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Executive Summary


Currently, it is a common and often repeated phrase that “Cleveland has turned its back on Lake Erie.”  However, this is misleading considering the economic and industrial benefit that Cleveland has received from its proximity to the lake.  Very few cities in America are fortunate enough to have a fully functional lakefront airport that provides a number of benefits.  Our mission is to enhance Burke Lakefront Airport (Burke) by ultimately creating a multi-modal transportation system that will support public and private needs as well as maximize economic growth for the city.  Economic activity will not only be achieved through transportation methods, but by linking various recreation and educational amenities to the airport. 


There are many arguments for keeping Burke as an airport.  They include: (1) its significance to the regional airspace as a reliever airport of Hopkins; (2) the time-savings, flexibility, choice of destination and safety benefits offered to its business users; (3) the critical services it provides by rescue and safety groups such as Medivac and the Cleveland Police Aviation Unit; (4) its accessibility to major interstate highway systems; (5) its recreation and educational facilities for current and future events, as well as its proximity to other tourist attractions; and (6) its existence as the only viable location in Cuyahoga County for a Hopkins’ reliever airport.  Burke’s few problems include its financial deficiency and existing infrastructure that is in need of renovation.  


Implementation of the plan will be conducted in three phases and is designed to be flexible so that future changes can be completed as funding and market conditions permit; phases are functional in and of themselves.

Phase One (0 - 5 years):

· Minimal expenditure and physical improvement of the Burke site, objective is to increase revenue for airport operations and lessen subsidy provided by Hopkins.

· Installation of a new confined disposal facility (CDF) by extending the current Burke site to the north to line up parallel to existing runways, not the breakwall.  In addition, a CDF location at the far-east end of site.

· Relocate the Coast Guard, Naval Reserve, and Army Corps of Engineers to the eastern edge where old Aviation High School currently resides.

· Expand Voinovich Park with available land after transition of above agencies.

· Renovate existing terminal to expand the amount of leasable space

· Develop unused eighty-eight acres at the east end as executive par three golf course for revenue generation.

· Develop marketing program to promote Burke, creating a linkage to recreation, education, and tourist activities.

· Encourage an agreement between the City of Cleveland and Cuyahoga County to establish a regional authority for airport operations.

Phase Two (5 – 15 years):

· Begin capital expenses and physical changes to lure some of Cuyahoga County Airport’s flight operations to Burke.

· Construct extra hangars to accommodate an additional three to five fixed based operators expanding capacity to handle more general business aircraft.

· Move existing southern runway to the northeast, residing partially on land created by CDF 10b.

· Create new access point from freeway or boulevard, whether Shoreway is reconfigured or not.

Phase Three (15 – 30 years):

· Consists of a multi-modal regional transportation and business center to complete the relocation of Burke to the northeast.

· Airport focused on freight and business aircraft operations.


· Greyhound and Amtrak will link to Waterfront R.T.A.

· Additional new 9,000 feet runway created by new confined disposal facility located to the northern most portion of site to accommodate large cargo aircraft.

· New runway:

· Frees-up approximately seventy acres of land for freight operations, hangars, and new centrally located terminal.

· Freight operations will include Federal Express, United Parcel Service and United States Parcel Service.

· Provides industrial and transportation park complete with cargo holding warehouses on slightly less than one hundred acres.


· Conversion of existing taxiway and southern runway into a public street will add land between runway and North Marginal Road for redevelopment.

· New terminal located on the centerline of East 40th Street close to the 9,000 feet runway provides a visual focal point and gateway to the transportation center, linking the city and Burke.

The above three phases may over lap and will be completed as revenues and market conditions permit.

Both, Burke and Hopkins Airports are, for financial, budgeting and reporting purposes, combined together.  However, for purposes of this report, Burke expenses and revenues were analyzed separately.  Since various public entities gave some financial leverage it was also necessary to conduct a cost-benefit analysis for the public sector’s involvement with this project.  The airport is owned and operated by the city, so an analysis on the city’s role in redeveloping Burke was also conducted.  The subsidies granted by the city include the loan and the general obligation bond.  The overall costs of their subsidies approached five million dollars, while the benefits received also approached five million dollars through increased property taxes and interest from the loan.  The overall cost-benefit ratio ended up an even 1.00, which is very rare in most cases.  In our opinion, both the private and public side will enjoy the benefits of the new “Super Burke” by providing an economic engine for the city.

