircraft account for only six to eight percent of the total sorties to W-122,
except for ARS-3 and ARS-5 in which Navy sorties

account for 17 percent and 23 percent of the total, Table 3-27: Percentage
respectively. . The percentage increase in annual Increase in Annual W-122
sorties with respect to the Baseline Scenario is given in  Sorties over the Baseline

Table 3-27. The additional sorties in ARS-3 and ARS-1 0%,
ARS-5 are generated by the Navy F/A-18 fleet ARS-2 1%
squadrons based at MCAS Cherry Point. Note that ARS-3 13%
about 97 percent of the sorties generated by the MCAS ARS-4 0%
Cherry Point-based F/A-18 squadrons are performed ARS-5 21%

during the daytime. Table B-11 provides the W-122
sortie statistics for each scenario.

Like W-72, the number of sorties generated by other user communities does not
vary among the scenarios. The Air Force jets (primarily F-15E aircraft from
Seymour Johnson AFB) and Marine Corps squadrons from MCAS Cherry Point
generate about 5430 sorties and 5800 sorties, respectively. These two aircraft
groups represent about 79 percent of the annual sorties in the Baseline Scenario
and 65 percent in ARS-5.

3.3.2.3 Military Training Routes

3-26

Table B-12 provides the number of annual sorties by NAS Oceana and MCAS
Cherry Point squadrons on local MTRs. A number of sorties are allocated to the
Other Visual Routes and Other Instrument Routes categories. These categories

w e
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aggregate MTR sorties for which it is impossible to identify specific MTR usage;
most squadrons try to use a variety of MTRs to provide different low-level mission
profiles.

While the MTRs are considered to be concurrent-use areas, there is a theoretical
limit to the number of missions that can use an MTR in any period of time because
each mission is given an entry time by the scheduling agency for the route to
provide for adequate spacing between missions. However, the demand generated
by NAS Oceana and MCAS Cherry Point squadrons is far below these limits. For
example, VR-1753, the most heavily used MTR by the modeled squadrons,
experiences an average of five to six sorties per day. Since many low-level
missions are flown as a section (two aircraft), this level of demand equates to an
average of two to three missions per day.

3.4 Operations Flow Analysis

One purpose for simulating a twelve-month period is to capture the manner in
which the level of operations varies or “flows” over the year. The flight schedule
for a given squadron can differ significantly from one day to the next. Base
loading may change month-to-month as squadrons depart or return from
deployments or detachments. The operations discussed in Sections 3.2 and 3.3
provide a summary of the annual effects but do not give an insight as to how these
totals are distributed over the twelve months (or 52 weeks), why certain parts of
the simulated year are busier (or less busy) than others, and what the busiest day of
the year is like. The following sections discuss a variety of operations flow issues.

Note that since flows are highly dependent upon the assumed workup and
deployment cycles described in Section 2, changes to those assumptions would
result in significant changes to the results presented in this section.

3.4.1 Airfield Operations by Month

——
ATArs

Figure 3-6 displays the number of monthly airfield operations at NAS Oceana for
ARS-1. This scenario was chosen for this analysis because it represents the
greatest NAS Oceana-tenant loading condition among the alternative scenarios.
The busiest month is April with 22,226 operations, and the least busy month is
May with 17,513 operations. The average is 19,784 operations per month, so
there is about a 12 percent variation from the average. This emphasizes the fact
that no one-month period can give a complete representation of the long-term
tempo of operations at the airfield.

c-111 307




Airfield and Airspace Operational Study of the 1995 BRAC Realignment of Navy F/A-18 Aircraft

3-28

25,000

20,000

Operations

10,000 1

5,000 {

Oct Nov Dec Jan Feb Mar Apr May Jun Jul Aug Sep
Month

Figure 3-6: Total Monthly NAS Oceana Operations (ARS-1)

March, April, June, and July are busy months for a number of reasons. The
primary factor is that there are more squadrons based at home during these
periods. As shown in Figure 2-14, all airwings except Atlantic Airwing B are at
home during these months (Pacific Airwing H deploys in mid-July). During the
peak month of April, Airwing B is deployed and Airwings C and H are embarked
during the first half of the month, performing their TSTA III/COMPTUEX
exercises. All other airwings are at their home air stations, thereby resulting in a
high level of local operations. Operations are low for the month of May, on the
other hand, because all but two of the airwings spend part of the month away on
detachments or at-sea exercises. FCLPs add a high number of operations, so that
months that contain the two weeks prior to at-sea exercises tend to be somewhat
higher than average. February and December are low months primarily because
they have fewer working days.

Figure 3-7 categorizes the monthly NAS Oceana operations by user/aircraft
category. The F/A-18 fleet community generates the most operations six months
of the year, the F/A-18 FRS five months, and the F-14 FRS squadron only one
month. This figure illustrates the amount of monthly fluctuation that can be
expected. For the F-14 and F/A-18 user communities, the monthly operations can
vary by 20-35 percent of their averages, the transients can vary by 35—45 percent,
and the adversaries by 70-140 percent of their average. These fluctuations
emphasize the limitation of calculating an average number of monthly operations.

C-112 ATAaACs




Scenario Results Analysis

ArArlk

7,000

6,000 4

3
5,000 4

:

Operations

3,000 —o—F-14 Fieet
~ & —F-14FRS 7 - .
- - 4 - -F/A-18 Fleet Y "
— 3 - F/A-18 FRS
2,000 ~—a— Adversary
—e—Transient Jets
—+—Transient Props

1,000 3

0
Oct Nov Dec Jan Feb Mar Apr May Jun Jul Aug Sep
Month

Figure 3-7: Monthly NAS Oceana Operations by Aircraft Category (ARS-1)

It is interesting to note that each of the four categories of major NAS Oceana
tenant squadrons — F-14 fleet, F-14 FRS, F/A-18 fleet, and F/A-18 FRS —
generates about the same magnitude of operations. The F/A-18 aircraft conduct
only a few more operations than the F-14s; however, no single community
dominates NAS Oceana operations.

The monthly variation of operations at NALF Fentress is much greater than for
NAS Oceana due to the fact that NALF Fentress is used primarily for FCLP
training. For fleet squadrons, FCLP training is performed just prior to an at-sea
period as required by a given squadron’s workup cycle. For fleet replacement
squadrons, FCLP training is dictated by class sizes, carrier schedules, and class
training phases. Figure 3-8 shows the monthly operations for NALF Fentress for
ARS-1. June is the peak month because Airwings C and H are preparing for
deployments at the end of the month and the beginning of July. Airwing E is also
participating in Sea Trials during June. In addition, the F-14 and E-2 FRSs have
student pilots in the FCLP phase of their training. The contributions by each of the
aircraft categories are shown in Figure 3-9. July is actually the busiest month for
the fleet squadrons because, while Airwing H is finishing its FCLPs in preparation
for deployment, Airwings A and G are performing carrier qualifications and
Airwing J is preparing for TSTA III. The F-14 and E-2 FRSs are not performing a
large number of operations this month. The curves for the three fleet squadron
communities (F-14, F/A-18, and E-2/C-2) tend to have the same shape since each
of the communities supports the same airwing deployments and have the same at-
sea exercise timeline.
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Figure 3-8: Total Monthly NALF Fentress Operations (ARS-1)
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The F-14 fleet usage of NALF Fentress diverges somewhat from the other two
fleet communities because of the presence of Pacific fleet squadrons, which creates
a demand beyond those by the Atlantic airwings.

ARS-5 was chosen for the flow analysis for MCAS Cherry Point since this
scenario captures the greatest loading with five Navy F/A-18 squadrons based
there. Figure 3-10 displays the number of monthly airfield operations at MCAS
Cherry Point for ARS-5. This figure shows two curves. The upper curve reflects
the sum of the monthly operations for all the users based at MCAS Cherry Point
while the lower curve excludes the operations generated by the five F/A-18 fleet
squadrons based there for this scenario.
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Figure 3-10: Total Monthly MCAS Cherry Point Operations (ARS-5)

The spike in operations for the months of February, April, and June are due, in
large part, to F/A-18 FCLP periods. The F/A-18 fleet squadrons for ARS-5 are
assigned to Airwings C and A, as shown in Table 2-6. Figure 2-14 shows that
Airwing C departs for TSTA III at the end of February, for JTFEX in early May,
and for deployment at the end of June. Thereafter, they no longer generate
operations at their home base for the remainder of the simulation period. These
FCLP cycles result in large monthly variations in airfield operations. Airwing A is
on deployment for the first six months and conducts FCLPs one time in the year, in
July for preparation for carrier qualifications. May and June are the lowest and
highest months, respectively, at 20 percent below and almost 40 percent above the
average. These months also represent the greatest monthly change at about 60
percent of the average.

e
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The flow of operations generated by the Marine Corps squadrons does not vary as
much as for the Navy squadrons. Only the EA-6Bs deploy as an entire squadron.
The AV-8 fleet squadrons support detachments and deployments with usually only

a subset of the squadron, so large variations in airfield operations do not occur as
deployments begin or end. Even with the exclusion of the F/A-18 squadrons, the
greatest monthly change in operations is from May to June. However, this change
represents only 28 percent of the average number of monthly operations. '

3.4.2 Airfield Operations by Hour

The number of hourly airfield operations varies during a typical weekday as
squadrons perform their training missions. For this analysis, non-holiday weekday
operation counts are averaged hour-by-hour over the day for the entire simulated
year and for the peak month. The annual averages tend to smooth out the daily
and monthly variation; consequently, the hour-by-hour variation for the annual
average is less than for a given day.

Figure 3-11 compares the number of hourly operations for NAS Oceana averaged
over the simulated year and the peak month of April for ARS-1. Most of the
operations occur between 0700 and 2400 with prominent daytime surge between
0800 and 1800. During this surge period, there is an average of 68 operations per
hour. During this same period in the Baseline Scenario, there is an average of 33
operations per hour. In the late afternoon/early evening there is a lull as daytime
missions are completed but nighttime missions have not yet begun. This lull period
shifts during the year with sunset, resulting in a somewhat flat average after the
1800 hour on the annual graph. The evening lull is more apparent in the peak-
month average since sunset does not vary greatly during this 30-day window.
Most of the nighttime flying occurs in the three-hour period following sunset. The
peak-month also exhibits a significant “mid-day dip”. This is not unusual in that
many squadrons typically schedule a morning and an afternoon flight for a given
aircraft. The mid-day period allows maintenance crews to prepare the aircraft for
its second flight of the day. This mid-day dip also shifts about somewhat based on
the sunrise and sunset times, resulting in a fairly flat curve for the annual average.

Figure 3-12 compares the number of hourly operations for MCAS Cherry Point
averaged over the simulated year and the peak month of June for ARS-5. Between
the hours of 0800 and 1800, inclusive, there is and average of 41 operations per
hour. During this same period in the Baseline Scenario, there is an average of 34
operations per hour. As discussed in the previous section, Airwing C, of which
three F/A-18 fleet squadrons are based at MCAS Cherry Point, is preparing for
deployment at the end of this month. Consequently, these three squadrons all
perform two weeks of FCLPs during this period. Approximately two thirds of
FCLPs are conducted under nighttime conditions; the squadrons schedule their
first nighttime FCLP period of the day about 30 minutes after sunset, which ranges
from 2015 to 2030 during this month. Therefore, the first nighttime FCLP period
typically commences at about 2045 or 2100. While the squadrons attempt to

+ __w__
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complete their FCLPs as soon as possible on a given night, the training can be
expected to extend past the 2300 tower pattern close time. This occurs on 22 days
during the simulated year; these days are clustered into five two-week periods. On
only four days do the FCLPs extend past 0100; however, the FCLPs never exceed
0200. As stated in Section 2.2.3, no restriction is placed on the scheduling of
FCLPs past the 2300 tower pattern close time. On days when nighttime FCLPs
are scheduled, the F/A-18 squadrons attempt to shift the entire workday later to
minimize the staffing demand on the maintenance crews. While no deliberate effort
is made to shift the workday in NASMOD, a variety of modeling parameters do
limit the rate at which aircraft can be “turned around” by the maintenance crews
and be launched by the squadron. This does result in a shift to later hours as is
evident in Figure 3-12 for the peak month. As described earlier, it also accounts
for the mid-day dip. As with the graph for NAS Oceana, the annual average
smoothes out spikes that would result from a plot of a single day’s (or single
month’s) operations.

3.4.3 Training Area Sorties by Month

The monthly sortie flows in the five primary training areas of this study for the
simulated year are shown in Figure 3-13. The black lines indicate ARS-1 and the
grey lines indicate ARS-5. The monthly variations are due to changes in demand
by the users as they progress through their training workups. W-72 flow data
includes the sorties to the W-72 TACTS range. Note that W-72 experiences a
greater amount of variation than W-122; this is because the predominant users of
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W-72 are NAS Oceana-based squadrons that are subject to workup fluctuations.
Navy generated sorties account for a smaller percentage of the total sorties for
W-122, thereby imposing a smaller amount of variation.

There is not a significant difference in the usage of Navy Dare, BT-11, and BT-9
between ARS-1 and ARS-5. The usage of W-72 is slightly lower and W-122
slightly higher for ARS-5 as compared with ARS-1. This results from the
preference of performing basic over-water training in the closest warning area by
the relocated F/A-18 fleet squadrons. All three squadrons in Airwing C and both
squadrons in Airwing A are “in phase” in terms of the times of year for which they
make demands on each of the training areas. This has the effect of amplifying the
additional number of over-water (W-122) sorties for ARS-5 in June and April, for
example.

The average number of monthly sorties for W-72 (including the TACTS range
sorties) is about 2550 in ARS-1 and 2280 in ARS-5; however, the lowest month is
16 percent below the average for both ARS-1 and ARS-5 while the highest month
is 26 percent above the average for ARS-1 and 24 percent above the average for
ARS-5. The variation for W-122 is only about 10 percent above or below its
average of 1220 monthly sorties. For ARS-5, the averages is about 1450 sorties
per month, with the maximum month of June at 28 percent above average and the
lowest month of August at 16 percent below average. The variation for Navy
Dare is about 20 percent of its average of 600 monthly sorties for both scenarios.
The bombing targets experience a significant amount of monthly variation. BT-11
and BT-9 sortie counts can differ from their monthly average by up to 36 percent
and 63 percent, respectively, for ARS-1 and 28 percent and 58 percent,
respectively, for ARS-5.
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4 AIR TRAFFIC IN THE DARE COUNTY REGION

This section presents an examination of military and civilian air traffic in the Dare
County region, including military operations in R-5314, existing procedures for
instrument arrivals to the Manteo/Dare County Regional Airport, the impacts of
relocated Navy F/A-18 aircraft, and the potential benefits of enhanced radar
coverage in the area.

4.1 Traffic Description

The air traffic in the Dare County/R-5314 region below 23,000 feet MSL is
composed of military aircraft transiting to and from operating areas, such as
R-5314, civilian aircraft on Victor airways, and civilian aircraft operating under
visual flight rules (VFR). Civilian airports in the greater area include Norfolk
International Airport, Craven County Regional Airport, Manteo/Dare County
Regional Airport, Elizabeth City Coast Guard Air Station/Municipal Airport, and
First Flight Airport at Kitty Hawk, North Carolina. Figure 4-1 depicts the location
of civilian airports and military airfields in the vicinity of Dare County and R-5314.
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Figure 4-1: Airports/Airfields in the Vicinity of Dare County
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R-5314, located 70 nautical miles to the south of NAS Oceana, is 40 miles by 15
miles in size, with ceilings ranging from 6,000 feet to 20,500 feet MSL. Military
aircraft from NAS Oceana and Seymour Johnson AFB are the primary users of
R-5314. Other sources of military operations include Pope AFB, MCAS Cherry
Point, various Air National Guard units, Shaw AFB, MCAS Beaufort, and naval
aircraft carriers operating offshore. The restricted airspace is administered by the
Air Force 4th Wing, Seymour Johnson AFB. This restricted use airspace contains
two ranges to the east of the Alligator River; the northern half, called the Navy
Dare County Range, is scheduled and operated by the Navy’s Fleet Area Control
and Surveillance Facility, Virginia Capes, and the southern half, named the Air
Force Dare County Range, is scheduled and operated by the Air Force 4th Wing.
R-5314 is the primary air-to-ground training area for squadrons and units based at
NAS Oceana and Seymour Johnson AFB.

Figure 4-2 and Figure 2-11 show R-5314 from planform and side views,
respectively.

Abemarte Sound
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500' AGL to 10,000' MSL
J 1,000' AGL to 6,000' MSL
©1993 DeLorme Mapping
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G

H

Figure 4-2: Planform View of R-5314

Norfolk Approach Control and NAS Oceana Approach Control provide the
primary air traffic control service to aircraft operating in the area. Washington Air
Route Traffic Control Center (ARTCC), FACSFAC VACAPES, and MCAS
Cherry Point Approach Control also have air traffic control responsibilities in close
proximity to the region. The Norfolk/NAS Oceana approach control airspace is
depicted in Figure 2-7.

Military aircraft enter R-5314 west of the Alligator River during most flights, as
the flight tracks Figure 4-3 indicate. NAS Oceana-based aircraft normally enter
and depart R-5314 from the north at 4,000 to 7,000 feet. Note that seven visual
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MTRs and two instrument MTRs terminate at or near the edge of R-5314. Many
of the aircraft on these routes enter R-5314 to spend time on the ranges at the
completion of their training route activity.

Millitary Ingress Paths =~ essecsees

©19 DeLme"M.g;‘ng N q\/ﬁ?ﬁ “’V - MOA

Figure 4-3: Normal R-5314 Ingress Flight Paths

The primary civilian air traffic in the region is composed of general aviation aircraft
operating under VFR, with the majority flying below 5,000 feet AGL. Several
Victor airways (routes that are part of the low altitude federal airway structure
below 18,000 feet MSL) exist in the vicinity of R-5314 and include V-189, V-266,
V-472, V-310, V-70, and V-290 (see Figure 4-3). Aircraft utilize the Victor '
airways under VFR and IFR at all altitudes below 18,000 feet to appropriate floors
as determined by air navigation aids and/or terrain restrictions. In addition, civilian
traffic must maintain 3 NM lateral separation from restricted airspace boundaries.

4.2 Military Operations in the Dare County Ranges and R-5314

As discussed in the previous section, the primary users of R-5314 are units based
at NAS Oceana and Seymour Johnson AFB. With the last Navy A-6 squadron at
NAS Oceana decommissioning in 1997, the only NAS Oceana-based aircraft
utilizing R-5314 will be F-14 aircraft (fleet and FRS) and an occasional F/A-18
aircraft (from the adversary squadron). The two F-15E fighter units and two
F-15E fighter training units based at Seymour Johnson AFB heavily utilize R-5314.
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Presently, Navy aircraft rarely use the Air Force range, but Air Force aircraft
frequently operate on the Navy range.

Other aircraft that schedule the Navy Dare County Range include F-16 aircraft
from the Virginia Air National Guard and Shaw AFB, F/A-18 aircraft from MCAS
Beaufort and aircraft carriers during special exercises, AV-8 aircraft from MCAS
Cherry Point, and A-10 aircraft from Pope AFB (see Table 4-22). The Air Force
Dare County Range also experiences operations from these aircraft types.
Scheduling of the ranges is conducted through the appropriate agency as described
in the previous section. Most flights, which are normally composed of two or four
aircraft, schedule range time in 15- to 60-minute periods.

R-5314 and the Navy and Air Force Dare County ranges are reserved for air-to-
ground missions. Specific missions conducted in the area include close-air
support, forward-air control, strike, delivery practice, and reconnaissance
mapping. During these activities, the pilots are operating under VFR and are
responsible for staying within the boundaries of the airspace. According to the
airspace and range management personnel of the Air Force 4th Wing, no airspace
spillouts, near-misses, or accidents with civilian aircraft have been reported in at
least the last five years.

Activation of the restricted airspace is based upon the first and last scheduled
missions of the day at either the Air Force or Navy Dare County Range. In
general, the restricted airspace is activated (becomes “hot”) between 0700 to 0800
in the morning, and is returned to Washington ARTCC at 2400. .

4.3 Manteo Airport

The Manteo/Dare County Regional Airport is a small, municipal airport located in
the northern portion of Roanoke Island. The majority of the airport’s traffic
includes helicopters and small fixed-wing aircraft arriving and departing with air
tours and advertisement banners and other general aviation traffic. The
uncontrolled (no manned control tower) airport has two runways, Runway 04/22
and Runway 16/34. Runway 22 is the longest at 3,300 feet. The approach end of
Runway 04 is about 6.5 NM (runway heading) from the edge of R-5314. The
airport has three published instrument approaches — two to Runway 16 and one
to Runway 04.

Due to its close proximity to R-5314, aircraft conducting IFR approaches to
Runway 04 interact with the northeastern portion of the restricted airspace. Figure
4-4 presents the current, published NDB/GPS RWY 4 approach plate for the
Manteo Airport; note that the outer edge of the procedure turn to final is within
the 10 NM radius circle shown. This figure shows the relationship between the
airport, the instrument arrival flight track to Runway 04, and R-5314, and includes
a basic diagram of the airport in the lower right-hand corner. Note that VFR
arrivals to Runway 04 and IFR and VFR departures and arrivals to the other three
runways do not interact with R-5314.
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Figure 4-4: Runway 04 Approach Plate for Manteo Airport

Radar-monitored instrument approaches to Manteo Airport are currently not
available since Norfolk Approach Control cannot provide radar services in the area
due to lack of radar coverage. Published approach procedures provide aviators
with a safe means to arrive at an airport during inclement weather using air
navigation aids, such as a nondirectional beacon (NDB) or the global positioning
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system (GPS). In the case of Runway 04 instrument arrivals, the approach
procedure dictates that aircraft make a procedural turn within 10 NM of the
Manteo NDB. Federal Air Regulations mandate that all aircraft maintain a 3 NM
lateral separation (unless otherwise indicated) from active restricted airspace and
that military and civilian nonparticipating aircraft operating under IFR or VFR are
not permitted within active restricted airspace boundaries. Therefore, if wind
conditions require landing on Runway 04, one of two actions may be taken: (a)
R-5314 must be inactive (i.e., released back to the controlling agency, Washington
ARTCC in this situation) prior to the commencement of a straight-in instrument
approach to Runway 04; or (b) the pilot performs a circling NDB approach to
Runway 16 or a circling VOR/GPS approach to Runway 16 with a landing on
Runway 04.

Currently, no procedures exist to allow for instrument approaches to Runway 04
when R-5314 is active. Pilots must exercise option (b) in the situation described
above. A procedure is currently being developed by the Air Force, Navy, and FAA
to facilitate the release of R-5314 back to the FAA to accommodate instrument
approaches to Runway 04. If both the Air Force and Navy ranges are clear, then
the FAA is notified, R-5314 becomes “cold”, and aircraft are cleared to enter the
restricted airspace during the approach to Runway 04. If, at the time of request
for an instrument approach to Runway 04, one of the ranges is not clear, the
civilian aircraft must delay its approach until the activity at the range is complete,
all military aircraft have cleared the airspace, and R-5314 is released back to the
FAA.

This procedure is not ideal due to potential aircraft delay time, but it does
accommodate both Manteo Airport traffic and Dare County Range military
operations in a safe manner. Potential coordination conflicts between the Manteo
Airport and the Dare County Range under instrument meteorological conditions
are expected to decrease after the Navy A-6 aircraft, which have all-weather
mission capabilities, are retired from service.

4.4 Effect of the Relocation of Navy F/A-18 Squadrons

The arrival of Navy F/A-18 squadrons to NAS Oceana (and/or MCAS Cherry
Point) will result in, at most, a 30 percent increase of Navy Dare County Range
utilization but with minimal impacts to the length of time each day that R-5314 is
active and, accordingly, to civilian aircraft transiting in the vicinity of R-5314.

The Navy F/A-18 mission is part fighter and part attack, a role that borrows
elements from the Navy F-14 and A-6 communities. The F/A-18 aircraft’s
operating speeds are similar to the F-14, and the Navy F/A-18 squadrons will
transit to and from most training areas as do the Navy F-14 squadrons. Unlike the
A-6 squadrons, Navy F/A-18 squadrons currently do not conduct all-weather
missions. Additionally, the F/A-18 squadrons perform low-level missions (flights
utilizing visual MTRs) with a much lower frequency than the A-6 squadrons did.

i
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Air Traffic in the Dare County Region

At this time, no new operating or scheduling procedures have been identified as
necessary to accommodate the F/A-18 mission and activities at R-5314.

The relocation of the Navy F/A-18 squadrons to NAS Oceana will have a
moderate impact on the Navy Dare County Range utilization. In the Baseline
Scenario, the average number of sorties per day (weekday) conducting operations
in the northern half of R-5314 is 19 . In ARS-1, the introduction of 11 F/A-18
fleet squadrons and one F/A-18 FRS to NAS Oceana results in a seven-sortie per
day net increase (37 percent) to an average rate of 26 sorties per day at the Navy
Dare County Range.

4.5 Benefits of Enhanced Radar Coverage

The Navy is in the process of determining a site for an air surveillance radar system
in northeastern North Carolina. At this time, the Elizabeth City Coast Guard Air
Station is the proposed site for installation of this radar. The radar system is
proposed to be installed and operational by the end of 1997 with data feeds to
FACSFAC VACAPES and Norfolk Approach Control, with Norfolk Approach
Control providing the radar services. Radar coverage in this area will offer
significant benefits to all civilian and military users. The implementation of a new
radar site will provide all airspace users with better service and a safer flying
environment while enhancing military training. The primary benefits to the flying
community will include:

Increased Flight Safety. Improved radar coverage will allow air traffic controllers
to provide more efficient positive control of flights on instrument flight plans and
offer more effective VFR traffic advisory service.

Enhanced Services to Civil Airfields. With improved radar coverage, at least five
additional civil airfields will be able to receive VFR and IFR services below 5,000
feet, including radar separation from other aircraft and vectoring to initial approach
fixes for the final approach.

Improved Traffic Flow and Services to Dare County/Manteo Airport. With
improved radar coverage, a new instrument approach to Runway 04 at the Dare
County/Manteo Airport can be designed and implemented, meeting all current
restricted airspace separation criteria.

M
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5 SUMMARY AND CONCLUSIONS

This study examines the capability of NAS Oceana and MCAS Cherry Point,
including NALF Fentress, MCALF Bogue, and the local airspace and ranges, to
accommodate the prospective levels of operations resulting from the
implementation of BRAC 95-related decisions. This analysis is accomplished
through the use of a fast-time computer simulation model, NASMOD, by modeling
the proposed tenant squadrons and other airspace and range users with their
training requirements over a simulated year. This study also examines the issues
related to the proximity of the Manteo/Dare County Regional Airport to R-5314.

The NASMOD model of NAS Oceana and MCAS Cherry Point was developed
with extensive coordination between the analysts and military personnel and
encompasses all the relevant airfield, airspace, and squadron attributes required to
characterize the elements under the scope of this study.

Five alternative relocation scenarios (ARS) were identified by the Navy for
analysis. Each scenario represents an alternative base-loading squadron mix in a
future year (i.e., FY99) following the relocation and realignment of the modeled
squadrons. A baseline scenario was analyzed with which to compare the
alternatives.

The tenant mix for the Baseline Scenario is as follows:

NAS Oceana MCAS Cherry Point
7 F-14 Atlantic fleet squadrons 3 AV-8 fleet squadrons
4 F-14 Pacific fieet squadrons 1 AV-8 FRS
1F-14 FRS 4 EA-6B squadrons
1 F/A-18 adversary squadron 1 KC-130 fleet squadron
1 KC-130 FRS

The alternative scenarios specify the location of the Atlantic F/A-18 squadrons as
follows:

ARS-1 ARS-2 ARS-3 ARS4 ARS-5
NAS Oceana 11+FRS| 9+FRS | 8+FRS | 6 +FRS | 6 + FRS
MCAS Cherry Point 3 5
MCAS Beaufort 2 5

The impacts of Navy squadron realignment alternatives on MCAS Beaufort and
that air station’s surrounding training areas is not examined in the study.

In the Baseline Scenario, each modeled squadron and unit is able to complete its
training with very little difficulty. Delays, scheduling adjustments and
postponements, and incomplete airfield operations are minimal. The training areas,
although significantly utilized, are able to accommodate users’ demand adequately;
however, some missions occasionally “flex” to alternate training areas due to
scheduling conflicts.

With the realignment of the Navy F/A-18 squadrons from NAS Cecil Field to NAS
Oceana and MCAS Cherry Point (ARS-3 and -5), operation levels at airfield and
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local training areas increase significantly. With the increases in operations comes a
cost to existing tenant squadrons (as well as the realigned squadrons) in terms of
“lost” airfield operations (i.e., desired return-to-base pattern operations not
performed due to full patterns, weather, or FCLP periods underway), more
frequent usage of secondary and alternate training areas, an increase in adjusted
and postponed missions, and flight launch times more frequently “pushed” later in
the day or later in the evening. With more users in the region and more demand
placed on limited training area resources, the scheduling of flight operations
becomes more complex. These impacts of the increase in operations are costs to
the users, air traffic control, and range schedulers in the area.

On an annual basis, the increase in flight operations from the realignment of the
Navy F/A-18 squadrons does not affect the ability of the squadrons to complete
their overall flight requirements. Although increases for most aircraft groups in
adjusted and postponed flights do occur in the alternative scenarios, no significant
postponements in flight scheduling are experienced. Some adjustments are made
to alternative or less-preferred training areas for most squadrons. Also, shifting of
flight launch times due to adjusted training area selections affect squadron aircraft

 allocation and overall scheduling efficiency.

5-2

Significant increases of airfield operations at NAS Oceana occur with the
realignment of the F/A-18 squadrons. In ARS-1, airfield operations increase by
about 120 percent (about 128,600 operations) above baseline levels. The F/A-18
FRS contributes 47 percent of the increase. NALF Fentress experiences an
increase of 51 percent in airfield operations. As a result of increased operations,
taxi delay, a component of the mission delay, increases by 90 percent, rising from
1.0 minute in the Baseline to 1.9 minutes per sortie on average for ARS-1. Due to
increased interactions and pattern congestion, completion of desired return-to-base
pattern operations drops from 98.0 percent (average over all aircraft groups) in the
Baseline Scenario to 92.8 percent in ARS-1. The F-14 fleet squadrons experience
the largest decrease, from 97.2 percent in the Baseline Scenario to 89.3 percent in
ARS-1.

Airfield operations at MCAS Cherry Point increase moderately in ARS-3 and -5
(18 percent and 26 percent, respectively) as a result of relocation of Navy F/A-18
fleet squadrons. Night (2200 to 0700) operations increase sharply — by 85
percent in ARS-3 and 113 percent in ARS-5. The F/A-18 fleet squadrons conduct
about 10,700 FCLP operations annually in ARS-3 at MCAS Cherry Point. Note
that MCALF Bogue Field operations, which total about 17, 300 annually, are not
affected by Navy F/A-18 squadron operations.

Interactions increase only slightly from baseline levels with the F/A-18 squadrons
at MCAS Cherry Point. The average taxi delay increases from the Baseline
Scenario by about six seconds per sorties in ARS-3 and eight seconds in ARS-5.
Taxi delay at MCAS Cherry Point is much lower on average (0.14 minutes in the
Baseline) than at NAS Oceana (60 seconds). The pattern event completion rate
drops from 96.8 percent to 94.2 percent and 94.4 percent in ARS-3 and ARS-5,
respectively. Compared to the number of “lost” operations at NAS Oceana, the
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operations “lost” at MCAS Cherry Point are much lower (about 70 percent lower
for ARS-3).

Navy F/A-18 squadrons have a significant impact on local training area operations,
especially in W-72, the W-72 TACTS range, Navy Dare County Range, and
BT-11. The F/A-18 squadrons utilize almost all of the local areas currently used
by the aircraft communities at NAS Oceana and MCAS Cherry Point. In W-72,
annual sorties double after the realignment of F/A-18s to NAS Oceana, increasing
from about 11,400 in the Baseline Scenario to 22,800 in ARS-1. Even in ARS-4
(the scenario with the fewest Navy F/A-18 squadrons in the region), W-72 sorties
increase by 44 percent to 20,200 for the simulated year.

The W-72 TACTS range and Navy Dare County Range approach capacity limits
with the realignment of F/A-18 squadrons. The TACTS range in ARS-1 is utilized
83 percent (of its published available hours), with over 8000 sorties using the area
annually. In the Baseline Scenario, the TACTS range experiences 4000 annual
sorties and has a utilization rate of 78 percent. The number of sorties utilizing the
TACTS range increases by 67 percent in ARS-1 (the greatest increase from the
baseline of any alternative scenario) to 46 percent in ARS-4 (the smallest increase).

Note that the utilization percentages for the alternative scenarios are about the
same as for the Baseline although the number of sorties is substantially higher.

This implies that, as more Navy squadrons are based in the region, the average
number of aircraft participating in each TACTS range event will increase. Also,
scheduling inefficiencies and demand peaking from among the squadrons preclude
the possibility of scheduling 100 percent of the available hours, and utilization rates
of 80 percent to 85 percent may be a practical upper limit given the current
scheduling procedures and requirements.

Navy Dare County Range also experiences high levels of utilization after the
realignment. The annual sorties at Navy Dare increase by 37 percent in ARS-1, 33
percent in ARS-2, -3, and -5, and 25 percent in ARS-4. The variation of Navy
Dare’s utilization rate in the alternative scenarios is very small: 67 percentin .
ARS-1 and 64 percent in ARS-4. As demand for the area is reduced (e.g., ARS-1
to ARS-4 or ARS-5), the utilization rate does not decrease by a proportional
amount. This observation, coupled with the fact that the training area selection
“flexing” from Navy Dare increases in the alternative scenarios, suggests that as
Navy Dare’s utilization rate approaches 70 percent, the range approaches
“capacity,” or saturation.

The increases in annual sortie rates at BT-9 and BT-11 are on the same order in all
scenarios as those experienced at Navy Dare range. BT-11 sorties increase by 34
percent in ARS-1 and only 19 percent in ARS-4 from baseline levels. Similarly,
BT-9 annual sorties increase by 41 percent in ARS-1 and 16 percent in ARS-4
from the Baseline Scenario. From a schedule capacity point-of-view, BT-11 has
the ability to accommodate increased operations after the realignment of the Navy
F/A-18 squadrons (in any scenario). BT-11’s utilization rate is approximately 50
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percent for all scenarios (42 percent in the Baseline Scenario). On average, BT-9 is
only utilized about 20 percent of its available hours.

W-122 is significantly affected only in ARS-3 and -5, in which F/A-18 fleet
squadrons are based at MCAS Cherry Point. Annual sorties increase by 13
percent and 21 percent in ARS-3 and ARS-5, respectively. Air Force jets
(primarily F-15E aircraft from Seymour Johnson AFB) and Marine Corps
squadrons from MCAS Cherry Point dominate the usage of W-122, annually
generating about 5430 sorties and 5800 sorties, respectively. These two user
groups represent about 79 percent of the annual sorties in the Baseline Scenario
and 65 percent in ARS-5.

The local MTRs are modeled with MCAS Cherry Point and NAS Oceana
squadrons’ demand only. These routes are scheduled only to avoid multiple flights
from beginning a route at the same time. Capacity of the local route system is not
a constraint on squadron operations. The local MTRs experience about 3530
sorties annual in the Baseline Scenario. In ARS-1, about 5060 aircraft — an
increase of 43 percent — perform operations on the MTRs, and in ARS-4, about
4680 sorties conduct flights on MTRs, representing a 32 percent increase in
operations. The most utilized MTR in the area in ARS-1 experiences 5 to 6 sorties
per day on average. :

Monthly and hourly operation flows are examined at MCAS Cherry Point
(ARS-5), NAS Oceana (ARS-1), and at five training areas (ARS-1 and ARS-5).
The busiest month at NAS Oceana is April with about 22,200 operations. At
NALF Fentress, the peak month is June with about 20,000 operations performed;
during the least busy month at Fentress, about 6000 operations are conducted.
The variation in monthly operations is extreme compared to the monthly
operations at NAS Oceana, which reflects the FCLP schedule.

At MCAS Cherry Point, airfield operations in ARS-5 vary from a low of 9800 in
January to a peak of over 17,100 operations June. With the realignment of F/A-18
fleet squadrons, the month-to-month variations in ARS-5 are much greater than in
the Baseline Scenario.

Annual hourly airfield operations between 0800 to 1900, representing the average
day’s “surge” period, average 33 operations per hour at NAS Oceana in the
Baseline Scenario and 68 operations per hour in ARS-1. Similarly, operations
during this same period at MCAS Cherry Point average 34 operations per hour in
the Baseline Scenario and 41 operations per hour in ARS-5.

An analysis of military and civilian traffic in the Dare County region of the
potential impacts due to the increase in operations from the realignment of the
Navy F/A-18 squadrons on the civilian traffic in the area was performed. Although
the number of sorties to and from R-5314 increases by 37 percent in ARS-1 and
25 percent in ARS-4 over the baseline levels, the amount of hours that the range is
utilized increases by at most 10 percent in any of the alternative scenarios. In
ARS-1, the introduction of 11 F/A-18 fleet squadrons and one F/A-18 FRS to
NAS Oceana results in a seven-sortie-per-day net increase (37 percent) to an
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average rate of 26 sorties per day at the Navy Dare County Range. Furthermore,
the amount of time that the range is “open” per day will only slightly increase in
order to accommodate special operations. No significant impact on civilian traffic
is caused by the additional R-5314 operations resulting from the realignment of
Navy F/A-18 squadrons to the region.

The Navy is in the process of determining a site for an air surveillance radar system
in northeastern North Carolina. Radar coverage in this area will offer significant
benefits to all civilian and military users. The implementation of a new radar site
will provide all airspace users with better service and a safer flying environment
while enhancing military training. The primary benefits to the flying community
will include: increased flight safety, enhanced services to civil airfields, and
improved traffic flow and services to Dare County/Manteo Airport.
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. APPENDIX A: AIRFIELD UTILIZATION

This section contains tables of airfield operations, flight track operations, and NAS
Oceana Lightship approach data for selected scenarios. MCAS Cherry Point and
MCALF Bogue Field airfield operation tables are not included for ARS-1, -2, and
-4. The operation levels and type distributions of these scenarios do not differ
significantly from the scenarios with the same base loading at MCAS Cherry Point.
To determine the MCAS Cherry Point and MCALF Bogue Field airfield operations
for ARS-1, -2, and -4, see the Baseline tables.

In reviewing and comparing quantitative results, note that, unless otherwise
discussed in the text (Section 3), each of the alternatives should be compared
against the baseline scenario. Since the results are dependent upon airwing
compositions as well as base loading, comparisons between the alternative
scenarios may result in misleading conclusions. Some variation is to be expected -
due to random behavior designed into the model.

A.1 Basic Airfield Operations

Two types of airfield operations tables are presented: basic and flight track. The
basic airfield operations are those commonly used by ATC personnel in counting
the number of actions during each airfield event. They are defined as follows:

. Departure One aircraft taking off from a runway from a full
stop. One operation.
Full Stop Visual One aircraft performing a full-stop landing under
Landing VFR from either the visual touch-and-go pattern, or
a straight-in approach. One operation.
Full Stop Instrument One aircraft performing a full-stop landing using a
Landing GCA or other instrument landing system. One
operation.
Pad Landing One aircraft performing an approach to a vertical
landing on a pad. One operation.
Visual Touch-and-Go/ One aircraft performing a visual approach followed

Low Approach by either a takeoff (in a touch-and-go) or a missed
: approach. Two operations.

instrument Touch-and-Go/ One aircraft performing an instrument approach
Low Approach followed by either a takeoff (in a touch-and-go) or a
missed approach. Two operations.