Introduction
Cleveland is the city it is today because of the economic and industrial benefit that it has received from its proximity to Lake Erie. As early as the 1920’s the City Council was considering how to redevelop the lakefront and locating an airport on the lake. Years of study and planning led to the development of Burke Lakefront Airport (Burke) and created a valuable asset to the region. Burke fills a vital niche in Northeast Ohio.  Very few cities in America are fortunate enough to have a fully functional lakefront airport that provides a number of benefits. Time-savings, flexibility, choice of destination and safety are among the most cited benefits of using general aviation according to the National Business Aircraft Association (NBAA), and Burke certainly offers these advantages.  Citizens also enjoy the reduction in noise as Burke users fly over the lake.

The History of Burke Lakefront Airport

William M. Ondrey Gruber and Joanne Kaufman prepared a terrific history of Burke in Burke Lakefront Airport: A Report on its History, Its Current Status, and Its Future. The following was excerpted from that report.

Cleveland City Manager William R. Hopkins announced the plan for the lakefront airport back on August 7, 1927. Planning and discussion for a lakefront airport continued through the 1930’s. In 1929, the first Cleveland National Air Show was held. By 1930 Thompson Aeronautical Corporation operated a daily hydroplane passenger service from a small lakefront airport at East 9th Street. A ramp for seaplanes was built on the East Side lakefront for the Great Lakes Exposition in 1936 and 1937. By 1945, amphibious planes were landing and taking off on Cleveland’s lakefront east of East 9th Street and the Coast Guard Station at an area called the Plane Harbor.

A plan for construction of a bulkhead and placement of fill was approved by City Council on May 11, 1942, as part of the City’s “Official Lake Front Development Plan,” although the actual construction of the bulkhead was not approved for three more years.  (Ordinance No. 232-A-42).  The city established landing fees for “commercial airline planes” by September 1945. (Board of Control Resolution No. 794-45, adopted September 12, 1945). Also, in 1945, Cleveland City Council passed a resolution asking that the City Planning Commission conduct a study into the desirability of constructing a downtown lakefront airport. (Resolution No. 1456-44, passed May 21, 1945). 

On June 28, 1946, Cleveland Mayor Thomas A. Burke signed legislation that City Council had approved on June 24th, which changed the city’s Lake Front Plan to include creation of “landing places for land and amphibious planes” in the area to be filled from East 9th Street east to East 26th Street, north of the Cleveland Memorial Shoreway. (Ordinance 2705-45, enacting new Codified Section 30-4-A). On August 25, 1947, the Cleveland Lakefront Municipal Airport celebrated its official grand opening.  The Lakefront Airport was later re-named in honor of Mayor Burke.

By 1947, City Council approved the construction of a “boundary line fence and gate openings” and “a prefabricated building to house the airport control office, comfort station and fire equipment” for the Cleveland Lakefront Airport. (Ordinances Nos. 1682-47, passed July 31, 1947, and 2147-47, passed November 10, 1947, respectively).  The city also had erected a ten unit T-hangar for the storage of aircraft by 1947. (See Ordinance No. 634-53, passed June 28, 1954). The field occupied a total of 32 acres with a 2,000-foot runway, with work underway by 1951 to add another 123 acres and construct two parallel runways by 1953-1954.

In 1954 City Council approved the issuance of $3.6 million in bonds for the purpose of constructing an airport terminal, runways, and for bulkheading and filling at the Lakefront Airport. (Resolution No. 1844-54, passed June 28, 1954). Filling and grading continued through 1956.

The first paved runway, 5,200 feet in length, opened in the summer of 1957, enabling the Lakefront Airport to double air traffic to more than 100 planes daily, and creating the need for a control tower.  The Control Tower was constructed in 1961. The east and west concourses were built in 1968.  Fill was added throughout the 1960s and 1970s, extending the Airport property eastwards.  Plans for an Aviation High School on the grounds were prepared in 1973.

As for passenger services, Burke had scheduled commercial airline passenger service until 1990.  As recently as 1987, Burke had more than 313,000 passengers use the Airport.  That went down to 191,000 in 1990, which justified discontinuing passenger services out of Burke.  The terminal at Burke is still equipped to handle commercial services, as it resembles an ordinary passenger terminal, but obviously without the service. (This history was excerpted from Gruber, W. & Kaufman, J.).