Field Carrier Landing Similar to a visual touch-and go event. Two
Practice operations.
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Press-Up A vertical takeoff from a pad followed by hovering
maneuvers and a vertical pad landing. Two
operations.

Pad Vertical Takeoff One aircraft performs a vertical takeoff from a pad,

to Pad Landing accelerates to forward flight speed around a pattern,
Circuit and conducts an approach to a vertical pad landing.

Two operations.
Specific operations at MCALF Bogue Field include:

Field Carrier Landing Pattern operations with approaches to a simulated
Practice ship deck. Two operations.

Forward Base Operations  Pattern operations with approaches to the runway.
Two operations.

Expeditionary Airfield ~ Arrivals, departures, and pattern operations during
Operations expeditionary airfield demonstrations and exercises.

Transient aircraft airfield operations are performed by aircraft not based at the
specific air station. The transient aircraft may perform a full-stop landing and
remain at the base for several hours or several days. Some transients conduct
approaches and depart out of the local operating area. The sources of these
transient aircraft are as diverse as the number of military bases throughout the
United States, but certain aircraft types perform the majority of operations in each
transient group. The transient aircraft groups are described below:

NAS Oceana
Transient Jet Primarily Navy jets such as F-14, S-3, and F/A-18
aircraft, but includes Lear jets and transports.
Transient Prop Primarily E-2, C-2, T-34, and C-130 aircraft.
MCAS Cherry Point
Transient Jet Includes a wide variety of military jets such as F-15,
F-16, and F/A-18 aircraft.
Transient Prop : Includes C-12, E-2, and C-130 aircraft.
Transient Heavy Primarily C-141, C-5, and KC-10, aircraft.
Transient Large Primarily C-9 aircraft.
Transient Helicopter Includes H-46, H-53, UH-1, AH-1, AH-64, and
OH-58 helicopters.
MCALF Bogue Field

Marine Corps Helicopter ~ Primarily MCAS New River-based CH-46, CH-53,
UH-1, and AH-1 helicopters.
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Other Military Jet
Other Military Helicopter

helicopters.

Primarily Marine Corps F/A-18 aircraft.

Includes a variety of Army and foreign military

Table A-1: Annual Basic Operations at NAS Oceana and NALF Fentress for the Baseline Scenario

Airtield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fieet Departure 12,358 867 13,225
Full Stop Visual Landing 11,360 1,340 12,700
Full Stop Instrument Landing 399 115 514
Visual Touch-and-Go/Low Approach 19,320 1,076 20,396
Instrument Touch-and-Go/Low Approach 526 44 570
Field Carrier Landing Practice 0 0 0
TOTAL 43,963 3,442 47,405
F-14 FRS Departure 6,627 320 6,947
Full Stop Visual Landing 5,953 355 6,308
Fult Stop Instrument Landing 309 330 639
Visual Touch-and-Go/Low Approach 26,502 954 27,456
Instrument Touch-and-Go/Low Approach 3,774 1,460 5,234
Field Carrier Landing Practice 0 0 0
TOTAL 43,165 3,418 46,584
Adversary Departure 826 13 839
Full Stop Visual Landing 826 2 828
Full Stop Instrument Landing 5 0 5
Visual Touch-and-Go/Low Approach 436 0 436
Instrument Touch-and-Go/Low Approach 168 0 168
TOTAL] 2,261 15 2,276
Transient Jet Departure 947 20 967
Full Stop Visual Landing 710 14 724
Full Stop Instrument Landing 241 2 243
Visual Touch-and-Go/Low Approach 1,050 28 1,078
Instrument Touch-and-Go/Low Approach 806 30 836
TOTAL] 3,754 94 3,848
Transient Prop Departure 1,611 31 1,642
Full Stop Visual Landing 1,156 16 1,171
Fult Stop Instrument Landing 463 8 471
Visual Touch-and-Go/Low Approach 2,838 52 2,890
Instrument Touch-and-Go/Low Approach 2,568 42 2,610
TOTAL; 8,635 149 8,784
AIRFIELD TOTAL 101,778 7,118 108,897
NALF Fentress
Airfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Field Carrier Landing Practice 25,074 13,566 38,640
F-14 FRS Field Carrier Landing Practice 15,946 7,334 23,280
E-2 Fleet Field Carrier Landing Practice 9,743 7,057 16,800
E-2 FRS Field Carrier Landing Practice 11,641 5,959 17,600
C-2 Fleet Field Carrier Landing Practice 7,772 576 8,348
AIRFIELD TOTAL 70,176 34,492 104,668
w VYRS
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Table A-2 Annual Basic Operations at NAS Oceana and NALF Fentress for ARS-1

Airfield Operations
Aircraft Operatlon Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Departure 12,181 1,169 13,350
Full Stop Visual Landing 11,302 1,502 12,804
Full Stop Instrument Landing 365 17 536
Visual Touch-and-Go/Low Approach 20,772 994 21,766
Instrument Touch-and-Go/Low Approach 456 56 . 512
Field Carrier Landing Practice 640 240 880
TOTAL 45,716 4,132 49,848
F-14 FRS Departure 6,539 425 6,964
Full Stop Visual Landing 5,921 393 6,314
Full Stop Instrument Landing 265 385 650
Visual Touch-and-Go/Low Approach 25,274 918 26,192
Instrument Touch-and-Go/Low Approach 3,732 1,500 5,232
Field Carrier Landing Practice 0 180 180
TOTAL 41,731 3,801 45,532
F/A-18 Fieet Departure 14,330 1,298 15,628
Full Stop Visual Landing 12,556 1,891 14,447
Full Stop instrument Landing 851 342 1,193
Visual Touch-and-Gao/Low Approach 24,342 1,914 26,256
Instrument Touch-and-Go/Low Approach 2,124 800 2,924
Field Carrier Landing Practice 1,180 1,080 2,260
TOTAL| 55,383 7,325 62,708
F/A-18 FRS Departure 8,059 479 8,538
Full Stop Visual Landing 6.838 667 7.505
Full Stop Instrument Landing 689 344 1,033
Visual Touch-and-Go/Low Approach 35,822 2,412 38,234
Instrument Touch-and-Go/Low Approach 4,406 654 5,060
Field Carrier Landing Practice 160 0 160
TOTAL| 55,974 4,556 60,530
Adversary Departure 2,262 71 2,333
Full Stop Visual Landing 2,316 0 2,316
Full Stop Instrument Landing 16 1 17
Visual Touch-and-Go/Low Approach 1,476 0 1,476
Instrument Touch-and-Go/Low Approach 166 Q 166
TOTAL 6,236 72 6,308
Transient Jet Departure 947 20 967
Full Stop Visual Landing 709 14 723
Full Stop Instrument Landing 242 2 244
Visual Touch-and-Go/Low Approach 1,004 22 1,026
Instrument Touch-and-Go/Low Approach 804 30 834
TOTAL 3,706 88 3,794
Transient Prop Departure 1,634 30 1,664
Full Stop Visual Landing 1,173 16 1,189
Full Stop Instrument Landing 467 8 475
Visual Touch-and-Go/Low Approach 2,778 52 2,830
Instrument Touch-and-Go/Low Approach 2,572 42 2,614
TOTAL| 8,624 148 8,772
AIRFIELD TOTAL 217,370 20,122 237,492
NALF Fentress
Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Field Carrier Landing Practice 20,508 17,652 38,160
F-14 FRS Field Camier Landing Practice 14,802 8,658 23,460
F/A-18 Fleet Field Carrier Landing Practice 17,629 11,711 29,340
F/A-18 FRS Field Carrier Landing Practice 17,187 7,299 24,486
E-2 Fleet Field Carrier Landing Practice 7,873 8,927 16,800
E-2FRS Field Carrier Landing Practice 10,291 7,309 17,600
C-2 Fleet Field Carrier Landing Practice 7,860 488 8,348
AIRFIELD TOTAL 96,150 62,044 158,194
+_
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Table A-3: Annual Basic Operations at NAS Oceana and NALF Fentress for ARS-2

Alrfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Departure 12,087 1,164 13,251
Full Stop Visual Landing 11,257 1,450 12,707
Futl Stop Instrument Landing 357 177 534
Visual Touch-and-Go/Low Approach 20,568 940 21,508
Instrument Touch-and-Go/Low Approach 474 64 538
Field Carrier Landing Practice 976 320 1,296
TOTAL| 45,719 4,115 49,834
F-14 FRS Departure 6,495 460 6,955
Full Stop Visual Landing 5,895 418 6,313
Full Stop Instrument Landing 282 360 642
Visual Touch-and-Go/Low Approach 25,470 890 26,360
Instrument Touch-and-Go/Low Approach 3,682 1,538 5,220
Field Carrier Landing Practice 50 130 180
TOTAL 41,874 3,796 45,670
F/A-18 Fleet Departure 12,048 1,024 13,072
Full Stop Visual Landing 10,592 1,478 12,070
Full Stop Instrument Landing 700 315 1,015
Visual Touch-and-Go/Low Approach 20,996 1,760 22,756
Instrument Touch-and-Go/Low Approach 1,854 658 2,512
Field Carrier Landing Practice 140 924 1,064
TOTAL 46,330 6,159 52,489
F/A-18 FRS Departure 8,137 416 8,553
Full Stop Visual Landing 6,907 652 7,559
Full Stop Instrument Landing 686 308 994
Visual Touch-and-Go/Low Approach 35,902 2,190 38,092
Instrument Touch-and-Go/Low Approach 4,520 570 5,090
Field Carrier Landing Practice 320 80 400
TOTAL 56,472 4,216 60,688
Adversary Departure 1,962 55 2,017
Full Stop Visua! Landing 2,006 0 2,006
Full Stop Instrument Landing 10 1 1
Visual Touch-and-Go/Low Approach 1,530 0 1,530
Instrument Touch-and-Go/Low Approach 168 0 168
TOTAL 5,676 56 5,732
Transient Jet Departure 946 21 967
Full Stop Visual Landing 710 14 724
Full Stop Instrument Landing 241 2 243
Visual Touch-and-Go/Low Approach 1,020 22 1,042
Instrument Touch-and-Go/Low Approach 804 30 834
TOTAL 3,721 89 3.810
Transient Prop Departure 1,638 31 1,669
Full Stop Visual Landing 1,183 16 1,199
Full Stop Instrument Landing 462 8 470
Visual Touch-and-Go/Low Approach 2,878 52 2,930
Instrument Touch-and-Go/Low Approach 2,572 42 2,614
TOTAL| 8,733 149 8,882
AIRFIELD TOTAL 208,525 18,580 227,105
NALF Fentress
Alrfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Field Carier Landing Practice 20,274 17,326 37,600
F-14 FRS Field Carrier Landing Practice 13,972 9,308 23,280
F/A-18 Fleet Field Carier Landing Practice 13,570 8,650 22,220
F/A-18 FRS Field Carmier Landing Practice 17,695 6,497 24,192
E-2 Fleet Field Carier Landing Practice 8,520 8,280 16,800
E-2 FRS Field Carier Landing Practice 10,499 7,101 17,600
C-2 Fleet Field Carrier Landing Practice 7,704 644 8,348
AIRFIELD TOTAL 92,234 57,806 150,040
w M
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Table A-4: Annual Basic Operations at NAS Oceana and NALF Fentress for ARS-3

Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Departure 12,176 1,105 13,281
Full Stop Visual Landing 11,285 1,465 12,760
Full Stop Instrument Landing 354 157 511
Visual Touch-and-Go/Low Approach 20,402 994 21.396
Instrument Touch-and-Go/Low Approach 472 56 528
Field Carrier Landing Practice 176 80 256
TOTAL| 44,875 3,857 48,732
F-14 FRS Departure 6,534 450 6,984
Full Stop Visual Landing 5,924 399 6,323
Full Stop Instrument Landing 270 391 661
Visual Touch-and-Go/Low Approach 25,502 904 26,406
Instrument Touch-and-Go/Low Approach 3,698 1,612 5,310
Field Carrier Landing Practice 0 0 0
TOTAL| 41,928 3,756 45,684
F/A-18 Fleet Departure 10,222 827 11,049
Full Stop Visual Landing 8,977 1,281 10,258
Full Stop Instrument Landing 5§90 213 803
Visual Touch-and-Go/Low Approach 17,786 1,512 19,208
Instrument Touch-and-Go/Low Approach 1,590 528 2,118
Field Carrier Landing Practice 220 660 880
TOTAL 39,385 5,021 44,406
F/A-18 FRS Departure 8,066 473 8,539
Full Stop Visual Landing 6,900 674 7,574
Full Stop Instrument Landing 621 344 965
Visual Touch-and-Go/Low Approach 35,738 2,490 38,228
Instrument Touch-and-Go/Low Approach 4,484 616 5,100
Field Carrier Landing Practice 160 80 240
TOTAL| 55,969 4,677 60,646
Adversary Departure 2,272 56 2,328
Full Stop Visual Landing 2,316 0 2,316
Full Stop Instrument Landing 11 1 12
Visual Touch-and-Go/Low Approach 1,522 0 1,522
Instrument Touch-and-Go/Low Approach 164 0 164
TOTAL 6,285 57 6,342
Transient Jet Departure 946 21 967
Fuli Stop Visual Landing 708 14 722
Full Stop Instrument Landing 243 2 245
Visual Touch-and-Go/Low Approach 1,042 22 1,064
Instrument Touch-and-Go/Low Approach 792 30 822
TOTAL 3,731 89 3,820
Transient Prop Departure 1,639 30 1,669
Full Stop Visual Landing 1,175 17 1,192
Full Stop Instrument Landing 469 -8 477
Visual Touch-and-Go/Low Approach 2,792 52 2,844
Instrument Touch-and-Go/Low Approach 2,556 42 2,598
TOTAL 8,631 149 8,780
AIRFIELD TOTAL 200,804 17,606 218,410
NALF Fentress
Airfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Field Carrier Landing Practice 21,508 16,972 38,480
F-14 FRS Field Carrier Landing Practice 14,575 9,425 24,000
F/A-18 Fleet Field Carrier Landing Practice 11,829 ’ 7,391 19,220
F/A-18 FRS Field Carrier Landing Practice 17,006 7,302 24,308
E-2 Fleet Field Carrier Landing Practice 8,641 8,159 16,800
E-2FRS Field Carrier Landing Practice 10,514 7,086 17,600
C-2 Fleet Field Carrier Landing Practice 7,795 553 8,348
AIRFIELD TOTAL 91,868 56,888 148,756
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Table A-5: Annual Basic Operations at NAS Oceana and NALF Fentress for ARS-4

Alrfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Departure 12,155 1,123 13,278
Full Stop Visual Landing 11,279 1,456 12,735
Full Stop Instrument Landing 383 150 533
Visual Touch-and-Go/Low Approach 19,656 996 20,652
Instrument Touch-and-Go/Low Approach 522 44 566
Field Carrier Landing Practice 480 160 640
TOTAL] 44,475 3,929 48,404
F-14 FRS Departure 6,511 455 6,966
Full Stop Visual Landing 5,896 428 6,324
Full Stop Instrument Landing 260 382 642
Visual Touch-and-Go/Low Approach 25,420 964 26,384
instrument T ouch-and-Go/Low Approach 3,670 1,598 5,268
Field Carrier Landing Practice 360 0 360
TOTAL] 42,117 3.827 45,944
F/A-18 Fleet Departure 8,285 719 9,004
Full Stop Visual Landing 7.424 988 8,412
Full Stop Instrument Landing 453 151 604
Visual Touch-and-Go/tow Approach 14,538 876 15,414
Instrument Touch-and-Go/Low Approach 1,314 316 1,630
Field Carrier Landing Practice 380 600 980
TOTAL] 32,394 3,650 36,044
F/A-18 FRS Departure 8,113 421 8,534
Full Stop Visual Landing 6,910 679 7,589
Full Stop Instrument Landing 666 279 945
Visual Touch-and-Go/Low Approach 36,446 2,344 38,790
Instrument Touch-and-Go/Low Approach 4,498 570 5,068
Field Carrier Landing Practice 240 80 320
TOTAL] 56,873 4,373 61,246
Adversary Departure 1,799 51 1,850
Full Stop Visual Landing 1,837 0 1,837
Full Stop Instrument Landing 1" 2 13
Visual Touch-and-Go/Low Approach 1,514 0 1,514
instrument Touch-and-Go/Low Approach 168 0 168
TOTAL] 5,329 53 5,382
Transient Jet Departure 947 20 967
Full Stop Visual Landing 708 14 722
Full Stop Instrument Landing 243 2 245
Visual Touch-and-Go/Low Approach 1,024 28 1,052
Instrument T ouch-and-Go/Low Approach 800 30 830
TOTAL| 3,722 94 3,816
Transient Prop Departure 1,645 32 1,677
Full Stop Visual Landing 1,186 16 1,202
Full Stop Instrument Landing 467 8 475
Visual Touch-and-Go/Low Approach 2,858 52 2,910
Instrument Touch-and-Go/Low Approach 2,566 42 2,608
TOTAL] 8,722 150 8,872
AIRFIELD TOTAL 193,632 16,076 209,708
NALF Fentress
Alrfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Field Camier Landing Practice 21,027 17,053 38,080
F-14 FRS Field Casrier Landing Practice 13,679 9,601 23,280
F/A-18 Fleet Field Carrier Landing Practice 10,740 6,540 17,280
F/A-18 FRS Field Carrier Landing Practice 17,848 6,424 24,272
E-2 Fieet Field Carrier Landing Practice 8,472 8,328 16,800
E-2 FRS Field Carrier Landing Practice 10,307 7,293 17,600
C-2 Fleet Field Carrier Landing Practice 7,795 553 8,348
AIRFIELD TOTAL 89,868 55,792 145,660
__“._
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Table A-6: Annual Basic Operations at NAS Oceana and NALF Fentress for ARS-5

Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Departure 12,178 1,097 13,275
Full Stop Visual Landing 11,308 1,429 12,737
Full Stop Instrument Landing 376 151 527
Visual Touch-and-Go/Low Approach 19,794 1,010 20,804
Instrument Touch-and-Go/Low Approach 488 60 548
Field Carrier Landing Practice 576 160 736
TOTAY 44,720 3,907 48,627
F-14FRS Departure 6,574 420 6,994
Full Stop Visual Landing 5,938 404 6,342
Full Stop Instrument Landing 268 384 652
Visual Touch-and-Go/lLow Approach 25,680 904 26,584
Instrument T ouch-and-Gao/Low Approach 3,670 1,596 5,266
Field Carrier Landing Practice 0 0 0
TOTAL] 42,130 3,708 45,838
F/A-18 Fleet Departure 8,224 729 8,953
Full Stop Visual Landing 7,374 997 8,371
Full Stop Instrument Landing 455 139 594
Visual Touch-and-Go/Low Approach 14,170 936 15,106
Instrument Touch-and-Go/Low Approach 1,288 356 1,644
Field Carrier Landing Practice 220 480 700
TOTAL] 31,731 3,637 35,368
F/A-18 FRS Departure 8,062 473 8,535
Full Stop Visual Landing 6,918 700 7.618
Full Stop Instrument Landing 623 294 917
Visual Touch-and-Go/Low Approach 36,272 2,330 38,602
Instrument Touch-and-Go/Low Approach 4,476 640 5,116
Field Carrier Landing Practice 240 160 400
TOTAL 56,591 4,597 61,188
Adversary Departure 2,289 59 2,348
Full Stop Visual Landing 2,325 (4] 2,325
Fui! Stop instrument Landing 23 0 23
Visual Touch-and-Go/L.ow Approach 1,496 0 1,496
Instrument Touch-and-Go/Low Approach 164 0 164
TOTAL]| 6,297 59 6,356
Transient Jet Departure 947 20 967
Full Stop Visual Landing 708 14 722
Full Stop Instrument Landing 243 2 245
Visual Touch-and-Go/Low Approach 1,006 22 1,028
Instrument Touch-and-Go/Low Approach 804 30 834
TOTAL] 3,708 88 3,796
Transient Prop Departure 1,633 31 1,664
Full Stop Visual Landing 1,177 16 1,193
Full Stop Instrument tanding 463 8 471
Visual Touch-and-Go/Low Approach 2,858 52 2,910
Instrument Touch-and-Ga/Low Approach 2,582 42 2,624
TOTAL] 8,713 149 8,862
AIRFIELD TOTAL 193,890 16,145 210,035
NALF Fentress
Airfleld Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Field Carrier Landing Practice 21,345 16,655 38,000
F-14 FRS Field Carrier Landing Practice 14,628 9,012 23,640
F/A-18 Fleet Field Carrier Landing Practice 10,826 6,734 17,560
F/A-18 FRS Field Carrier Landing Practice 17,356 6,836 24,192
E-2 Fleet Field Carrier Landing Practice 8,568 8,242 16,800
E-2 FRS Field Carrier Landing Practice 10,307 7,293 17,600
C-2 Fleet Field Carrier Landing Practice 7,772 576 8,348
AIRFIELD TOTAL 90,792 55,348 146,140
+
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Table A-7: Annual Basic Operations at MCAS Cherry Point for the Baseline Scenario

Alrfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
AV-8 Fleet Departure 9,996 127 10,128
Full Stop Visual Landing 8,062 307 8,369
Full Stop Instrument Landing 529 29 558
Pad Landing 1,129 80 1,209
Visual Touch-and-Go/Low Approach 4,238 374 4,612
instrument Touch-and-Go/Low Approach 2,346 24 2,370
Press-Up 6,666 20 6,686
Pad Vertical Take-off to Pad Landing Circuit 2,804 182 2,986
TOTAL 35,770 1,143 36,913
AV-8 FRS Departure 11,404 166 11,570
Full Stop Visual Landing 8,191 174 8,365
Full Stop instrument Landing 491 0 431
Pad Landing 2,651 63 2,714
Visual Touch-and-Go/Low Approach 772 6 778
Instrument Touch-and-Go/Low Approach 4,062 66 4,128
Press-Up 6,476 70 6,546
Pad Vertical Take-off to Pad Landing Circuit 2,518 122 2,640
TOTAL 36,565 667 37,232
EA-6B Departure 2,119 7 2,126
Full Stop Visual Landing 1,753 136 1,889
Full Stop Instrument Landing 220 18 238
Visual Touch-and-Go/Low Approach 5,188 314 5,502
instrument Touch-and-Go/Low Approach 1,720 250 1,970
TOTAL 11,000 725 11,725
KC-130 Fleet Departure 632 0 632
Full Stop Visual Landing 251 3 282
Full Stop Instrument Landing 328 22 350
Visual Touch-and-Go/Low Approach 1,358 126 1,484
instrument Touch-and-Go/Low Approach 1,582 24 1,606
TOTAL| 4,151 203 4,354
KC-130 FRS Departure 803 0 803
Full Stop Visual Landing 275 9 284
Full Stop Instrument Landing 482 37 519
Visual Touch-and-Go/Low Approach 3,772 170 3,942
Instrument Touch-and-Go/Low Approach 3,296 60 3,356
TOTAL 8,628 276 8,904
Transient Jet Departure 1,750 48 1,798
Full Stop Visual Landing 1,328 0 1,328
Full Stop instrument Landing 470 0 470
Visual Touch-and-Go/Low Approach 1,336 0 1,336
Instrument Touch-and-Go/Low Approach 1,050 2 1,052
TOTAL 5,934 50 5,984
Transient Prop Departure . 658 0 658
Full Stop Visual Landing 219 o] 219
Full Stop Instrument Landing 439 0 439
Visual Touch-and-Go/L.ow Approach 2,628 0 2,628
Instrument Touch-and-Go/Low Approach 360 2 362
TOTAL| 4,304 2 4,306
Transient Heavy Departure 116 67 183
Full Stop Instrument Landing 181 2 183
Instrument Touch-and-Go/Low Approach 340 0 340
TOTAL| 637 69 706
Transient Large Departure 535 158 694
Full Stop Visual Landing 146 0 146
Fuil Stop Instrument Landing 541 7 548
Instrument Touch-and-Go/Low Approach 938 6 944
TOTAL 2,160 172 2,332
Transient Helicopter Departure 1,360 405 1,765
Full Stop Visual Landing 1,732 33 1,765
Instrument Touch-and-Go/Low Approach 268 0 268
TOTAL 3,360 438 3.798
AIRFIELD TOTAL 112,509 3,745 116,254
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Table A-8: Annual Basic Operations at MCAS Cherry Point for ARS-3

Alirfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
AV-8 Fleet Departure 9,801 158 9,959
Full Stop Visual Landing 7.923 304 8,227
Full Stop Instrument Landing 514 50 564
Pad Landing 1,082 98 1,180
Visual Touch-and-Go/Low Approach 3,846 374 4,220
Instrument T ouch-and-Go/Low Approach 2,314 12 2,326
Press-Up 6,648 10 6,658
Pad Vertical Take-off to Pad Landing Circuit 2,674 218 2,892
TOTAL] 34,802 1,224 36,026
AV-8 FRS Departure 11,139 140 11,279
Full Stop Visual Landing 7.969 138 8,107
Full Stop Instrument Landing 517 6 523
Pad Landing 2,597 52 2,649
Visual Touch-and-Go/Low Approach 764 4 768
Instrument Touch-and-Go/Low Approach 3,972 44 4,016
Press-Up ' 6,352 62 6414
Pad Vertical Take-off to Pad Landing Circuit 2,438 94 2,532
TOTAL| 35,748 540 36,288
EA-6B Departure 2,116 11 2,127
Full Stop Visual Landing 1,736 154 1,890
Full Stop Instrument Landing 222 16 238
Visual Touch-and-Go/Low Approach 5,114 348 5,462
instrument Touch-and-Go/Low Approach 1,698 266 1,964
TOTAL 10,886 795 11,681
F/A-18 Fleet Departure 3,575 27 3,846
Full Stop Visual Landing 3,068 346 3,414
Ful! Stop Instrument Landing 348 80 428
Visual Touch-and-Go/Low Approach 4,018 140 4,158
Instrument Touch-and-Go/Low Approach 480 72 552
Field Carrier Landing Practice 8,368 2,298 10,666
TOTAL 19,857 3,207 23,064
KC-130 Flest Departure 631 0 631
Full Stop Visual Landing 251 32 283
Full Stop Instrument Landing 328 20 348
Visual Touch-and-Go/Low Approach 1,354 138 1,492
Instrument Touch-and-Ga/Low Approach 1,572 40 1,612
TOTAL 4,136 230 4,366
KC-130 FRS Departure 802 0 802
Full Stop Visual Landing 286 5 291
Full Stop Instrument Landing 47 40 511
Visual Touch-and-Go/Low Approach 3,834 90 3,924
Instrument T ouch-and-Go/Low Approach 3,234 60 3,294
TOTAL 8,627 195 8.822
Transient Jet Departure 1,756 40 1,796
Full Stop Visual Landing 1,326 0 1,326
Full Stop Instrument Landing 470 0 470
Visual Touch-and-Go/Low Approach 1,304 0 1,304
Instrument T ouch-and-Go/Low Approach 1,030 2 1,032
TOTAL| 5,886 42 5,928
Transient Prop Departure 658 0 658
Full Stop Visual Landing 219 0 219
Full Stop Instrument Landing 438 0 438
Visual Touch-and-Go/l.ow Approach 2,594 0 2,594
Instrument Touch-and-Go/Low Approach 354 2 356
TOTAL 4,264 2 4,266
Transient Heavy Departure 110 73 183
Full Stop Instrument Landing 181 2 183
Instrument Touch-and-Go/Low Approach 328 0 328
TOTAL 619 75 694
Transient Large Departure 539 155 694
Full Stop Visual Landing 146 0 146
Fuli Stop Instrument Landing 540 8 548
Instrument Touch-and-Go/Low Approach 914 6 920
TOTAL| 2,139 169 2,308
Transient Helicopter Departure 1,348 417 1,765
Full Stop Visual Landing 1,732 a3 1,765
Instrument T ouch-and-Go/Low Approach 266 0 266
TOTAL| 3,346 450 3,796
AIRFIELD TOTAL 130,310 6,929 137,239
+
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Appendix A
Table A-9: Annual Basic Operations at MCAS Cherry Point for ARS-5
Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
AV-8 Fleet Departure 9,882 162 10,044
Full Stop Visual Landing 7.991 326 8.317
Full Stop Instrument Landing 526 42 568
Pad Landing 1,096 74 1,170
Visual Touch-and-Go/Low Approach 3,986 328 4,314
Instrument Touch-and-Go/Low Approach 2,328 18 2,346
Prass-Up 6,604 10 6,614
Pad Vertical Take-off to Pad Landing Circuit 2,708 204 2,912
TOTAL 35,121 1,164 36,285
AV-8 FRS Departure 11,207 185 11,362
Full Stop Visua Landing 8,038 157 8,195
Full Stop Instrument Landing 518 8 526
Pad Landing 2,596 45 2,641
Visual Touch-and-Go/Low Approach 732 12 744
Instrument T ouch-and-Go/Low Approach 3,924 52 3,976
Press-Up 6,396 58 6,454
Pad Vertical Take-off to Pad Landing Circuit 2,438 96 2,534
TOTAL 35,849 583 36,432
EA-6B Departure 2,115 14 2,129
Full Stop Visual Landing 1,729 151 1,880
Full Stop Instrument Landing 224 24 248
Visual Touch-and-Go/Low Approach 5,110 348 5,458
Instrument Touch-and-Go/Low Approach 1,682 258 1,940
TOTAL 10,860 795 11,655
F/A-18 Fleet Departure 5,602 378 5,980
Full Stop Visual Landing 4,660 549 5,209
Fult Stop Instrument Landing 546 225 m
Visual Touch-and-Go/Low Approach 7.148 468 7.616
Instrument Touch-and-Go/Low Approach 712 160 872
Field Carrier Landing Practice 9,686 2,554 12,240
TOTAL 28,354 4,334 32,688
KC-130 Fieet Departure 632 0 632
Full Stop Visual Landing 254 29 283
Full Stop Instrument Landing 329 20 349
Visual Touch-and-Go/low Approach 1,362 104 1,466
Instrument Touch-and-Go/Low Approach 1,556 34 1,590
TOTAL 4,133 187 4,320
KC-130 FRS Departure 805 0 805
Full Stop Visual Landing 283 6 289
Full Stop Instrument Landing 474 42 516
Visua! Touch-and-Go/Low Approach 3,842 128 3,970
Instrument Touch-and-Go/Low Approach 3,282 44 3,326
TOTAL| 8,686 220 8,906
Transient Jet Departure 1,658 35 1,693
Full Stop Visual Landing 1,221 0 1,221
Full Stop Instrument Landing 472 0 472
Visual Touch-and-Go/L.ow Approach 1,184 0 1,184
Instrument Touch-and-Go/Low Approach 1,054 2 1,056
TOTAL| 5,589 37 5,626
Trensient Prop Departure 661 0 €61
Full Stop Visual Landing 219 0 219
Full Stop Instrument Landing 442 0 442
Visual Touch-and-Go/Low Approach 2,570 0 2,570
Instrument Touch-and-Go/Low Approach 346 2 348
TOTAL 4,238 2 4,240
Transient Heavy Departure 118 65 183
Full Stop Instrument Landing 181 2 183
Instrument Touch-and-Go/Low Approach 324 0 324
TOTAL 623 67 630
Transient Large Departure 530 164 694
Full Stop Visual Landing 146 0 146
Full Stop Instrument Landing 540 8 548
Instrument Touch-and-Go/Low Approach 910 6 916
TOTAL 2,126 178 2,304
Transient Helicopter Departure 1,367 398 1,765
Fult Stop Visual Landing 1,732 a3 1,765
Instrument Touch-and-Go/Low Approach 268 0 268
TOTAL 3,367 431 3,798
AIRFIELD TOTAL 138,946 7,998 146,944
—tp—
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-10 Annual Basic Operations at MCALF Bogue Field for the Baseline Scenario

Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
AV-8 Fleet Field Carmier Landing Practice 3,240 0 3,240
Forward Base Operations 2,736 0 2,736
TOTAL 5,976 0 5,976
AV-8 FRS Field Carier Landing Practice 3,960 0 3,960
Forward Base Operations 5,280 0 5,280
TOTAL! 9,240 0 9,240
EA-6B Expeditionary Airfield Operations 36 0 36
KC-130 Fleet Normal Pattern Operations 20 0 20
Marine Corps Helicopters Arrivals/Departures/Pattern Operations 960 50 1,010
Other Military Jet Avrrivals/Departures/Pattern Operations 790 135 925
Other Military Helicopters Arrivals/Departures/Pattern Operations 110 20 130
AIRFIELD TOTAL 17,132 205 17,337
- N
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A.2 Flight Track Airfield Operations

Flight track airfield operations are those commonly used to assess the frequency by
which specific flight tracks are used and are provided to support noise assessment
efforts. For NAS Oceana and NALF Fentress, they are defined as follows:

NAS Oceana

Southeasterly Departure  One aircraft leaving the airfield traffic pattern to the

southeast (e.g., APOLLO Departure). One
operation.

One aircraft leaving the airfield traffic pattern to the
northeast (e.g., SOUCEK/NORFOLK Departure).
One operation.

Northeasterly Departure

Interfacility Departure
to Fentress

Straight-In/Full Stop
Arrival

Overhead Arrival at
Oceana

Visual Touch-and-Go

GCA Pattern

Depart and Reenter
to Overhead

FCLP Pattern

One aircraft leaving the NAS Oceana airfield and
arriving at NALF Fentress. One operation.

One aircraft approaching the NAS Oceana directly
to a runway (including instrument and visual
straight-in approaches) to either a full-stop landing,
touch-and-go, or low approach (excluding arrivals
from NALF Fentress). One operation.

One aircraft arriving at the airfield through the
overhead approach (excluding arrivals from NALF
Fentress). One operation.

One full circuit of the visual (tower) pattern. Two
operations. '

One full circuit of the GCA box pattern. Two
operations.

One aircraft conducting an overhead approach
immediately after leaving the airfield traffic pattern.
One operation.

One full circuit of the FCLP pattern at NAS Oceana.
Two operations.

Interfacility Arrival from  One aircraft leaving NALF Fentress and arriving at
Fentress (w/ overhead NAS Oceana via the overhead approach. Ore
approach) operation.

Interfacility Arrival from  One aircraft leaving NALF Fentress and conducting
Fentress (w/ straight-in a straight-in approach at NAS Oceana. One
approach) operation.
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NALF Fentress

Interfacility Arrival from
Oceana(w/ overhead
approach)

FCLP Pattern

Interfacility Departure
to Oceana

One aircraft leaving NAS Oceana and arriving at
NALF Fentress via the overhead approach.
One operation.

One full circuit of the FCLP pattern at NALF
Fentress. Two operations.

One aircraft leaving the NALF Fentress airfield and
arriving at NAS Oceana. One operation.

For MCAS Cherry Point and MCALF Bogue Field, the flight track descriptions

are as follows:

MCAS Cherry Point
Departure

Interfacility Departure to
Bogue Field

Straight-In/Full Stop
Arrival

Overhead Arrival at
Cherry Point
to Runway

Overhead Arrival at
Cherry Point to Pad
Visual Touch-and-Go

FCLP Pattern

Full Circuit to Runway

Full Circuit to Pad

A-14

One aircraft leaving the airfield traffic pattern. One
operation.

One aircraft leaving the MCAS Cherry Point airfield
and arriving at MCALF Bogue Field. One
operation.

One aircraft approaching MCAS Cherry Point
directly to a runway (including instrument and visual
straight-in approaches) to either a full-stop landing,
touch-and-go, or low approach (excluding arrivals
from MCALF Bogue Field). One operation.

One aircraft arriving at the airfield through the
overhead approach to a runway (excluding arrivals
from MCALF Bogue Field). One operation.

One AV-8 aircraft arriving at the airfield through the
overhead approach to a pad (excluding arrivals from
MCALF Bogue Field). One operation.

One full circuit of the visual (tower) pattern. Two
operations.

One full circuit of the FCLP pattern at MCAS
Cherry Point. Two operations.

One AV-8 aircraft entering the tower pattern for an
arrival to a runway immediately after departing. Two
operations.

One AV-8 aircraft entering the tower pattern for an
arrival to a pad immediately after departing. Two
operations.
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GCA Pattern

Depart and Reenter
to Overhead

Press-Up

Pad Vertical Takeoff to
Pad Landing Circuit

Interfacility Arrival from
Bogue Field (w/
overhead approach)

Interfacility Arrival from
Bogue Field (w/
straight-in approach)

MCALF Bogue Field

Interfacility Arrival from
Cherry Point

Arrival

FCLP Pattern

Forward Base Operations
Pattern

Interfacility Departure
to Cherry Point

One full circuit of the GCA box pattern. Two
operations.

One aircraft conducting an overhead approach
immediately after leaving the airfield traffic pattern.
One operation.

A vertical takeoff from a pad followed by hovering
maneuvers and a vertical pad landing. Two
operations.

One aircraft performs a vertical takeoff from a pad,
accelerates to forward flight speed around a pattern,
and conducts an approach to a vertical pad landing.
Two operations.

One aircraft leaving MCALF Bogue Field and
arriving at MCAS Cherry Point via the overhead
approach. One operation.

One aircraft leaving MCALF Bogue Field and
conducting a straight-in approach at MCAS Cherry
Point. One operation.

One aircraft leaving MCAS Cherry Point and
arriving at MCALF Bogue Field. One operation.

One aircraft arriving at MCALF Bogue Field
(excluding arrivals from MCAS Cherry Point). One
operation.

One full circuit of the FCLP pattern at MCALF
Bogue Field. Two operations.

One full circuit of the FBO pattern at MCALF
Bogue Field. Two operations.