Justification for Keeping Burke

Significance to Regional Airspace 

Due to its geographic location, situated between Chicago and New York City, the airspace above Cleveland is the busiest in the country.  Hopkins International Airport (Hopkins) is not large enough to handle the tremendous amount of air traffic generated by commercial and small business aircraft.  Delays at Hopkins have a “domino effect” that impacts the efficient travel of passengers throughout the entire Midwestern region.  As a result, the Federal Aviation Administration (FAA) has invested over $140 million in the Hopkins expansion program.  The FAA has designated Burke as a reliever airport, allowing much of the general aviation and business aircraft to utilize Burke, rather than cramping the fragile capacity of Hopkins’ airspace.  Therefore, Burke plays a direct role in expanding the ability of Hopkins to handle more commercial flights, thereby increasing the economic vitality of the region.

Convenience and Critical Services

In addition to freeing up important capacity at Hopkins, Burke creates a number of other benefits to the residents and business people of Northeast Ohio.  Burke is home to a number of critical services such as Medivac helicopters, the Cleveland Police Aviation Unit, and local news station helicopters. Without the luxury of using Burke, these services would have to travel greater distances potentially jeopardizing the welfare of the citizens of Northeast Ohio. In addition, a number of city government offices including the Division of Research Planning and Development Office lease space in Burke’s terminal.  

Another benefit of Burke is its location and proximity to the central business district.  With convenient access to the downtown office base and interstate highway system, business travelers can land downtown and quickly reach their final destination

 whether their office is downtown or in the outlying suburbs.  If business travelers were forced to arrive and depart from Hopkins, they would be wasting valuable time waiting for flights amidst the large amount of commercial flight traffic.  This coincides with NBAA’s cited benefits listed previously.

The students from the Maxine Goodman Levin College of Urban Affairs at Cleveland State University conducted an airport survey to gain an understanding of how Greater Cleveland’s corporate executive community regards Burke’s utility.  We hoped to find: (1) how vital both private jet access and a reliever location are to the corporate community’s business operations, (2) a basis for forecasting an increased level of demand for private jet service, at Burke and elsewhere, resulting from economic recovery and permanent increased security measures, (3) the needs of other pertinent factors, such as schools, quality of infrastructure, new economy, etc., and finally, (4) to identify how Burke might improve its operations in order to make it more competitive with other options.

 Unfortunately, only 3 of the 141 mailed surveys were returned; therefore, the lack of response offers very little data for measuring the significance of the Burke from a user’s perspective.  The only opinions noted were that the terrorist attacks on September 11, 2001, and the fear they created have helped the private jet industry. However, the current recession has weakened the industry.  The trends in general aviation might better explain the situation.

General Aviation and Trends

The General Aviation Manufacturers Association (GAMA) reported that the United States general aviation industry billings decreased 9.9% from $8.6 billion in 2001 to $7.8 billion in 2002 (Annual).  United States shipments of business jets dropped approximately 12.7%.  The all time high of business jet shipments were between 1998 and 2001, with the current figure still being greater than 1999 levels.  Although these figures appear to express a decrease in general aviation activity, the used aircraft market in 2002 was strong even though aircraft sold below what it had in 2001.  In fact, the FAA reported the number of flights on business jets was 13% higher in 2002 than 2001, with 5% of them being United States activity. AvDate, a Wichita-based company that tracks owners and operators of civil aircraft, reported the number of corporate aircraft operators rose 5% in the same period to 13,958, lifting the worldwide fleet of aircraft north of 22,575. (Riding).  Of that total, says AvData, 10,191 operators with 15,575 aircraft –or roughly 70%- are based in the United States. 

Also on the flip side of some of the decreases earlier mentioned, fractional shareholding by individuals and corporations has increased in the United States by 20% from 3,415 to 4,098 in 2002.  The number of airplanes in fractional programs grew just over 11% in 2002, from 696 to 776.  GAMA member companies reported that approximately 15% of their total 2002 turbine deliveries went to fractional programs.  

Other trends indicate that pilot certificates held steady at 86,000 in 2002 despite employee layoffs at commercial airlines and the fallen economy. This perhaps indicates a demand for pilot training. New airplane products using greater technology are also expected to appear over the next few years, and the general aviation market is lobbying for sales tax incentives to promote purchases.  With all this in mind, one can see that business aviation, which is the greatest percent of general aviation, would still find reliever airports appealing. 

Businesses and Market Area

There are 587 businesses that comprise a total of 10,580 employees alone in the area between East 13th Street and East 55th Street running south to Chester Avenue to support Burke, which is an area of approximately 2½ square miles. These businesses represent construction, manufacturers, transportation and wholesalers from which Burke may pull future tenants beginning in the second phase of our plan. (See maps in Appendix Figures 1. and 2.) 