One aircraft leaving MCALF Bogue Field and
arriving at MCAS Cherry Point. One operation.
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-11: Annual Flight Track Operations at NAS Oceana for the Baseline Scenario

Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Southeasterly Departure 5,879 1 5,990
Northeasterly Departure 4,729 91 4,820
Interfacility Departure to Fentress 1,750 665 2,415
Interfacility Arrival from Fentress (w/ overhead approach) 1,365 800 2,265
Interfacility Arrival from Fentress (w/ straight-in approach) 60 90 150
Straight-In/Full stop Arrival (non-interfacility) 450 25 475
Overhead Arrival at Oceana (non-interfacility) 9,938 386 10,324
Depart and Reenter to Overhead 111 0 m
Visual Touch-and-Go 19,377 1,130 20,507
GCA Box 304 44 348
FCLP Pattern 0 0 0
TOTAL! 43,963 3,442 47,405
F-14 FRS Southeasterly Departure 1,661 0 1,661
Northeasterly Departure 3,976 0 3,976
Interfacility Departure to Fentress 965 320 1,285
Interfacility Arrival from Fentress (w/ overhead approach) 520 160 680
Interfacility Arrival from Fentress (w/ straight-in approach) 295 310 605
Straight-In/Full stop Arrival (non-interfacility) 1,689 86 1,775
Overhead Arrival at Oceana (non-interfacility) 3,764 98 3,862
Depart and Reenter to Overhead 689 0 689
Visual Touch-and-Go 27,390 1,117 28,507
GCA Box 2,216 1,328 3,544
FCLP Pattern 0 0 0
TOTAL 43,165 3,419 46,584
Adversary Southeasterly Departure 673 13 686
Northeasterly Departure 153 0 183
Straight-IVFull stop Arrival (non-interfacility) 89 0 89
Overhead Arrival at Oceana (non-interfacility) 742 2 744
Visual Touch-and-Go 604 0 604
TOTAL 2,261 15 2,276
Transient Jet Southeasterly Departure 45 2 48
Northeasterly Departure 901 18 919
Straight-In/Full stop Arrival (non-interfacility) 283 6 289
Overhead Arrival at Oceana (non-interfacility) 670 8 678
Visual Touch-and-Go 1,132 38 1,170
GCA Box 722 22 744
TOTAL 3,754 94 3,848
Transient Prop Southeasterly Departure 174 3 177
Northeasterly Departure 1,437 28 1,465
Straight-In/Full stop Arrival (non-interfacility) 665 m 676
Overhead Arrival at Oceana (non-interfacility) 956 10 966
Visual Touch-and-Go 3,239 61 3,300
GCA Box - 2,164 36 2,200
TOTAL 8,635 149 8,784
AIRFIELD TOTAL 101,778 7.119 108,897
- A VYA
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Appendix A
Table A-12: Annual Flight Track Operations at NAS Oceana for ARS-1
Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Flest Southeasterly Departure 4,798 60 4,858
Northeasterly Departure 5,953 99 6,052
Intertacility Departure to Fentress 1,390 995 2,385
Interfacility Arrival from Fentress (w/ overhead approach) 1,130 1,045 2,175
Interfacility Arrival from Fentress (w/ straight-in approach) 70 140 210
Straight-n/Full stop Arrival (non-interfacility) 464 41 505
Overhead Arrival at Oceana (non-interfacility) 10,015 380 10,395
Depart and Reenter to Overhead 108 0 108
Visua Touch-and-Go 20,908 1,076 21,984
GCA Box 240 56 296
FCLP Pattern 640 240 880
TOTAL 45,716 4,132 49,848
F-14FRS Southeasterly Departure 1,593 0 1,593
Northeasterly Departure 4,041 0 4,041
Interfacility Departure to Fentress 880 415 1,285
Interfacility Arrival from Fentress (w/ overhead approach) 485 190 675
Interfacility Arrival from Fentress (w/ straight-in approach) 290 330 620
Straight-In/Full stop Arrival (non-interfacility) 1,674 132 1,806
Overhead Arrival at Oceana {non-intertacility) 3,740 88 3,828
Depart and Reenter to Overhead 692 0 692
Visual Touch-and-Go 26,158 1,100 27,258
GCA Box 2178 1,366 3,544
FCLP Pattern 0 180 180
TOTAL 41,731 3,801 45,532
F/A-18 Fleet Southeasterly Departure 6,211 232 6,443
Northeasterly Departure 6,729 96 6,825
Interfacility Departure to Fentress 1,305 880 2,185
Interfacility Arrival from Fentress (w/ overhead approach) 1,065 933 1,998
Interfacility Arrival from Fentress (w/ straight-in approach) 80 107 187
Straight-In/Full stop Arrival (non-interfacility) 1,693 617 2,310
Overhead Arrival at Oceana {non-interfacility) 10,546 424 10,970
Depart and Reenter to Overhead 326 0 326
Visual Touch-and-Go 25,840 2,884 28,724
GCA Box 408 72 480
FCLP Pattern 1,180 1,080 2,260
TOTAL 55,383 7325 62,708
F/A-18 FRS Southeasterly Departure 385 0 385
Northeasterly Departure 6,542 84 6,626
Interfacility Departure to Fentress 1,122 395 1,517
Interfacility Arrival from Fentress (w/ overhead approach) 672 193 865
Interfacility Arrival from Fentress (w/ straight-in approach) 345 307 652
Straight-In/Full stop Arrival (non-interfaciiity) 1,977 280 2,257
Overhead Arrival at Oceana {non-interfacility) 4,560 184 4,754
Depart and Reenter to Overhead 1,165 181 1,346
Visual Touch-and-Go 37,548 2,704 40,252
GCA Box 1,498 218 1,716
FCLP Pattern 160 0 160
TOTAL| 55,974 4,556 60,530
Adversary Southeasterly Departure 1,715 71 1,786
Northeasterly Departure 547 0 547
Straight-tn/Full stop Arrival (non-interfacility) 116 1 117
Overhead Arrival at Oceana (non-interfacility) 2,216 0 2,216
Visua Touch-and-Go 1,642 0 1,642
TOTAL 6,236 72 6,308
Transient Jet Southeasterly Departure 46 2 48
Northeasterly Departure 901 18 919
Straight-tn/Full stop Arrival (non-interfacility) 285 8 293
Overhead Arrival at Oceana {non-interfacility) 668 6 674
Visual Touch-and-Go 1,084 32 1,116
GCA Box 722 22 744
TOTAL| 3,706 88 3,794
Transient Prop Southeasterly Departure 174 3 177
Northeasterly Departure 1,460 27 1,487
Straight-In/Full stop Arrival (non-interfaciiity) 670 12 682
Overhead Arrival at Oceana (non-interfacility) 873 9 982
Visual Touch-and-Go 317 61 3,232
GCA Box 2,176 36 2,212
TOTAL| 8,624 148 8,772
AIRFIELD TOTAL 217,370 20,122 237,492
+
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-13: Annual Flight Track Operations at NAS Oceana for ARS-2

Airfield Operations
Alreraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Southeasterly Departure 4,912 67 4,979
Northeasterly Departure 5,739 102 5,841
Intertacility Departure to Fentress 1,375 975 2,350
Interfacility Arrival from Fentress (w/ overhead approach) 1,140 1,025 2,165
Intertacility Arrival from Fentress (w/ straight-in approach) 45 140 185
Straight-In/Full stop Arrival (non-interfacility) 472 51 523
Overhead Arrival at Oceana (non-interfacility) 9,943 344 10,287
Depart and Reenter to Overhead 105 0 105
Visual Touch-and-Go 20,748 1.027 21,775
GCA Box 264 64 328
FCLP Pattern 976 320 1,296
TOTAL 45,719 4,115 49,834
F-14 FRS Southeasterty Departure 1,623 0 1,623
Northeasterly Departure 4,012 0 4,012
Interfacility Departure to Fentress 830 455 1,285
Intertacility Arrival from Fentress {w/ overhead approach) 450 220 670
Interfacility Arrival from Fentress (w/ straight-in approach) 280 335 615
Straight-IFull stop Arrival (non-interfacility) 1,702 93 1,785
Overhead Arrival at Oceana {(non-interfacility) 3,752 88 3,840
Depart and Reenter to Overhead 690 0 €90
Visual Touch-and-Go 26,363 1,063 27,426
GCA Box 2122 1,412 3,534
FCLP Pattern 50 130 180
TOTAL 41,874 3,796 45,670
F/A-18 Flest Southeasterty Departure 5,427 212 5,639
Northeasterly Departure 5616 80 5,696
Intertacility Departure to Fentress 985 655 1,650
Intertacility Arrival from Fentress (w/ overhead approach) 830 641 1,471
Interfacility Arrival from Fentress (w/ straight-in approach) 55 124 179
Straight-trvFull stop Arrival (non-intertacility) 1,453 525 1,978
Overhead Armival at Oceana (non-interfacility) 8,990 380 8,370
Depart and Reenter to Overhead 275 0 275
Visual Touch-and-Go 22,223 2,592 24,815
GCA Box 326 26 352
FCLP Pattern 140 924 1,064
TOTAL| 46,330 6,159 52,489
F/A-18 FRS Southeasterly Departure 406 0 406
Northeasterly Departure 6,522 101 6,623
Interfacility Departure to Fentress 1,189 310 1,499
Interfacility Arrival from Fentress (w/ overhead approach) 664 180 854
linterfacility Arrival from Fentress (w/ straight-in approach) 365 280 645
Straight-In/Full stop Arrival {non-interfacility) 1,927 269 2,196
Overhead Armival at Oceana (non-interfacility) 4,655 178 4,833
Depart and Reenter to Overhead 1,179 165 1,344
Visua Touch-and-Go 37,685 2,483 40,168
GCA Box 1,560 160 1,720
FCLP Pattern 320 80 400
TOTAL! 56,472 4,216 60,688
Adversary Southeasterly Departure 1,433 55 1,488
Northeasterly Departure 529 0 529
Straight-In/Full stop Arrival (non-interfacility) 94 1 95
Overhead Amival at Oceana (non-interfacility) 1,922 0 1,922
Visual Touch-and-Go 1,698 0 1,698
TOTAL 5,676 56 5,732
Transient Jet Southeasterly Departure 46 2 48
Northeasterly Departure 800 19 219
Straight-InVFull stop Arrival (non-interfacility) 285 8 293
Overhead Arrival at Oceana (non-interfacility) 668 6 674
Visua Touch-and-Go 1,102 32 1,134
GCA Box 720 22 742
TOTAL| 3,721 89 3,810
Transient Prop Southeasterly Departure 174 3 177
Northeasterly Departure 1,464 28 1,492
Straight-invFull stop Arrival {non-interfacility) 669 12 681
Overhead Amival at Oceana (non-interfacility) 879 9 988
Visual Touch-and-Go 3,281 61 3,342
GCA Box 2,166 36 2,202
TOTAL 8,733 149 8,882
AIRFIELD TOTAL 208,525 18,580 227,105
+
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Appendix A

Table A-14: Annual Flight Track Operations at NAS Oceana for ARS-3

C-159

Airfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Southeasterly Departure 5,000 79 5,079
Northeasterly Departure 5,695 86 5,781
Interfacility Departure to Fentress 1,470 935 2,405
Interfacility Arrival from Fentress (w/ overhead approach) 1,205 1,027 2,232
Interfacility Arrival from Fentress (w/ straight-in approach) 45 128 173
Straight-tn/Full stop Arrival (non-intertacility) 440 41 481
Overhead Arrival at Oceana (non-interfacility) 9,979 380 10,369
Depart and Reenter to Overhead 110 0 110
Visual Touch-and-Go 20,503 1,035 21,538
GCA Box 252 56 308
FCLP Pattern 176 80 256
TOTAL 44,875 3.857 48,732
F-14 FRS Southeasterly Departure 1,621 0 1,621
Northeasterly Departure 4,013 0 4,013
interfacility Departure to Fentress 875 450 1,325
Interfacility Arrival from Fentress (w/ overhead approach) 475 220 695
Interfacility Arrival from Fentress (w/ straight-in approach) 280 350 630
Straight-InfFull stop Arrival (non-interfacility) 1,682 104 1,786
Overhead Arrival at Oceana (non-interfacility) 3,768 80 3,848
Depart and Reenter to Overhead 690 0 690
Visua Touch-and-Go 26,388 1,066 27,454
GCA Box 2,136 1,486 3,62
FCLP Pattern 0 0 0
TOTAL] 41,928 3,756 45,684
F/A-18 Fleet Southeasterly Departure 4,490 146 4,636
Northeasterly Departure 4,854 59 4,913
Interfacility Departure to Fentress 865 565 1,430
Interfacility Arrival from Fentress {w/ overhead approach) 745 591 1,336
Interfacility Arrival from Fentress (w/ straight-in approach) 35 59 94
Straight-In/Full stop Arrival (non-interfacility) 1,222 400 1,622
Overhead Arrival at Oceana {non-interfacility) 7,607 332 7.939
Depart and Reenter to Overhead 231 0 231
Visual Touch-and-Go 18,854 2,167 21,021
GCA Box 264 40 304
FCLP Pattern 220 660 880
TOTAL 39,387 5,019 44,406
F/A-18 FRS Southeasterly Departure 360 0 360
Northeasterly Departure 6,570 88 6,658
Interfacility Departure to Fentress 1,126 380 1,506
Interfacility Arrival from Fentress (w/ overhead approach) €91 185 886
Interfacility Arrival from Fentress (w/ straight-in approach) 305 315 620
Straight-in/Full stop Arrival (non-interfacility) 1,958 269 2,227
Overhead Arrival at Oceana (non-interfacility) 4,589 202 4,791
Depart and Reenter to Overhead 1,170 182 1,352
Visual Touch-and-Go 37,490 2,796 40,286
GCA Box 1,550 170 1,720
FCLP Pattern 160 80 240
TOTAL 55,968 4,677 60,646
Adversary Southeasterly Departure 1,773 56 1,829
Northeasterly Departure 499 0 499
Straight-In/Fuli stop Arrival (non-interfacility) 95 1 96
Overhead Arrival at Oceana (non-interfacility) 2,232 0 2,232
Visual Touch-and-Go 1,686 0 1,686
) TOTAL| 6,285 57 6,342
Transient Jet Southeasterly Departure 46 2 48
Northeasterly Departure 9800 18 89
Straight-1n/Fuli stop Arrival (non-interfacility) 284 9 293
Overhead Arrival at Oceana (non-interfacility) 669 5 674
Visual Touch-and-Go 1,120 32 1,182
GCA Box 712 22 734
TOTAL 3,731 89 3,820
Transient Prop Southeasterly Departure 170 3 173
Northeasterly Departure 1,469 27 1,496
Straight-in/Full stop Arrival (non-interfacility) 665 12 €77
Qverhead Arrival at Oceana {non-intertacility) 983 9 992
Visual Touch-and-Go 3.180 62 3,242
GCA Box 2,164 36 2,200
TOTAL 8,631 149 8,780
AIRFIELD TOTAL 200,806 17,604 218,410
i
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-15: Annual Flight Track Operations at NAS Oceana for ARS-4

C-160

Alrfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Southeasterly Departure 5,111 67 5,178
Northeasterly Departure 5,579 101 5,680
Interfacility Departure to Fentress 1.435 945 2,380
Interfacility Arrival from Fentress (w/ overhead approach) 1,170 1,030 2,200
Interfacility Ammival from Fentress (w/ straight-in approach) 55 125 180
Straight-in/Full stop Arrival (non-interfacility) 486 31 517
Owerhead Arrival at Oceana (non-interfacility) 9,965 366 10,331
Depart and Reenter to Overhead 117 0 117
Visua! Touch-and-Go 19,789 1,080 20,849
GCA Box 288 44 332
FCLP Pattemn 480 160 640
TOTAL 44,475 3,929 48,404
F-14 FRS Southeasterly Departure 1,612 0 1,612
Northeasterly Departure 4,024 [¢] 4,024
Interfacility Departure to Fentress 830 455 1,285
Interfacility Arrival from Fentress (w/ overhead approach) 440 240 680
interfacility Arrival from Fentress (w/ straight-in approach) 260 345 605
Straight-In/Full stop Arrival (non-interfacility) 1.699 108 1,807
Overhead Arrival at Oceana (non-interfacility) 3,755 74 3,829
Depart and Reenter to Overhead 688 0 688
Visual Touch-and-Go 26,335 1,137 27,472
GCA Box 2,114 1,468 3,582
FCLP Pattem 360 0 360
TOTAL 42,117 3,827 45,944
F/A-18 Fleet Southeasterly Departure 3,825 11 3,936
Northeasterly Departure 3,650 53 3,703
Intertacility Departure to Fentress 785 505 1,280
Intertacility Arrival from Fentress (w/ overhead approach) 695 535 1,230
Intertacility Arrival from Fentress (w/ straight-in approach) 25 35 60
Straight-In/Full stop Arrival (non-interfacility) 1,021 268 1,289
Owverhead Arrival at Oceana {non-interfacility) 6,151 211 6,362
Depart and Reenter to Overhead 183 0 183
Visual Touch-and-Go 15,471 1,316 16,787
GCA Box 208 16 224
FCLP Pattemn 380 600 980
TOTAL! 32,394 3,650 36,044
F/A-18 FRS Southeasterly Departure 412 0 412
Northeasterly Departure 6,507 91 6,598
Interfacility Departurs to Fentress 1,179 325 1,504
Interfacility Arrival from Fentress (w/ overhead approach) 714 205 919
interfacility Arrival from Fentress (w/ straight-in approach) 335 250 585
Straight-In/Full stop Arrival (non-interfacility) 1,984 248 2,232
Owerhead Arrival at Oceana {non-interfacility) 4,580 198 4,778
Depart and Reenter to Overhead 1,176 162 1,338
Visual Touch-and-Go 38,200 2,644 40,844
GCA Box 1,546 170 1,716
FCLP Pattern 240 80 320
TOTAL| 56,873 4,373 61,246
Adversary Southeasterly Departure 1,305 51 1,366
Northeasterly Departure 494 0 494
Straight-In/Ful stop Arrival {non-interfacility) 88 2 100
Overhead Arrival at Oceana (non-intertacility) 1,750 0 1,750
Visual Touch-and-Go 1,682 0 1,682
TOTAL 5.329 53 5,382
Transient Jet Southeasterly Departure 46 2 48
Northeasterly Departure 801 18 919
Straight-in/Full stop Arrival (non-interfacility) 286 7 293
Overhead Arrival at Oceana (non-interfacility) 667 7 674
Visual Touch-and-Go 1,102 38 1,140
GCA Box 720 22 742
TOTAL 3,722 94 3,816
Transient Prop Southeasterly Departure 174 3 177
Northeasterly Departure 1.4M 29 1,500
Straight-In/Full stop Arrival (non-interfacility) 667 12 679
Owerhead Arrival at Oceana {non-interfacility) 989 9 998
Visual Touch-and-Go 3,251 61 3,312
GCA Box 2,170 36 2,206
TOTAL 8,722 150 8,872
AIRFIELD TOTAL 193,632 16,076 209,708
+
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Appendix A
Table A-16: Annual Flight Track Operations at NAS Oceana for ARS-5
Airfield Operations
Aircratt Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Southeasterly Departure 5,133 73 5,206
Northeasterly Departure 5,559 89 5,648
Interfacility Departure to Fentress 1,450 925 2,375
Interfacility Arrival from Fentress (w/ overhead approach) 1,190 1,010 2,200
Interfacility Arrival from Fentress (w/ straight-in approach) 55 120 175
Straight-In/Full stop Arrival (non-interfacility) 474 35 509
Owerhead Arrival at Oceana (non-interfacility) 9,960 374 10,334
Depart and Reenter to Overhead 106 0 106
Visual Touch-and-Go 19,941 1,061 21,002
GCA Box 276 60 336
FCLP Pattern 576 160 736
TOTAL 44,720 3,907 48,627
F-14FRS Southeasterly Departure 1,645 0 1,645
Northeasterly Departure 4,018 0 4,019
Interfacility Departure to Fentress 885 420 1,305
Interfacility Arrival from Fentress (w/ overhead approach) 475 210 685
Interfacility Arrival from Fentress (w/ straight-in approach) 275 345 620
Straight-In/Full stop Arrival (non-interfacility) 1,691 103 1,794
Owerhead Arrival at Oceana (non-interfacility) 3,776 94 3,870
Depart and Reenter to Overhead 692 0 692
Visual Touch-and-Go 26,564 1,068 27,632
GCA Box 2,108 1,468 3,576
FCLP Pattern 0 0 0
TOTAL/ 42,130 3,708 45,838
F/A-18 Fleet Southeasterty Departure 3,634 128 3,762
Northeasterly Departure 3,775 51 3,826
Interfacility Departure to Fentress 800 510 1,310
Interfacility Arrival from Fentress (w/ overhead approach) €94 550 1,244
intertacility Arrival from Fentress (w/ straight-in approach) 21 45 66
Straight-In/Full stop Arrival (non-interfacility) 1,006 264 1,270
Owerhead Arrival at Oceana {non-intertacility) 6,132 198 6,330
Depart and Reenter to Overhead 183 0 183
Visual Touch-and-Go 15,082 1,387 16,469
GCA Box 184 24 208
FCLP Pattern 220 480 700
TOTAL 31,731 3.637 35,368
F/A-18 FRS Southeasterly Departure 403 5 408
Northeasterty. Departure 6,490 113 6,603
Interfacility Departure to Fentress 1,154 345 1,499
Interfacility Arrival from Faentress (w/ overhead approach) 708 225 934
Intertacility Arrival from Fentress (w/ straight-in approach) 305 260 565
Straight-In/Full stop Arrival (non-interfacility) 1,961 268 2,229
Owerhead Arrival at Oceana (non-interfacility) 4,579 203 4,782
Depart and Reenter to Overhead 1,184 172 1,356
Visual Touch-and-Go 38,066 2,626 40,692
GCA Box 1,500 220 1,720
FCLP Pattern 240 160 400
TOTAL! 56,591 4,597 61,188
Adversary Southeasterly Departure 1,790 59 1,849
Northeasterty Departure 499 0 499
Straight-IrnVFull stop Arrival (non-interfacility) 109 0 109
Owverhead Arrival at Oceana (non-interfacility) 2,239 0 2,239
Visual Touch-and-Go 1,660 0 1,660
TOTAL| 6,297 59 6,356
Transient Jet Southeasterty Departure 46 2 48
Northeasterly Departure 901 18 919
Straight-In/Full stop Arrival (non-interfacility) 284 -] 293
Owerhead Arrival at Oceana (non-interfacility) 669 5 674
Visual Touch-and-Go 1,084 32 1,116
GCA Box 724 22 746
TOTAL 3,708 88 3,796
Transient Prop Southeasterly Departure 174 3 177
Northeasterly Departure 1,459 28 1,487
Straight-In/Full stop Arrival (non-interfacility) 665 12 677
Owverhead Arrival at Oceana (non-interfacility) 978 9 087
Visual Touch-and-Go 3,259 61 3,320
GCA Box 2,178 36 2,214
TOTAL] 8,713 149 8,862
AIRFIELD TOTAL 193,890 16,145 210,035
Ararcs
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-17: Annual Flight Track Operations at NALF Fentress for the Baseline Scenario

Alrfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Interfacility Arrival from Oceana (w/ overhead approach) 1,750 665 2,415
FCLP Pattern 21,899 11,911 33,810
Interfacility Departure to Oceana 1,425 9390 2,415
TOTAL| 25,074 13,566 38,640
F-14 FRS Intertacility Arrival from Oceana (w/ overhead approach) 965 320 1,285
FCLP Pattern 14,166 6,544 20,710
Interfacility Departure to Oceana 815 470 1,285
TOTAL| 15,946 7,334 23,280
E-2 Fleet Arrival (w/ overhead approach) 112 56 168
FCLP Pattern 9,543 6,921 16,464
Departure 88 80 168
TOTAL 9,743 7,057 16,800
E-2FRS Arrival (w/ overhead approach) 459 157 616
FCLP Pattern 10,833 5,535 16,368
Departure 349 267 616
TOTAL 11,641 5,959 17,600
C-2 Fleet Arrival (w/ overhead approach) 106 6 112
FCLP Pattern 7,566 558 8,124
Departure 100 12 112
TOTAL 7,772 576 8,348
AIRFIELD TOTAL 70,176 34,492 104,668
Table A-18: Annual Flight Track Operations at NALF Fentress for ARS-1
Alirfield Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Interfacility Arrival from Oceana (w/ overhead approach) 1,390 995 2,385
FCLP Pattern 17,918 15,472 33,390
interfacility Departure to Oceana 1,200 1,185 2,385
TOTAL 20,508 17,652 38,160
F-14 FRS Interfacility Arrival from Oceana (w/ overhead approach) 880 415 1,295
FCLP Pattern 13,147 7,723 20,870
Interfacility Departure to Oceana 775 520 1,295
] TOTAL 14,802 8,658 23,460
F/A-18 Fleet Interfacility Arrival from Oceana (w/ overhead approach) 1,305 880 2,185
FCLP Pattern 15,179 9,791 24,970
interfacility Departure to Oceana 1,145 1,040 2,185
TOTAL| 17,629 11,711 29,340
F/A-18 FRS Interfacility Arrival from Oceana (w/ overhead approach) 1,122 395 1,517
FCLP Pattern 15,048 6,404 21,452
Interfacility Departure to Oceana 1,017 500 1,517
TOTAL| 17,187 7,299 24,486
E-2 Fleet Avrrival (w/ overhead approach) 94 74 168
FCLP Pattern 7,713 B,751 16,464
Departure 66 102 168
TOTAL 7,873 8,927 16,800
E-2FRS Arrival (w/ overhead approach) 444 172 616
FCLP Pattern 9,558 6,810 16,368
Departure 289 327 616
TOTAL| 10,291 7,309 17,600
C-2 Fleet Arrival (w/ overhead approach) 108 4 112
FCLP Pattern 7,654 470 8,124
Departure 98 14 112
TOTAL 7,860 488 8,348
AIRFIELD TOTAL 96,150 62,044 158,194
w VY AN
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Appendix A

Table A-19: Annual Flight Track Operations at NALF Fentress for ARS-2

C-163

Alrfleld Operations
Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700

F-14 Fleet Interfacility Arrival from Oceana (w/ overhead approach) 1,375 975 2,350
FCLP Pattern 17,714 15,186 32,900
Interfacility Departure to Oceana 1,185 1,165 2,350
TOTAL 20,274 17,326 37,600
F-14 FRS interfacility Arrival from Oceana (w/ overhead approach) 830 455 1,285
FCLP Pattern 12,412 8,298 20,710
Interfacility Departure to Oceana 730 555 1,285
TOTAL 13,972 9,308 23,280
F/A-18 Fleet Interfacility Arrival from Oceana (w/ overhead approach) 995 655 1,650
FCLP Pattern 11,690 7.230 18,920
Interfacility Departure to Oceana 885 765 1,650
TOTAL 13,570 8,650 22,220
F/A-18 FRS Interfacility Arrival from Oceana (w/ overhead approach) 1,189 310 1,499
FCLP Pattern 15,482 5,712 21,194
Interfacility Departure to Oceana 1,029 470 1,499
TOTAL 17,700 6.492 24,192
E-2 Fleet Arrival (w/ overhead approach) 98 70 168
FCLP Pattern 8,350/ 8,114 16,464
Departure 72 96 168
TOTAL| 8,520 8,280 16,800
E-2 FRS Arrival (w/ overhead approach) 446 170 616
FCLP Pattern 9,752 6,616 16,368
Departure 301 315 616
TOTAL] 10,499 7,101 17,600
C-2 Fleet Arrival (w/ overhead approach) 106 6 112
FCLP Pattern 7,500 624 8,124
Departure 98 14 112
TOTAL| 7,704 644 8.348
AIRFIELD TOTAL 92,239 57,801 150,040

Table A-20: Annual Flight Track Operations at NALF Fentress for ARS-3

Alrtiold Operations

Alrcraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Interfacility Arrival from Oceana (w/ overhead approach) 1,470 935 2,405
FCLP Pattern 18,788 14,882 33,670
Interfacility Departure to Oceana 1,250 1,155 2,405
TOTAL] 21,508 16,972 38,480
F-14 FRS Interfacility Arrival from Oceana (w/ overhead approach) 875 450 1,325
FCLP Pattern 12,945 8,405 21,350
Interfacility Departure to Oceana 755 570 1,325
TOTAL| 14,575 9.425 24,000
F/A-18 Fleet Intertacility Arrival from Oceana (w/ overhead approach) 865 565 1,430
FCLP Pattern 10,184 6,176 16,360
Interfacility Departure to Oceana 780 650 1,430
TOTAL 11,829 7.391 19,220
F/A-18 FRS Interfacility Arrival from Oceana (w/ overhead approach) 1,126 380 1,506
FCLP Pattern 14,884 6,412 21,296
Interfacility Departure to Oceana 996 510 1,506
TOTAL| 17,006 7,302 24,308
E-2 Fleet Arrival (w/ overhead approach) 102 66 168
FCLP Pattern 8,467 7.997 16,464
Departure 72 96 168
TOTAL 8,641 8,159 16,800
E-2 FRS Arrival (w/ overhead approach) 437 179 616
FCLP Pattern 9,775 6,593 16,368
Departure 302 314 616
TOTAL 10,514 7,086 17,600
C-2 Fleet Arival (w/ overhead approach) 106 6 12
FCLP Pattern 7,591 : 533 8,124
Departure 98 14 112
TOTAL| 7.795 553 8,348
AIRFIELD TOTAL 91,868 56,888 148,756
ararcs
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-21: Annual Flight Track Operations at NALF Fentress for ARS-4

Airtield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 - 2200-0700
F-14 Fleet Intertacility Arrival from Oceana (w/ overhead approach) 1,435 945 2,380
FCLP Pattern 18,367 14,953 33,320
Interfacility Departure to Oceana 1,225 1,155 : 2,380
. TOTAL| 21,027 17,053 38,080
F-14 FRS Interfacility Arrival from Oceana (w/ overhead approach) 830 455 : 1,285
FCLP Pattern 12,149 8,561 20,710
Interfacility Departure to Oceana 700 585 1,285
) TOTAL! 13,679 9.601 23,280
F/A-18 Fleet Interfacility Arrival from Oceana (w/ overhead approach) 785 505 1,290
FCLP Pattern 9,235 5,465 14,700
interfacility Departure to Oceana 720 570 1,290
TOTAL 10,740 6,540 17,280
F/A-18 FRS Interfacility Arrival from Oceana (w/ overhead approach} 1,179 325 1,504
FCLP Pattern 15,620 5,644 21,264
Interfacility Departure to Oceana 1,049 455 1,504
TOTAL! 17,848 6424 24,272
E-2 Fleet Arrival (w/ overhead approach) 102 66 168
FCLP Pattern 8,304 8,160 16,464
Departure 66 102 168
. TOTAL 8,472 8,328 16,800
E-2FRS Arrival (w/ overhead approach) 434 182 616
FCLP Pattern 9,574 6,794 16,368
Departure 299 317 616
TOTAL] 10,307 7.293 17,600
C-2 Fleet Arrival (w/ overhead approach) 106 6 112
FCLP Pattern 7,591 533 8,124
Departure 98 14 112
TOTAL| 7.795 553 8,348
AIRFIELD TOTAL 89,868 55,792 145,660

Table A-22: Annual Flight Track Operations at NALF Fentress for ARS-5

Alrfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
F-14 Fleet Intertacility Arrival from Oceana (w/ overhead approach) 1,450 925 2,375
FCLP Pattern . 18,650 14,600 33,250
Interfacility Departure to Oceana 1,245 1,130 2375
TOTAL 21,345 16,655 38,000
F-14 FRS Interfacility Arrival from Oceana (w/ overhead approach) 885 420 1,305
FCLP Pattern 12,993 8,037 21,030
Interfacility Departure to Oceana 750 555 1,305
TOTAL, 14,628 9,012 23,640
F/A-18 Fieet Interfacility Arrival from Oceana (w/ overhead approach) 800 510 1310
FCLP Pattern 9,311 5,629 14,940
Interfacility Departure to Oceana 715 595 1,310
TOTAL, 10,826 6,734 17.560
F/A-18 FRS Interfacility Arrival from Oceana (w/ overhead approach) 1,154 345 1,499
FCLP Pattern 15,188 6,006 21,194
Interfacility Departure to Oceana 1,014 485 1,499
TOTAL 17,356 6,836 24,192
E-2 Fleet Arrival (w/ overhead approach) 98 70 168
FCLP Pattern 8,390 8,074 16,464
Departure 70 98 168
TOTAL 8,558 8,242 16,800
E-2FRS Arrival (w/ overhead approach) 434 182 616
FCLP Pattern ) 9,574 6,794 16,368
Departure 299 317 616
TOTAL| 10,307 7.293 17,600
C-2 Fleet Arrival (w/ overhead approach) 106 6 112
FCLP Pattern 7,566 558 8,124
Departure 100 12 112
TOTAL 7,772 576 8,348
AIRFIELD TOTAL 90,792 55,348 146,140
A-24 ararca
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Table A-23: Annual Flight Track Operations at MCAS Cherry Point for the Baseline Scenario

———
ATaCe

C-165

Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
AV-8 Fleet Departure 6,564 28 6,592
interfacility Departure to Bogue Field 312 0 312
Interfacility Arrival from Bogue Field (w/ overhead approach) 90 0 90
Interfacility Amival from Bogue Field (w/ straight-in approach) 222 0 222
Straight-In/Full stop Arrival (non-interfacility) 748 67 815
Overhead Amrival at Cherry Point to Runway (non-interfacility) 5,570 198 5,768
Overhead Arrival at Cherry Point to Pad (non-interfacility) 20 2 2
Depart and Reenter to Overhead 138 0 138
Visua Touch-and-Go 4,874 448 5,322
Full Circuit to Runway 5,000 172 5,172
Full Circuit to Pad 1,034 16 1,050
GCA Box 1,728 10 1,738
Press-Up 6,666 20 6,686
Pad Vertical Take-off to Pad Landing Circuit 2,804 182 2,986
TOTAL| 35,770 1,143 36,913
AV-8 FRS Departure 4,421 0 4,421
Interfacility Departure to Bogue Field 352 0 352
Interfacility Arrival from Bogue Field (w/ overhead approach) 348 0 348
Interfacility Arrival from Bogue Field (w/ straight-in approach) 4 0 4
Straight-fn/Full stop Arrival {non-interfacility) 1,606 25 1,631
Overhead Arrival at Cherry Point to Runway (non-interfacility) 1,454 0 1,454
Overhead Amival at Cherry Point to Pad (non-interfacility) 1,332 4 1,336
Depart and Reenter to Overhead 407 0 407
Visual Touch-and-Go 2,381 98 2479
Full Circuit to Runway 10,624 214 10,838
Full Circuit to Pad 2,638 118 2,756
GCA Box 2,004 16 2,020
Press-Up 6,476 70 6,546
Pad Vertical T ake-off to Pad Landing Circuit 2,518 122 2,640
TOTAL! 36,565 667 37,232
EA-6B Departure 2119 7 2,126
Interfacility Amival from Bogue Field (w/ straight-in approach) 6 0 6
Straight-IvFull stop Amival (non-interfacility) 798 17 915
Overhead Arrival at Cherry Point to Rurway (non-interfacility) 1,189 17 1,206
Depart and Reenter to Overhead 332 78 410
Visual Touch-and-Go 5,990 456 6,446
GCA Box 564 52 616
TOTAL| 10,998 727 11,725
KC-130 Fleet Departure 632 0 632
Interfacility Ammival from Bogue Field (w/ straight-in approach) 5 0 5
Straight-InfFull stop Arrival (non-interfacility) 552 36 588
Overhead Arrival at Cherry Point to Runway (non-interfacility) 33 6 39
Visual Touch-and-Go 1,709 159 1,868
GCA Box 1,220 2 1,222
TOTAL| 4,151 203 4,354
KC-130 FRS Departure 691 0 691
Straight-I/Full stop Arrival (non-interfacility) 651 40 691
Visual Touch-and-Go 3,602 182 3,784
GCA Box 3,220 54 3,274
Depart and Reenter 1o Overhead 464 0 464
TOTAL| 8,628 276 8,904
Transient Jet Departure 1,785 43 1,834
Straight-In/Full stop Amival (non-interfacility) 1,252 1 1,253
Overhead Arrival at Cherry Point to Runway (non-interfacility) 581 0 581
Visual Touch-and-Go 1,336 0 1,336
GCA Box 980 0 980
TOTAL] 5,934 50 5,984
Transient Prop Departure 785 1 756
Straight-tn/Full stop Amival (non-interfacility) 755 1 756
Visual Touch-and-Go 2,628 0 2,628
GCA Box 166 0 166
TOTAL] 4,304 2 4,306
Transient Heavy Departure 116 67 183
Straight-in/Full stop Amrival (non-interfacility) 181 2 183
GCA Box 340 0 340
TOTAL| 637 69 706
Transient Large Departure 535 159 694
Straight-In/Full stop Amival (non-interfacility) 687 7 694
GCA Bax 938 6 944
TOTAL| 2,160 172 2,332
Transient Helicopter Departure 1,494 405 1,899
Straight-in/Fulf stop Amrival (non-interfacility) 1,866 k<] 1,899
TOTAL| 3,360 438 3,798
AIRFIELD TOTAL 112,507 3,747 116,254
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-24: Annual Flight Track Operations at MCAS Cherry Point for ARS-3

Airtield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 22000700

AV-8 Fieet Departure 6,509 54 6,563
interfacility Departure to Bogue Field 324 0 324

Interfacility Amrival from Bogue Field (w/ overhead approach) 90 0 90

Interfacility Arrival from Bogue Field (w/ straight-in approach) 234 0 234

Straightdn/Full stop Arrival (non-interfacility) 762 89 851

Overhead Amival at Cherry Point to Runway (non-interfacility) 5,496 206 5,702

Overhead Arrival at Cherry Point to Pad (non-interfacility) 20 2 22

Depart and Reenter to Overhead 130 ¢} 130

Visual Touch-and-Go 4,417 435 4,852

Full Circuit to Runway 4,766 162 4,928

Full Circuit to Pad 1,028 44 1,072

GCA Box 1,704 4 1,708

Press-Up 6,648 10 6.658

Pad Vertical T ake-off to Pad Landing Circuit 2,674 218 2,892

TOTAL 34,802 1,224 36,026

AV-8 FRS Departure 4,404 1 4,405
Interfacility Departure to Bogue Field 355 0 355

Interfacility Arrival from Bogue Field (w/ overhead approach) 351 [ 351

Interfacility Arrival from Bogue Field (w/ straight-in approach) 4 4 4

Straight n/Full stop Arrival (non-interfacility) 1,625 24 1,649

Overhead Arrival at Cherry Paint to Runway (non-interfacility) 1,433 0 1,433

Overhead Amival at Cherry Point to Pad (non-interfacility) 1,319 4 1,323

Depart and Reenter to Overhead 403 0 403

Visual Touch-and-Go 2,362 69 2431

Full Circuit to Runway 10,204 182 10,386

Full Gircuit to Pad 2,556 96 2,652

GCA Box 1,942 8 1,950

Press-Up 6,352 62 6414

Pad Vertical Take-off to Pad Landing Circuit 2,438 94 2532

TOTAL 35,748 540 36,288

EA-6B Departure 2,116 1 2,127
Interfacility Arrival from Bogue Field (w/ straight-in approach) 6 o 6

Straightin/Full stop Amival (non-interfacifity) 803 126 929

Overhead Arrival at Cherry Paint to Runway (non-interfacility) 1,173 20 1,193

Depart and Reenter to Overhead 328 86 414

Visual Touch-and-Go 5919 497 6,416

GCA Box 540 56 596

TOTAL 10,885 796 11,681

F/A-18 Fleet Oeparture 2,851 58 2,909
Straight-n/Full stop Arrival (non-interfacility) 8§66 130 686

Overhead Arival at Cherry Paint to Runway (non-interfacility) 2,175 44 2219

Depart and Reenter to Overhead 75 0 75

Visual Touch-and-Go 5,059 433 5,492

FCLP Pattern 9,061 2,542 11,603

GCA Box 80 0 80

19,857 3,207 23,064

KC-130 Fleet Departure 631 [] 631
Interfacility Arrival from Bogue Field (w/ straight-in approach) 6 0 6

Straight{n/Fuli stop Amrival (non-interfacility) 549 38 587

Overhead Arival at Cherry Point to Runway (non-interfacility) 32 6 38

Visual Touch-and-Go 1,704 176 1,880

GCA Box 1,214 10 1,224

TOTAL 4,136 230 4,366

KC-130 FRS Departure 690 0 690
Straightdn/Full stop Arrival (non-interfacility) 647, 43 690

Visual Touch-and-Go 3,664 98 3,762

GCA Box 3,150 54 3,204

Depart and Reenter to Overhead 476 0 476

TOTAL| 8,627 195 8,822

Transient Jet Departure 1,791 41 1,832
Straight4n/Full stop Arrival (non-interfacility) 1,250 1 1,251

Overhead Arrival at Cherry Paint to Runway (non-interfacility) 581 0 581

Visual Touch-and-Go 1,304 0 1,304

GCA Box 960 0 960

TOTAL 5,886 42 5,928

Transient Prop Departure 753 1 754
Straight-n/Full stop Amival (non-interfacility) 753 1 754

Visual Touch-and-Go 2,594 0 2594

GCA Box 164 [ 164

TOTAL| 4,264 2 4,266

Transient Heavy Departure 110 73 183
Straightn/Full stop Armival {non-interfacility) 181 2 183

GCA Box 328 0 328

TOTAL 619 75 €94

Transient Large Departure 539 155 694
Straight4n/Full stap Arrival (non-interfacility) 686 8 694

GCA Box 94 6 920

TOTAL 2,139 168 2,308

Transient Helicopter Deranture 1,481 417 1,898
ghtn/Full stop Arrival (non-interfacility) 1,865 33 1,898

TOTAL| 3.346 450 3.796

AIRFIELD TOTAL 130,309 6,930 137,239
i
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Table A-25: Annual Flight Track Operations at MCAS Cherry Point for ARS-5

Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700

AV-8 Fleet Departure 6,536 56 6,592
Interfacility Departure to Bogue Field 318 0 318

Interfacility Amival from Bogue Field (w/ overhead approach) 84 0 84

Interfacility Arrival from Bogue Field (w/ straight-in approach) 234 0 234

Straight-r/Full stop Amrival (non-interfacility) 780 94 874

Overhead Amival at Cherry Paint to Runway (non-interfacility) 5,510 199 5,709

Overhead Amival at Cherry Paint to Pad {non-interfacility) 18 2 20

Depart and Reenter to Overhead 135 ] 135

Visual Touch-and-Go 4,598 389 4,987

Full Circuit to Runway 4,852 178 5,030

Full Circuit to Pad 1,034 24 1,058

GCA Box 1,710 8 1,718

Press-Up 6,604 10 6,614

Pad Vertical Take-off to Pad Landing Circuit 2,708 204 2912

TOTAL 35,121 1,164 36,285

AV-8 FRS Departure 4,416 3 4419
Interfacility Departure to Bogue Field 352 Q 352

Interfacility Arrival from Bogue Field (w/ overhead approach) 344 0 344

Intertacility Amival from Bogue Field (w/ straight-in approach) 0 0 0

Straight-In/Full stop Arrival {non-interfacility) 1,626 30 1,656

Overhead Amival at Cherry Paint to Runway (non-interfacility) 1,462 0 1,462

Overhead Arrival at Cherry Paint to Pad (non-interfacility) 1,309 0 1,309

Depart and Reenter to Overhead 402 0 402

Visual Touch-and-Go 2,314 80 2,394

Full Circuit to Runway 10,304 214 10,518

Full Circuit to Pad 2,574 90 2,664

GCA Box 1,912 12 1,924

Press-Up 6,396 58 6.454

Pad Vertical Take-off to Pad Landing Circuit 2438 96 2,534

TOTAL 35,849 583 36,432

EA-6B Departure 2,115 14 2,129
interfacility Arrival from Bogue Field (w/ straight-in approach) 0 0 0

Straight-4n/Fult stop Arrival {non-interfacility) 792 132 924

Overhead Arrival at Cherry Paint to Runway (non-interfacility) 1,187, 17 1,204

Depart and Reenter to Overhead R 325 83 408

Visual Touch-and-Go 5,878 504 6,382

GCA Box 560 48 608

TOTAL 10,857 798 11,655

F/A-18 Fleet Departure 4,766 141 4,907
Straight4n/Full stop Arrival (non-interfacility) 858 356 1,214

Overhead Anival at Cherry Paint to Runway (non-interfacility) 3,573 120 3,693

Depart and Reenter to Overhead 124 0 124

Visual Touch-and-Go 8,429 896 9,325

FCLP Pattern 10,492 2,821 13,313

GCA Box 112 0 12

28,354 4,334 32,688

KC-130 Fleet Departure 632 [] 632
Interfacility Amival from Bogue Field (w/ straight-in approach) 20 0 20

Straight-n/Full stop Arrival (non-interfacility} 536 38 574

Overhead Amival at Cherry Point to Runway (non-interfecility) 34 4 38

Visual Touch-and-Go 1,713 137 1,850

GCA Box 1,198 8 1,206

TOTAL 4,133 187 4,320

KC-130 FRS Departure 691 [7] 691
Straight-In/Full stop Arrival (non-interfacility) 646 45 691

Visual Touch-and-Go 3,673 137 3,810

GCA Box 3,200 38 3,238

Depart and Reenter to Overhead 476 0 476

TOTAL] 8,686 220 8,906

Transient Jet Departure 1,691 36 1,727
Straight-n/Full stop Arrival (non-interfacility) 1,145 1 1,146

Overhead Amival at Cherry Paint 10 Runway (non-interfacility) 581 0 581

Visual Touch-and-Go 1.184 0 1,184

GCA Box 988 0 988

TOTAL 5,589 37 5,626

Transient Prop Departure 755 1 756
Straight-n/Full stop Amival (non-interfacility) 755 1 756

Visual Touch-and-Go 2,570 1] 2,570

GCA Box 158 0 158

TOTAL 4,238 2 4,240

Transient Heavy Departure : 118 65 183
Straight4n/Full stop Amival (non-interfacility) 181 2 183

GCA Box 324 0 324

TOTAL| 623 67 690

Transient Large Departure 530 164 694
Straight-r/Full stop Arrival (non-interfacility) 686 8 694

GCA Box 910 6 916

TOTAL 2,126 178 2,304

Transient Helicopter Departure 1,501 398 1,899
Straight VFull stop Arival {non-interfacility) 1,866 33 1,899

TOTAL 3,367 431 3,798

AJRFIELD TOTAL 138,943 8,001 146,944
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-26: Annual Flight Track Operations at MCALF Bogue Field for the Baseline Scenario

Airfield Operations
Aircraft Operation Type Day Night Total
Category 0700-2200 2200-0700
AV-8 Fleet Interfacility Arrival from Cherry Point 312 0 312
FCLP Pattern 2,880 0 2,880
Forward Base Operations Pattern 2,472 0 2,472
Interfacility Departure to Cherry Point 312 0 312
TOTAL 5,976 0 5,976
AV-8 FRS Interfacility Arrival from Cherry Point 352 0 352
FCLP Pattern 3,696 0 3,696
Forward Base Operations Pattern 4,840 ] 4,840
Interfacility Departure to Cherry Point 352 0 352
TOTAL 9,240 0 9,240
EA-6B Arrival (non-interfacility) 6 0 6
Expeditionary Airfield Operations 24 0 24
Interfacility Departure to Cherry Point 6 0 6
TOTAL| 36 0 36
KC-130 Fleet Arrival (non-interfacility) 5 0 5
Normal Pattern Operations 10 0 10
Interfacility Departure to Cherry Point 5 0 5
TOTAL! 20 4] 20
Marine Corps Helicopter Arrivals/Departures/Pattern Operations 960 50 1,010
Other Military Jet Arrivals/Departures/Pattern Operations 790 135 925
Other Military Helicopter Arrivals/Departures/Pattern Operations 110 20 130
AIRFIELD TOTAL 17,132 205 17,337
o M
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. A.3 Lightship and Sanders Approach Data for NAS Oceana

Table A-27: Lightship and Sanders Approaches for Baseline Scenario

F-14 Fleet F-14 FRS Adversary

Day | Night [ Day | Night | Day Night

0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 -

2200 | 0700 | 2200 | 0700 | 2200 | 0700
Sanders Overhead Arrival 8,712 326 2,873 83 685 2
Visual Straight-in Arrival 0 0 613 0 0 0
Lightship Overhead Arrival 1,226 60 891 15 57 0
Visual Straight-in Arrival 0 0 283 0 0 0
Instrument Arrivals 450 25 793 86 89 0
Total Overhead Arrivals (ni) 9,938 386 3,764 98 742 2
Total Straight-in Arrivals (ni) 450 25| 1,689 86 89 0

Table A-28: Lightship and Sanders Approaches for ARS-1

F-14 Fieet F-14 FRS F/A-18 Fleet F/A-18 FRS Adversary
Day | Night | Day | Night| Day | Night | Day | Night}| Day Night
0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - 2200 -
2000 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 0700
Sanders Overhead Arrival 8,270 320} 2,850 72| 8,706 330( 3,127 191 1,982 0
Visual Straight-in Arrival 48 9 618 0 49 18 166 25 15 0
Lightship-  Overhead Arrival 1,745 60 890 16 1,840 94! 1,433 3 234 0
Visual Straight-in Arrival 13 1 304 0 15 0 8 0 2 0
‘ Instrument Arrivals 403 31| 752| 132| 1,629] 599 1,803] 255 99, 1
Total Overhead Arrivals (ni) 10,015 380] 3,740 88| 10,546 424| 4,560 194] 2,216 0
Tota! Straight-In Arrivals (ni) 464 41| 1,674 132| 1,683 617| 1,977 280 116 1

Table A-29: Lightship and Sanders Approaches for ARS-2

F-14 Fleet F-14 FRS F/A-18 Fleet F/A-18 FRS Adversary

Day | Night | Day | Night [ Day | Night | Day Night | Day | Night

0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 -

2200 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 | 0700
Sanders Overhead Arrival 8,286 290| 2,859 72| 7,466 303| 3,211 175| 1,693 0
Visual Straight-in Arrival 45 11 619 0 34 15 122 36 0 0
Lightship Overhead Arrival 1,657 54 893 16{ 1,524 771 1,444 3 229 0
Visual Straight-in Arrival 10 3 296 0 10 3 4 0 0 0

fL In_strument Arrivals 417 37 787 93] 1,409 507| 1,801 233 94 1
Total Overhead Arrivals (ni) 9,943 344] 3,752 88| 8,990 380| 4,655 178/ 1,922 0

Total Straight-in Arrivals (ni) 472 511 1,702 93| 1,453 525 1,927 269 94 1

i
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Airfield and Airspace Operational Study for the 1995 BRAC Realignment of Navy F/A-18 Aircraft

Table A-30: Lightship and Sanders Approaches for ARS-3

F-14 Fieet F-14 FRS F/A-18 Fleet F/A-18 FRS Adversary
Day | Night{ Day | Night! Day | Night | Day | Night | Day | Night
0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 -
2200 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 | 0700
Sanders Overhead Arrival 8,346 324| 2,872 65| 6,277 265| 3,125 198! 2,017 0
Visual Straight-in Arrival 18 8 613 0 4 1 175 17 2 0
Lightship Overhead Arrival 1,633 66 896 15 1,330 67| 1,464 4 215 0
Visual Straight-in Arrival 3 4 293 0 0 1 0 0 0 0
Instrument Arrivals 419 29 776 104/ 1,218 398; 1,783 \
Total Overhead Arrivals (ni) 9,979 390| 3,768 80| 7,607 332] 4,589
Total Straight-In Arrivals (ni) 440 41| 1,682 104| 1,222 400| 1,958

Table A-31: Lightship and Sanders Approaches for ARS-4

F-14 Fleet F-14 FRS F/A-18 Fleet F/A-18 FRS Adversary

Day | Night | Day | Night | Day | Night { Day | Night| Day | Night

0700 - { 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 -

2200 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 | 0700 | 2200 | 0700
Sanders Overhead Arrival 8,398 299 2,861 64| 5,181 164| 3,151 194 1,537 0
Visual Straight-in Arrival 36 4 620 5 33 1 172 19 3 0
Lightship Overhead Arrival 1,567 67 894 10 970 47| 1,429 4 213 0
Visual Straight-in Arrival 5 2 301 1 7 1 5 0 0 0
Instrument Arrivals 445 25 778 102 981 266] 1,807 229 95 2
e —————— ,‘; = - . x> o - :r - \,m* ———— o ———— —— rorEE TS m— SS—
Total Overhead Arrivals (ni) 9,965 366] 3,755 74| 6,151 211] 4,580 198| 1,750 0
Total Straight-In Arrivals (ni) 486 31| 1,699 108] 1,021 268; 1,984 248 98 2

Table A-32: Lightship and Sanders Approaches for ARS-5
F-14 Fleet F-14 FRS F/A-18 Fleet F/A-18 FRS Adversary
Day | Night [ Day | Night | Day | Night | Day | Night | Day | Night
0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 - | 0700 - | 2200 -
2200 | 0700 | 2200 | 0700 | 2200 | 0700 [ 2200 { 0700 | 2200 | 0700

Sanders Overhead Arrival 8,394 312 2,879 78| 5,095 154 3,139 197 2,024 0

Visual Straight-in Arrival 41 2 622 0 16 2 151 24 3 0

Lightship Overhead Arrival 1,566 62 897 16 1,037 44| 1,440 6 215 0

Visua! Straight-in Arrival 6 2 290 0 4 2 4 0 1 0

Instrqment 4Arrvivvalls 427 31 779 103 986 260} 1,806 244 105 0

Total Overhead Arrivals (ni) 9,960 374] 3,776 94 6,132 198| 4,579 203| 2239 0

Total Straight-in Arrivals (ni) 474 35| 1,691 103| 1,006 264| 1,961 268 109 0

“ VYA
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APPENDIX B: TRAINING AREA UTILIZATION

This section contains tables of training area sorties and exclusive-use training area
utilization data for each of the scenarios.

In reviewing and comparing quantitative results, note that, unless otherwise
discussed in the text (Section 3), each of the alternatives should be compared
against the baseline scenario. Since the results are dependent upon airwing
compositions as well as base loading, comparisons between the alternative
scenarios may result in misleading conclusions. Some variation is to be expected
due to random behavior designed into the model.

B.1 Training Area Sorties

ArALk.

An area sortie represents one aircraft entering a region of airspace, operating there
for a period of time, and leaving. Note that for reporting purposes, W-72 TACTS
range sorties are not included in W-72 totals, and BT-9 and BT-11 sorties are not

included in R-5306A totals.

The aircraft categories given in the tables comprise the significant service users for
the training areas. For the overland areas, BT-9, BT-11, Navy Dare, Fort Pickett
(R-6602), Stumpy Point (R-5313A), and the MTRs, each aircraft category is
defined by a type of airframe (e.g., F-14, F-16) and type of squadron (e.g., Fleet,
FRS). For example, while the majority of the F-14 sorties to BT-11 originate from
NAS Oceana, a number of these sorties originate from aircraft carriers positioned
off the Atlantic coast and are categorized, therefore, as F-14 (Other Navy).

Because of the nature of historical utilization reports, it is more difficult to compile
a comprehensive list of airframes for the more commonly used over-water areas.
In this case, aggregate categories are defined in the model by type of user/service.
These users are described below.

Adversary Naval adversary squadron aircraft including F-14, F/A-18,
and F-5 aircraft.

Navy Other Naval aircraft from non-NAS Oceana points of origin
including C-2/E-2, S-3, P-3 aircraft, as well as Navy
helicopters.

Air Force Jets Primarily F-15 and F-16 aircraft.
Air Force Other  Primarily large Air Force aircraft such as C-141, C-5, and

KC-135.

Marine Corps Includes a wide variety of aircraft such as jets, tankers, and
helicopters.

Coast Guard Primarily C-130 and helicopter aircraft.

B-1
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NASA This category indicates the number of NASA operations
that require exclusive use of the airspace. These operations
are primarily missile launches from NASA Wallops Flight
Facility.

Contractor Primarily Learjet and Mitsubishi aircraft flown in support of
military operations.

Civilian Primarily commercial carriers.

Army Helicopters  Includes AH-64, OH-58, and UH-60 helicopters.

; "
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Table B-1: Annual W-72 TACTS Range Sorties
Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 0700 2200 0700 2200 0700
F-14 (NAS Oceana Fleet) 2,869 47| 2916| 1,877 21 1,898 2,048 26] 2,074
F-14 (NAS Oceana FRS) 543 0 543 546 0 546 543 0 543
F/A-18 (NAS Oceana Fleet) — — —| 3,198 31| 3,229] 2812 34| 2,846
F/A-18 (MCAS Cherry Point Fleet) — — — — — — — —_ —_
F/A-18 (NAS Oceana FRS) — — — 138 0 138 157 0 157
Adversary 612 14 626; 1,718 25! 1,743] 1,433 19| 1,452
Air Force Jets 704 11 715 459 16 475 479 20 499
TOTAL| 4,728 72| 4,800 7,936 93| 8,029| 7,472 99| 7,57
ARS-3 ARS-4 ARS-5
Day | Night Day | Night Day | Night
User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 1,990 21| 2,011 2,238 33| 2,271| 1,942 311 1,973
F-14 (NAS Oceana FRS) 548 0 548 546 0 546 551 0 551
F/A-18 (NAS Oceana Fleet) 2,286 28| 2,314] 2,153 11| 2,164} 1,992 25| 2,017
F/A-18 (MCAS Cherry Point Fleet) 457 of 457 - — —| s36 of 536
F/A-18 (NAS Oceana FRS) 113 0 113 165 0 165 153 0 153
Adversary 1,706 19| 1,725 1,311 15/ 1,326| 1,724 19 1,743
Air Force Jets 406 23 429 498 22 520 421 14 435
TOTAL| 7,506 91| 7,597) 6,911 81| 6,992] 7319 89| 7,408
Table B-2: Annual Phelps MOA Sorties
Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
Alrcraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700
F/A-18 (NAS Oceana Fleet) — —_ — 276 0 276 242 0 242
F/A-18 (MCAS Cherry Point Fleet) — — — — _— — —_ — —_
TOTAL 0 0 0 276 0 276 242 0 242
ARS-3 ARS-4 ARS-5
Day Night Day Night Day Night
Alrcraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 0700 2200 0700 2200 0700
F/A-18 (NAS Oceana Fleet) 204 0 204 146 0 146 130 0 130
F/A-18 (MCAS Cherry Point Fleet) 10 0 10 — — — 42 0 42
TOTAL 214 0 214 146 0 146 172 0 172
+ _M_
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Table B-3: Annual Navy Dare Sorties

Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
Aircraft Category 0700- | 2200- | Total | 0700- | 2200- | Total { 0700- | 2200- | Total

2200 0700 2200 0700 2200 0700
F-14 (NAS Oceana Fleet) 2,986 38| 3,024] 2,684 721 2,756| 2,618 56| 2,674
F-14 (NAS Oceana FRS) 1,027 ol 1,027 972 0 972 997 0 997
F-14 (Other Navy) 9 0 9 9 0 9 9 0 9
F/A-18 (NAS Oceana Fleet) — _— —! 1,454 198| 1,652 1,346 160] 1,506
F/A-18 (MCAS Cherry Point Fleet) — — — — — — — — —
F/A-18 (NAS Oceana FRS) — — — 573 91 664 557 106 663
F/A-18 (Adversary) 12 0 12 27 0 27 24 0 24
F/A-18 (Other Navy) 53 0 83 53 0 53 53 o 53
F/A-18 (Marine Corps) 26 6 32 26 2 28 18 2 20
T-34 0 0 .0 22 0 22 27 0 27
AV-8 (Fleet) 68 0 68 54 4 58 38 0 38
AV-8 (FRS) 10 0 10 6 0 6 8 0 8
EA-6B 5 0 5 5 0 5 5 0 5
A-10 14 0 14 16 0 16 20 0 20
F-15 156 4 160 106 2 108 130 10 140
F-16 346 4 350 326 2 328|312 6 318
F-16 (Air National Guard) 498 26 524 504 16 520 490 20 510
TOTAL| 5,210 78| 5,288| 6,837 387| 7,224| 6,652 360| 7,012

ARS-3 ARS-4 ARS-5

Day | Night Day | Night Day | Night

Aircraft Category 0700- | 2200- | Tota! | 0700- | 2200- | Total | 0700- | 2200- | Total