Also, the list below contains Weatherhead 100 Companies within Cuyahoga County and shows Hopkins, Cuyahoga and Burke airport market areas weighted by annual flights. (See map in Appendix Figure 3.) The top two companies with the highest percent sales growth for a five-year period are found within Burke’s market area; Undercar Express enjoyed a 4830% sales growth and Paragon Data Systems 1688% rate.  Sales growth for those companies at the top of Cuyahoga’s list started significantly below Burke at 663% and those in Hopkins’ started at 514%.  

	Companies in Burke Lakefront Airport Market Area (Weighted by Annual Flight Operations)

	COMPANY
	CITY
	SALES_GROWTH                     (five years)

	Undercar Express, LLC
	Cleveland
	4830%

	Paragon Data Systems, Inc.
	Cleveland
	1688%

	Nature Stone
	Bedford
	477%

	Orbital Research Inc.
	Cleveland
	408%

	Colortone Audio Visual Staging &
	Cleveland
	361%

	Arras Group
	Cleveland
	334%

	New Era Builders, Inc.
	Cleveland
	270%

	VillaWare Manufacturing Co.
	Cleveland
	199%

	Grace Marketing Company
	Cleveland Hts
	171%

	Edge Seal Technologies, Inc.
	Bedford
	139%

	Whole Health Management
	Shaker Heights
	134%

	Meritech Blue, Inc.
	Cleveland
	129%

	Major Legal Services?
	Cleveland
	106%

	SBK Brooks Investment Corporation
	Cleveland
	106%

	 
	
	

	Companies in Hopkins International Airport Market Area (Weighted by Annual Flight Ops)

	COMPANY
	CITY
	SALES_GROWTH                     (five years)

	Renewal by Andersen
	Middleburg Hts
	514%

	Proximity Marketing
	Brecksville
	462%

	Pentagon Engineering Corporation
	Rocky River
	340%

	Hyland Software, Inc.
	Westlake
	249%

	Mazzella Crane and Hoist
	Brookpark
	232%

	Nanofilm, Ltd.
	Valley View
	212%

	The Priority Group, Inc.
	Cleveland
	173%

	Hastings Water Works, Inc.
	North Royalton
	163%

	CORSA Performance
	Berea
	156%

	The Shamrock Companies Inc.
	Westlake
	149%

	Premier Physicians Centers, Inc.
	Rocky River
	133%

	Family Heritage Life Insurance C
	Independence
	132%

	Computer Systems Company, Inc.
	Brecksville
	118%

	The Ahola Corporation
	Brecksville
	113%

	Amsdell Companies/U-Store-It, In
	Middleburg Heig
	100%

	White Dove Mattress Ltd.
	Cleveland
	93%

	Ambiance Incorporated
	Middleburg Hts.
	93%

	Companies in Cuyahoga County Airport Market Area (Weighted by Annual Flight Operations)

	COMPANY
	CITY
	SALES_GROWTH                     (five year)

	DigiKnow, Inc.
	Beachwood
	663%

	Datavantage Corporation
	Solon
	211%

	Ticknors Mens Clothing
	Cleveland
	172%

	Application Design Consultants,
	Cleveland
	152%

	Handl-It Inc.
	Bedford Heights
	151%

	Century Cycles
	Solon
	136%

	TMW Systems, Inc.
	Beachwood
	130%

	Corporate Collection Services, I
	Beachwood
	103%

	Paragon Consulting, Inc.
	Cleveland
	92%

	
	
	


Impacts of Recreation and Education

Burke is home to traditional summer events such as the Cleveland Air Show and the Cleveland Grand Prix.  These events create a substantial positive economic impact to the region.  The Cleveland Air Show creates approximately $50 million in revenues while the Grand Prix produces an additional $100 million annually to the revenue base of the City of Cleveland.  Furthermore, if Burke did not exist, these events would have to be cancelled or moved outside the region because Hopkins is not suitable for an air show and is unable to fulfill the specific needs of a Grand Prix race.  In these trying economic times the City of Cleveland cannot afford to forego such revenue producing events and Burke plays a vital role in allowing these events to be possible.    

Most Suitable Reliever Location

A number of people have suggested that Burke is under-utilized and should be closed to free up valuable lakefront property for development.  However, FAA regulations stipulate that if a reliever airport is closed than a new site must be identified at a comparable distance from Hopkins, to handle the flights that once utilized the reliever airport.  Our research shows a lack of viable options, outside of Hopkins, for displacing the aircraft that currently use Burke. Other airports in the region (Cuyahoga County, Lorain County, Geauga County, Akron-Canton International, and Lost Nation Airport) are too far away from Hopkins to satisfy the requirements of displacing a closed reliever airport with a new site equidistant to Hopkins.  