2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 2,684 80| 2,764 2,700 54| 2,754| 2,762 48| 2,810
F-14 (NAS Oceana FRS) 998 0 998 995 0 995 1,010 0| 1,010
F-14 (Other Navy) 9 0 9 9 0 9 9 0 9
F/A-18 (NAS Oceana Fieet) 1,176 116] 1,292 874 86 960 864 94 958
F/A-18 (MCAS Cherry Point Fleet) 86 10 96 — — — 257 68 325
F/A-18 (NAS Oceana FRS) 567 98 665 550 106 656 558 103 661
F/A-18 (Adversary) 30 0 30 19 0 19 22 0 22
F/A-18 (Other Navy) 53 0 83 53 0 53 53 0 53
F/A-18 (Marine Corps) 20 2 22 24 8 32 20 2 22
T-34 26 0 26 35 0 35 22 0 22
AV-8 (Fleet) 62 0 62 62 0 62 45 2 48
AV-8 (FRS) 12 0 12 8 0 8 10 2 12
EA-6B 5 0 5 5 0 5 5 0 5
A-10 6 0 6 10 0 10 8 4 12
F-15 104 4 108 140 8 148 146 4 150
F-16 338 2 340 366 2 368 318 2 320
F-16 {Air National Guard) 526 20 546 488 6 494 548 20 568
TOTAL| 6,702 332{ 7,034, 6,338 270| 6,608 6,658 349| 7,007

+ __w__
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Table B-4: Annual BT-11 Sorties
Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
Aircraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total

2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 494 2 496 688 34 722 708 28 736
F-14 (Other Navy) 30 0 30 30 0 30 30 0 30
F/A-18 (NAS Oceana Fleet) — — —| 1,394 72| 1,466] 1,188 74| 1,262
F/A-18 (MCAS Cherry Point Fleet) — — — — — — — — —
F/A-18 (Other Navy) 237 28 265 237 28 265 237 28 265
F/A-18 (Marine Corps) 362 22 384 354 14 368 364 26 390
AV-8 (Fleet) 1,162 36| 1,198{ 1,082 42| 1,124 1,110 30| 1,140
AV-8 (FRS) 720 0 720 685 0 685 693 0 693
EA-6B 13 0 13 13 0 13 13 0 13
KC-130 (MCAS Cherry Point Fleet) 18 0 18 18 0 18 18 0 18
A-10 120 0 120 120 0 120 104 2 106
F-15 400 6 406 418 10 428 406 12 418
F-16 388 0 388 392 0 392 402 0 402
F-16 (Air National Guard) 198 0 198 202 4 206 212 0 212
AH-1 107 0 107 97 0 97 103 0. 103
UH-1 43 0 43 43 0 43 40 0 40
CH-46 123 0 123 113 0 113 112 0 112
CH-53 13 2 15 11 2 13 11 2 13
Army Helicopters 80 8 88 72 0 72 72 0 72
Other Jets 14 3 17 21 3 24 22 2 24
Other Props 17 0 17 18 0 18 18 0 18
TOTAL| 4,539 107{ 4,646 6,008 209| 6,217} 5863 204| 6,067

ARS-3 ARS-4 ARS-5

Day | Night Day | Night Day | Night

Alrcraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total

2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 686 16 702 626 4 630 640 18 658
F-14 (Other Navy) 30 0 30 30 0 30 30 0 30
F/A-18 (NAS Oceana Fleet) 974 50/ 1,024 794 16 810 754 18 772
F/A-18 (MCAS Cherry Point Fleet) 380 20 400 — — — 773 34 807
F/A-18 (Other Navy) 237 28 265 237 28 265 237 28 265
F/A-18 (Marine Corps) 360 16 376 340 24 364 354 22 376
AV-8 (Fieet) 1,074 42 1,116] 1,106 28| 1,134 1,092 42| 1,134
AV-8 (FRS) 666 2 668 713 0 713 679 0 679
EA-6B 13 0 13 13 0 13 13 0 13
KC-130 (MCAS Cherry Point Fieet) 18 0 18 18(. 0 18 18 0 18
A-10 102 2 104 126 0 126 86 0 86
F-15 420 10 430 374 12 386 376 6 382
F-16 400 4 404 390 0 390 392 o] 392
F-16 (Air National Guard) 172 4 176 218 12 230 152 2 154
AH-1 105 0 105 99 0 29 101 0 101
UH-1 43 0 43 41 0 41 40 0 40
CH-46 114 0 114 123 0 123 102 (] 102
CH-53 11 0 11 11 4 15 13 2 15
Army Helicopters 80 0 80 80 0 80 70 0 70
Other Jets 16 1 17 23 0 23 21 2 23
Other Props 15 0 15 18 0 18 17 0 17
TOTAL| 5916 195 6,111| 5,380 128| 5,508; 5,960 174| 6,134

e
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Table B-5: Annual BT-9 Sorties

Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
Aircraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 0700 2200 0700 2200 0700
F-14 (NAS Oceana Fleet) 68 0 68 254 30 284 192 22 214
F-14 (Other Navy) 30 0 30 30 0 30 30 0 30
F/A-18 (NAS Oceana Fleet) —_ — — 308 32 340 204 24 228
F/A-18 (MCAS Cherry Point Fleet) — — — — — — —_ — —_
F/A-18 (Other Navy) 237 28 265 237 28 265 237 28 265
F/A-18 (Marine Corps) 190 10 200 200 20 220 194 14 208
AV-8 (Fleet) 246 6 252 256 14 270 270 10 280
AV-8 (FRS) 25 0 25 60 0 60 49 0 49
EA-6B 13 0 13 13 0 13 13 0 13
A-10 110 0 110 108 0 108 114 4 118
F-15 52 0 52 84 2 86 62 2 64
F-16 380 8 388 402 4 406 408 0 408
AH-1 78 0 78 88 0 88 82 0 82
UH-1 29 0 29 29 0 29 32 0 32
CH-46 75 0 75 85 0 85 86 0 86
CH-53 9 2 11 11 2 13 13 0 13
Army Helicopters 74 8 82 90 8 98 90 8 98
Other Jets 43 0 43 36 0 36 36 0 36
Other Props 20 0 20 19 0 19 19 0 19
TOTAL| 1,679 62| 1,741 2,310 140| 2,450 2,131 112 2,243
ARS-3 ARS-4 ARS-5
Day | Night Day | Night Day | Night
Alrcraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700 .
F-14 (NAS Oceana Fleet) 232 16 248 170 4 174 216 12 228
F-14 (Other Navy) 30 0 30 30 0 30 30 0 30
F/A-18 (NAS Oceana Fleet) 184 10 194 138 4 142 160 4 164
F/A-18 (MCAS Cherry Point Fleet) 84 8 92 — — — 104 8 112
F/A-18 (Other Navy) 237 28 265 237 28 265 237 28 265
F/A-18 (Marine Corps) 202 16 218 212 8 220 210 8 218
AV-8 (Fleet) 226 12 238 214 18 232 260 10 270
AV-8 (FRS) 61 0 61 33 0 33 63 0 63
EA-6B 13 0 13 13 0 13 13 o] 13
A-10 134 0 134 108 0 108 146 o} 146
F-15 74 8 82 80 4 84 84 2 86
F-16 384 0 384 360 8 368 410 6 416
AH-1 80 0 80 86 0 86 84 0 84
UH-1 29 0 29 31 0 31 32 0 32
CH-46 84 0 84 75 0 75 96 0 96
CH-53 15 0 15 11 0 11 ] 2 11
Army Helicopters 82 8 90 82 8 20 92 8 100
Other Jets 43 0 43 37 0 37 37 ] 37
Other Props 22 0 22 19 0 19 20 0 20
TOTAL| 2,216 106 2,322 1,936 82| 2,018 2,303 88| 2,391
L WA
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Table B-6: Annual R-5306A Sorties

(exclusive of BT-9 and BT-11)

C-179

Baseline ARS-1 ARS-2
Day Night Day | Night Day | Night
Aircraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700
F/A-18 (Marine Corps) o1 0 91 89 0 89 91 0 9
AV-8 (Fleet) 1,003 18| 1,021 1,039 10| 1,049 1,046 8| 1,054
AV-8 (FRS) 1,563 0{ 1,553] 1,52 2| 1,5554] 1,551 2| 1,553
EA-6B 279 9 288 282 9 291 279 9 288
A-10 30 0 30 29 0 28 31 0 31
F-15 56 0 56 60 0 60 58 0 58
F-18 208 4 212 208 4 212 206 4 210
F-16 (Air National Guard) 26 0 26 26 0 26 26 0 26
AH-1 136 0 136 136 0 136 136 0 136
Other Jets 35 o 35 35 0 35 35 0 35
Other Props 90 0 90 90 0 90 90 0 90
TOTAL| 3,507 31} 3,538 3,546 25| 3,571] 3,549 23| 3,572
ARS-3 ARS-4 ARS-5
Day | Night Day | Night Day | Night
Aircraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 0700 2200 0700 2200 0700
F/A-18 {(Marine Corps) 91 0 91 91 0 91 95 0 95
AV-8 (Fleet) 1,053 16| 1,069| 1,052 32| 1,084 1,035 28| 1,063
AV-8 (FRS) 1,550 0, 1,550| 1,552 2| 1554| 1,554 0; 1,554
EA-6B 287 10 297 278 10 288 280 1 291
A-10 30 0 30 30 0 30 30 0 30
F-15 54 0 54 56 0 56 52 4 56
F-16 208 4 212 208 4 212 202 8 210
F-16 (Air Nationa! Guard) 26 0 26 26 0 26 26 0 26
AH-1 136 0 136 136 0 136 136 0 136
Other Jets 35 0 35 35 0 35 35 0 35
Other Props 90 0 90 90 0 90 90 0 90
TOTAL| 3,560 30| 3,590f 3,554 48| 3,602 3,535 51| 3,586
Table B-7: Annual R-5306D Sorties
(MCAS Cherry Point demand only)
Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
Alrcraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700
AV-8 (Fleet) 560 2 562 582 0 582 568 4 572
KC-130 (MCAS Cherry Point Fleet) 22 0 22 22 0 22 22 0 22
KC-130 (MCAS Cherry Point FRS) 34 0 34 34 0 34 34 0 34
TOTAL 616 2 618 638 0 638 624 4 628
ARS-3 ARS-4 ARS-5
Day Night Day | Night Day | Night
Alrcraft Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700
AV-8 (Fleet) 580 0 580 572 4 576 584 4 588
KC-130 (MCAS Cherry Point Fleet) 22 0 22 22 0 22 22 0 22
KC-130 (MCAS Cherry Point FRS) 34 0 34 34 0 34 34 0 34
TOTAL 636 0 636 628 4 632 640 4 644
+ —M——
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Table B-8: Annual W-72 Sorties
(exclusive of W-72 TACTS range)

Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 2,942 58| 3,000] 4,002 42| 4,044 3,809 61| 3,870
F-14 (NAS Oceana FRS) 2,739 0 2,739} 2,808 0f 2,808 2,783 0| 2,783

F/A-18 (NAS Oceana Fleet) — —| 5,158 156 5,314 4,286 149 4,435
F/A-18 (MCAS Cherry Point Fleet) — - — — - — — —_ —

F/A-18 (NAS Oceana FRS) — — —| 4,535 61| 4,596 4,537 58! 4,595
F/A-18 (Marine Corps) 75 0 75 75 0 75 75 0 75
KC-130 (MCAS Cherry Point FRS) 4 0 4 4 0 4 4 0 4
Adversary 121 0 121 544 0 544 522 0 522
Navy Other 2,771 204! 2,975 2,773 202| 2,975] 2,769 206| 2,975
Air Force Jets 1,323 0l 1,323] 1,329 0| 1,329 1,328 0] 1,328
Air Force Other 69 4 110 70 40 110 70 40 110
Coast Guard 46 33 79 48 33 79 46 33 79
Contractor 876 0 876 876 0 876 876 0 876
Civilian 34 37 71 34 37 71 34 37 71

TOTAL| 11,000 373| 11,373] 22,254 571| 22,825| 21,139 584| 21,723

ARS-3 ARS-4 ARS-5
Day | Night Day | Night Day | Night
User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total
2200 | 0700 2200 | 0700 2200 | 0700

F-14 (NAS Oceana Fleet) 3,723 60, 3,783 3,536 65| 3,601 3,588 56 3,644
F-14 (NAS Oceana FRS) 2,757 0] 2,757} 2,796 0| 2,796f 2,762 0f 2,762
F/A-18 (NAS Oceana Fleet) 3,680 102, 3,782 2,810 64| 2,874 2,830 83; 2,913
F/A-18 (MCAS Cherry Point Fieet) 134 16 150 — — — 262 40 302
F/A-18 (NAS Oceana FRS) 4,522 60; 4,582] 4,518 61| 4,579 4,472 76| 4,548
F/A-18 (Marine Corps) - 75 0 75 75 0 75 75 0 75
KC-130 (MCAS Cherry Point FRS) 4 0 4 4 0 4 6 0 6
Adversary 491 0 491 494 0 494 489 0 489
Navy Other 2,764 210 2974 2,771 204\ 2975 2,772 203| 2,975
Air Force Jets 1,326 0| 1,326| 1,327 0} 1,327 1,330 ol 1,330
Air Force Other 70 40 110 69 41 110 70 40 110
Coast Guard 456 33 79 46 33 79 46 33 79
Contractor 875 0 875 876 0 876 876 0 876
Civilian 35 36 71 34 37 71 33 38 71

TOTAL| 20,502 557| 21,059| 19,356 505| 19,861| 19,611 569| 20,180
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Table B-9: Annual W-386A/B Sorties

C-181

Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- Total

2200 0700 2200 0700 2200 0700
F-14 (NAS Oceana Fleet) 0 0 0 98 0 98 88 0 88
F-14 (NAS Oceana FRS) 14 0 14 17 0 17 15 0 15
F/A-18 (NAS Oceana Fleet) — — — 276 4 280 206 0 206
F/A-18 (NAS Oceana FRS) — — — 22 0 22 18 o] 18
F/A-18 {(Marine Corps) 15 0 15 15 0 15 15 0 15
Navy Other 360 199 559 362 199 561 363 199 562
Air Force Jets 3,308 0| 3,308] 3,424 0| 3,424| 3,452 0| 3,452
Air Force Other 75 24 a9 75 24 99 75 24 99
Coast Guard 17 2 19 17 2 19 17 2 19
NASA (Missle Launches) 183 0 183 183 0 183 183 0 183
Contractor 7 4 11 7 4 11 7 4 1
Civilian 129 27 156 129 27 156 129 27 156
TOTAL| 4,108 256, 4,364| 4,625 260| 4,885 4,568 256| 4,824

ARS-3 ARS-4 ARS-5

Day | Night Day | Night Day | Night

User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- Total

2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 94 0 94 148 0 148 100 0 100
F-14 (NAS Oceana FRS) 34 0 34 7 0 7 36 0 36
F/A-18 (NAS Oceana Fleet) 206 4 210 86 0 86 150 0 150
F/A-18 (NAS Oceana FRS) 69 0 69 18 0 18 65 0 65
F/A-18 (Marine Corps) 15 0 15 15 0 15 15 0 15
Navy Other 362 198 560 360 199 559 366 199 565
Air Force Jets 3,518 0! 3,518| 3,442 0| 3,442] 3,484 0| 3,484
Air Force Other 75 24 99 75 24 99 75 24 99
Coast Guard 17 2 19 17 2 19 17 2 19
NASA (Missle Launches) 183 0 183 183 0 183 183 0 183
Contractor 7 4 1 7 4 11 7 4 11
Civilian 130 25 155 129 27 156 129 27 156
TOTAL| 4,710 257| 4,967| 4,487 256| 4,743| 4,627 256| 4,883

+ e
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Table B-10: Annual W-386D Sorties

Baseline ARS-1 ARS-2
Day Night Day Night Day Night
User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total

2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 275 5 280 325 5 330 317 0 317
F-14 (NAS Oceana FRS) 684 0 684 684 0 684 684 0 684
F/A-18 (NAS Oceana Fleet) — — — 179 0 179 159 0 159
Adversary 0 0 0 0 0 0 0 0 0
Air Force Jets 3 0 3 83 0 83 60 0 60
NASA (Missle Launches) 183 0 183 183 0 183 183 0 183
TOTAL| 1,145 5| 1,150| 1,454 5| 1,459| 1,403 0| 1,403

ARS-3 ARS-4 ARS-5

Day | Night Day | Night Day | Night

User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- | Total

2200 | 0700 2200 | 0700 2200 | 0700
F-14 (NAS Oceana Fleet) 341 0 341 325 41 329 325 0 325
F-14 (NAS Oceana FRS) 684 0 684 684 0 684 684 0 684
F/A-18 (NAS Oceana Fleet) 133 0 133 111 0 111 139 0 139
Adversary 2 0 2 0 0 0 0 0 0
Air Force Jets 47 0 47 54 0 54 67 0 67
NASA (Missle Launches) 183 0 183 183 0 183 183 0 183
TOTAL| 1,390 0| 1,390| 1,357 4 1,361| 1,398 0| 1,398
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Appendix B
Table B-11: Annual W-122 Sorties
Baseline ARS-1 ARS-2
Day | Night Day | Night Day | Night
User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- Total

2200 0700 2200 0700 2200 0700
F-14 (NAS Oceana Fleet) 718 44 762 474 56 530 377 56 433
F-14 (NAS Oceana FRS) 123 0 123 104 0 104 108 0 108
F/A-18 (NAS Oceana Fleet) —_ —_ — 565 16 581 397 20 417
F/A-18 (MCAS Cherry Point Fleet) — — — — — — — — —
Adversary 0 0 0 0 0 0 0 0 0
F/A-18 (Marine Corps) 551 68 619 546 73 619 550 72 622
AV-8 (Fleet) 2,130 32| 2,162 2,126 35| 2,161] 2,129 35| 2,164
AV-8 (FRS) 1,316 o| 1,316} 1,311 ol 1,311 1,311 ol 1,311
EA-6B 1,606 15| 1,621 1,610 15| 1,625 1,606 15| 1,621
KC-130 (MCAS Cherry Point Fleet) 144 0 144 144 0 144 144 0 144
KC-130 (MCAS Cherry Point FRS) 231 0 231 231 0 231 231 0 231
Navy Other 452 184 636 454 182 636 453 183 636
Air Force Jets 4,852 573] 5,425| 4,849 580| 5,429 4844 584| 5,428
Air Force Other 270 60 330 270 60 330 270 60 330
Coast Guard 40 4 44 40 4 44 40 4 44
Contractor 34 9 43 34 9 43 33 10 43
Civilian 774 63 837 774 63 837 774 63 837
TOTAL| 13241 1,052| 14,293 13,532 1,093| 14,625 13,267 1,102| 14,369

ARS-3 ARS-4 ARS-5

Day | Night Day | Night Day | Night

User/Service Category 0700- | 2200- | Total | 0700- | 2200- | Total | 0700- | 2200- Total

2200 0700 2200 0700 2200 0700
F-14 (NAS Oceana Fleet) 553 48 601 485 30 515 721 40 761
F-14 (NAS Oceana FRS) 112 0 112 107 0 107 117 0 117
F/A-18 (NAS Oceana Fleet) 328 12 340 279 4 283 257 4 261
F/A-18 (MCAS Cherry Point Fieet) 1,635 52| 1,687 — — —| 2,715 98| 2,813
Adversary 72 0 72 0 0 0 70 0 70
F/A-18 (Marine Corps) 540 77 617 548 69 617 543 74 617
AV-8 (Fleet) 2,054 38| 2,092 2,123 33| 2,156 2,069 40| 2,109
AV-8 (FRS) 1,305 0| 1,305| 1314 o 1,314| 1,276 ol 1276
EA-6B 1,610 21| 1,631} 1,605 16| 1,621 1,602 23| 1,625
KC-130 (MCAS Cherry Point Fleet) 143 0 143 144 0 144 144 0 144
KC-130 (MCAS Cherry Point FRS) 220 0 220 231 0 231 226 0 226
Navy Other 460 177 637 451 185 636 454 182 636
Air Force Jets 4,879 542| 5,421| 4,865 563| 5,428| 4,873 555| 5,428
Air Force Other 269 61 330 270 60 330 270 60 330
Coast Guard 40 4 44 40 4 44 40 4 44
Contractor 33 10 43 34 9 43 34 9 43
Civi