Cuyahoga County Airport is considered by many to be the most likely candidate to replace Burke as a reliever airport. However, the political and economic cost of expanding operations at Cuyahoga County Airport to accommodate the moved flights from Burke would be prohibitive.  Cuyahoga County Airport is surrounded by residential neighborhoods whose citizens have made it clear that the airport’s current operations are unacceptable and would not accept expanding the airport’s operations. In addition, in order to expand the operations at Cuyahoga County Airport you would likely need to purchase a number of surrounding residential properties, which often times carries with it a long and expensive battle.  Even if it were possible to accommodate the flights from Burke at Cuyahoga County Airport without expanding the airport property, airport operations have been shown to have adverse health impacts stemming from noise and other environmental pollution factors. As a result, the many surrounding residents would be eligible for sound proofing projects at the airports expense. Similarly, Geauga County residents have recently voiced their opposition to any plans to expand Geauga County Airport.

On the other hand, the current Burke site, situated downtown next to the lake, is isolated enough to allow for airport activities at all hours of the day and night without complaints from surrounding residential development and without creating the adverse health impacts associated with airports in residential neighborhoods.

Public Trust Land

Artificial fill placed in Lake Erie created Burke’s land. The title to all land beyond the natural shoreline of Lake Erie, both filled and submerged, is in the state as trustee for the benefit of the people. This is known as the Public Trust Doctrine. The state, as trustee, cannot be alienate the land and must preserve the purpose of the trust. It is the purpose of the trust to preserve public uses, which, historically, are navigation, commerce, and fishing. Redeveloping Burke to private uses, such as housing, has the potential to violate the public trust. However, using the land for a public airport is clearly a public use in aid of navigation. 

Facility Comparisons of Relievers

Of the possible reliever airports for Hopkins, both of Burke’s runways are the longest at 6,198 ft. and 5,200 ft., with opportunity for expansion.  Burke has more itinerant ramp area and parking is significantly more adequate than at the others.  Although Burke’s number of based aircraft totaled eighty in 2002 in comparison with Cuyahoga County, it had the highest number of operations with 275 per day compared to Cuyahoga’s 180 (FAA). The following charts show the breakdown of the types of aircraft based at Burke and the types of operations:
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The two parallel runways at Burke contributed to its capacity advantage over Cuyahoga County Airport, which has only one runway.  Also, Burke’s terminal building is 67,000 sq. ft. compared to Cuyahoga County’s 6,000 sq. ft. and provides a much larger building for lease options.

Commercial/Residential Elsewhere Makes Sense

It is our opinion that the Burke is too valuable an asset to the region and should not be closed to accommodate commercial or residential development.  At present there are a number of regional projects that would be better served by surrounding residential and commercial development. The Euclid Corridor Project is an example of an economic development project that would benefit from being surrounded by housing and commercial uses.  It would not make sense to close Burke and create additional residential units in an already underutilized downtown housing market with a vacancy rate of approximately 15-20% or more. Other examples include the Tower City area, the Warehouse District, and various smaller “gateway retail centers” such as East 105th Street and St. Clair Avenue. These are the locations where the city should continue to focus its attention and limited resources when seeking to expand commercial and residential development. The current market is not sufficient to support these projects and expanded development at Burke.  

This was made clear from the results of the housing survey conducted by the planning capstone students from the Maxine Goodman Levin College of Urban Affairs at Cleveland State University. The objectives of the telephone survey with 206 individuals in the Cleveland metropolitan area included: 1) identifying the level of potential consumer interest in the Burke site as location for future multi-family housing; 2) outlining certain broad characteristics of the submarket to which redevelopment would appeal; and 3) estimating the impact of site and development-related characteristics on housing consumer interest.  The total results of the housing survey appear to favor housing on the Burke site without airport association and without environmental issues.  However, only 11 of the 206 participants would most likely be considered the target market (submarket) since they showed interest in a townhouse or flat environment; the other respondents favoring the concept wanted single-family homes that could not be supported by the necessary Burke site density. Based on this subgroup of “townhouse-friendly favorable movers,” an analysis was performed to estimate the size of the potential market for housing at Burke.  The analysis builds upon data from the subgroup results and the 2000 census data obtained from the Center on Urban Poverty and Social Change website at Case Western Reserve University’s Mandel School of Applied Science (http://cando.cwru.edu/cgi-bin).  The results projected 10,628 interested households.  Applying various “successful sale” penetration rate assumptions to this projection yields an annual penetration rate that would range aggressively from 1,051 to a conservative 245 (Curtiss).

One must realize, however, that since survey participation was voluntary, the population as a whole may not have been represented.  It is most likely that those who chose to participate had a greater interest in lakefront housing opportunities than those who declined, therefore, creating a more favorable than average outcome for housing.  The “urban” suburb participants favored the lakefront housing opportunity greater than the “traditional” suburban views, reducing potential from those moving from the latter location.  Also, the participant’s expected price range fell on the lower end of the scale considering the perception of the intended dwellings leaving cost for such a development a significant factor.  Ultimately, as stated earlier, there is a number of infill housing sites currently available throughout the city that are more useful for housing than at Burke.
Another prohibitive factor to developing residential units on or near the Burke site is the exorbitant cost of sound proofing the structures if the airport remains in operation.  The added cost of building with super-insulated materials causes prices to rise above current market rates and hinders the ability of building owners to offer reasonably priced housing options. Due to the poor quality of the soil at the Burke lakefront, construction of buildings over two stories would require concrete pilings driven to bedrock at an added cost of roughly one million dollars per acre.  In addition, the serious and well-known physical and mental health risks associated with living near airports would jeopardize the marketability of the housing units. 

Furthermore, even if the airport is closed the serious environmental concerns with the site will remain, which will harm marketability. Approximately twenty-two acres of the Burke site are a landfill, composed of household waste. The vast majority of the Burke site is composed of Cuyahoga River Dredgings. The United States Environmental Protection Agency (EPA) has classified the Cuyahoga River as an Area of Concern (AOC) and established a Remedial Action Plan for the river. In its assessment of the river the EPA has stated:

Most of the sediments dredged from the navigation channel of the Cuyahoga AOC are subject to restrictions on disposal because of their classification by U.S. EPA as "heavily polluted" by heavy metals. Only a small amount of the dredged material at the extreme upstream end of the navigation channel has no restrictions on disposal (30,000 cubic yards of a total 400,000 cubic yards dredged annually) and are used for beach nourishment. The "heavily polluted" sediments are disposed of in a confined disposal facility in the Cleveland area. (U.S. EPA available at: http://www.epa.gov/glnpo/aoc/cuyahoga.html)

The confined disposal facilities with the “heavily polluted” materials that comprise Burke a large portion of Burke. Currently, the site has been evaluated and determined to be safe for airport operations and it is unknown if would be suitable for residential use. However, even if it was determined to be suitable, the survey respondents identified that they would not want to live on a “polluted” site.

Current Conditions at Burke Lakefront Airport
Although we believe that Burke is a valuable regional resource and should remain an airport in the future, there are a few existing deficiencies with the site that should be mentioned.  Burke currently operates at a deficit of approximately one million dollars annually and must be subsidized by Hopkins to remain in operation.

  Some of the existing infrastructure at Burke is out-dated and in need of renovation.  The terminal is located at the far western end of the site causing excessive fuel consumption and taxi delays.  A centrally located terminal would prevent aircraft from having to spend additional time and money to reach the proper takeoff position.  In addition, the existing terminal is configured for passenger use while the existing runways at Burke are not long enough to accommodate large commercial passenger aircraft nor will the fragile airline market support passenger service out of Burke.  Given the fact that Burke is not a viable passenger airport, the existing terminal facility should be renovated to coincide with current usage patterns eliminating of the excessive amount of common area.

Finances at Burke Lakefront Airport

Burke and Hopkins Airports are, for financial, budgeting and reporting purposes, combined together.  Actually, Burke expenses and revenues are line items in what is basically financial budgeting and reporting for Hopkins.  That is because all Burke maintenance, operation and administrative expenses, and all rentals, charges, landing fees, use charges and concession revenues, are included in the calculation of airline rates and charges for Hopkins Airport. Revenues from Hopkins cover any deficit at Burke.  Thus, Burke losses are offset by Hopkins “surpluses.”  The Burke Master Plan states that this situation, where there are two airports in a community with the main commercial airport subsidizing the reliever airport, is “typical.” 

The aforementioned phenomenon is up for interpretation, especially when discussing if Hopkins is in fact “subsidizing” the activity at Burke Lakefront.  Dana Ryan, Chief Planning Officer for the City of Cleveland Department of Port Authority said the following in an email interview:

“I don’t know if the correct word is “subsidizing,” but in situations where a city owns multiple airports, such as Cleveland, it would be to the city’s advantage if it operated the system through an enterprise fund.  The enterprise fund ensures that those who gain benefit from the airport system (principally the airlines and passengers) pay for the system.  It also ensures that no tax dollars from the city’s general fund are used to operate or maintain the airports.”

Regardless of the term coined to represent Hopkins and Burke sharing the same “piggy bank,” whether or not this is “typical” as stated in the 1999 Master Plan is also up for argument.  I asked Ryan about how “typical” this actually is given his experiences in Dallas, Texas:

“As I have understood, the situation in Dallas is similar.  The City of Dallas owns Love Field (commercial service) and Redbird Airport (a designated reliever to Love and DFW).  Redbird rarely operates in the black, yet it costs taxpayers no money because costs are covered by Love Field…  However, as counter argument, in today’s cash-strapped environment this practice is being questioned by the airlines.  For instance, the Metropolitan Airports Commission (MAC) of Minneapolis/St. Paul owns and operates a commercial service airport (MSP) and six designated relievers.  The relievers are operated in part through fees paid at MSP by Northwest and other airlines.  Northwest is challenging the MAC to make the smaller airports more self-sufficient by raising landing and tenant fees at the reliever airports.  If this is not feasible, the airline wants the MAC to divest itself of one or two reliever airports.”

The Use Agreements with the airlines using Hopkins Airport, which currently expire in 2005, include a provision that the annual deficit at Burke is included in the residual cost formula for Hopkins, up to a limited amount (i.e. a specified maximum.)  This amount is called the “Allowable Burke Lakefront Deficit.”  The airlines agree to have their fees cover the Burke deficits so long as the projected deficit does not exceed the Burke deficit for 2001.  The formula is as follows: 2001 Burke deficit, minus the debt service on General Obligation (GO) Bonds for Burke improvements, multiplied by the Consumer Price Index (CPI) for the most recent month, divided by the CPI for the same month in 1975.
The city’s Airports are operated as what is called an Enterprise Fund, as mentioned above from Mr. Ryan.  That does not mean that the Airports are required to be self-sufficient, and are not supposed to be either subsidized by the General Fund, nor are they to subsidize the General Fund. There is no explicit City Charter provision requiring that the Airports be operated in this manner, as there is for the city’s utilities—water, electric and sewer.
There is a provision in at least one grant agreement between the city as grantee (or sponsor) and the FAA as grantor, dated June 13, 1995, that appears to be a general agreement whose language may apply to other grants that make reference to the general terms, which states that the city agrees that:


…all net revenues produced from real property purchased in part with Federal funds in this grant shall be used on the airport for airport planning, development, or operating expenses…airport fiscal and accounting records shall clearly identify actual sources and uses of these funds.

Thus, through agreement the city is restricted in how funds and revenue may be used.

Revenues

Burke’s revenue sources are from concession and lease agreements, rentals, parking revenues, landing fees and other sources such as the Air Show and the auto race.  The current lessees and concessionaires are listed at the end of this report in Table 1.  There are eighteen tenants, with three sub leasers, all accounting for roughly one-half of the total operating revenues according to the City of Cleveland Balance Sheets for 2001.  Given a total operating revenue amount of $810,894 and a total leased square footage amount of 418,746, the average amount of rent paid per square foot is $1.94, far below the national average of reliever airports.  In addition to this, the 1999 Burke Master Plan calls for increasing revenues through fiscal year 2017, revenues have been declining and when coupled with the troubles within the airline industry and the down economy, the outline in the plan may become irrelevant very quickly.


During the 1998 fiscal year, Burke’s revenues were roughly 40% of the total expenses, and when estimated for the next fifteen years, the percentage drops to around 17%.  This is highly unlikely and seems to be attempting to justify further capital improvements in the airport, mostly because in the five years since the Master Plan was completed; this has yet to come to fruition.  As one may imagine, the percentage has remained constant over the last few years.

Expenses


Expenses for Burke Airport include costs for personnel, materials and supplies, maintenance and operation, and administrative expenses.  On the expense side of the equation, the total for fiscal year 2001 was roughly $1.8 million.  The overall deficit was nearly one million dollars, and probably will increase marginally over time.  This doesn’t spell trouble for Burke in the immediate future because the airlines at Hopkins who are “subsidizing” the activity at Burke have a “maximum allowable deficit” of over $2.2 million.  This may justify the industry organizing to shape up the overall airport financial structure in the Cleveland area.  

Interpreting the expenses using a variety of sources does prove to be quite troublesome.  For instance, the city’s Balance Sheets, the Mayor’s Budget, the 1999 Burke Master Plan, and a 2002 Department of Port Control Analysis all show incredibly different figures for both the revenues and the expenses.  There may be a variety of interests reflected in this phenomenon, but regardless of the case, the overall expenses will not rise to the amount set forth in the Burke Master Plan with revenues shrinking to around 17% for expenses.  The airport system in this region simply cannot afford such a move.

Impact of Burke on the Cleveland Economy

The impact of Burke on the local economy is a difficult issue, and one that is a matter for economists and other experts in the field to evaluate.  In addition, the sensitivity of Burke has been becoming a growing problem due to the lakefront redevelopment plans from the city and many at Burke were incredibly reluctant to give out public financial information.

In making any analysis of Burke’s impact, both the direct and indirect affects of the Airport must be considered; i.e. the impact of the users of the Airport, and the effect of the visitors drawn to the city and downtown by the two large public events held at the Airport, the Air Races and auto race.

In addition, while the employment by the city at the Airport is relatively small (below twenty people), the employment created by the lessees and concessionaires must be considered in evaluating the impact of the Airport. NOACA analyzed the economic impact of Burke and the other reliever airports for Hopkins in a 1990 study. At that time at Burke, the on-airport employment was 173 full time employees (equivalent.) The application of employment multipliers resulted in an employment impact total of 345 positions. Out of 26,766 itinerant arrivals at Burke, the study concluded that an estimated 22,300 were visitors to the city. (Note: in 2001 Burke had 21,000 itinerant arrivals.)  

The total payroll impact at Burke was estimated to be more than $6 million.  Total output for Burke associated with Airport tenants were estimated at $14.4 million. Output is derived by combining estimated sales, taxes, and average annual capital expenditures for each airport tenant.  The total output impact associated with general aviation visitors was estimated at $4.1 million.  The total output impact for Burke was estimated at $22.6 million.  This does not include externality effects, such as the impact of the Air Show and auto race, which as noted above have been estimated to have a combined impact as high as $ 150 million.

The Master Plan for an improved Burke 


Our master plan for an improved Burke consists of three planning phases: 0-5 years, 6-15 years, and 15-30 years.  Each phase is designed to be flexible so that each future change can be completed as funding and market conditions permit and it is independently functional.  We want to stress that completion of the different phases of the plan can be modified to coincide with current economic and aviation industry trends.                  

Phase One: (0 to 5 years) 

Minimal expenditure and physical improvement of the Burke site characterize the initial phase of the master plan. Our primary objective is to increase revenue for airport operations and lessen the subsidy provided by Hopkins. We are also using this phase to prepare for future infrastructure development and increase the fiscal outlook of the airport.  (See Appendix Drawings S-1 & S-1a).


We were asked to identify areas where the Army Corps of Engineers could create new confined disposal facilities (CDF) for Cuyahoga River dredgings. (See proposed locations on Appendix Drawing S-1). We propose creating a new CDF by extending the current Burke site to the north so that the contour of the site lines up parallel to the existing runways and not the breakwall. A CDF should also be located at the east end of Burke. The new CDF will be utilized in later years for longer runways that can accommodate later phases of the plan. In addition, the new CDF on the north edge should also extend to the west towards the North Coast Harbor, infilling some of the area between Voinovich Park and the current Coast Guard Facility on North Marginal Road where the Federal Pier is currently located. This westward expansion will be used by the airport, but will also provide the opportunity for more park space near East Ninth Street.


We propose moving the Coast Guard, Naval Reserve, and Army Corps of Engineers to the eastern end of the Burke site where the old Aviation High School is located. (See Appendix Drawing S-1b). The High School will be renovated and used as the new headquarters for the above-mentioned agencies along with the Cleveland Police Department’s Water Safety Division. (See photo) The new Lake Erie Joint Water Safety Facility will consolidate these services into a new, state-of-the-art facility. The relocation will provide for a more efficient use of available land. The land where the Coast Guard, Naval Reserve, and the Corp of Engineers now reside will be better suited to expand Voinovich Park. (See Appendix Drawing S-1a & photo). In our opinion, the Aviation High School site will not compromise the relocated agencies operations.


As mentioned earlier, the portions of the existing terminal are outdated and not configured to match its current uses. Designed as a passenger terminal, it has a significant amount of common space that is underutilized. We would like to renovate the existing terminal in order to expand the amount of leasable space to be used as a revenue generating mechanism.  


In addition to the Cleveland Air Show and Grand Prix, we would like to promote continued events at the Burke site such as the X-Games, a regatta, or speed boat races.  A link between the nearby Great Lakes Science Center and the airport’s International Women’s Air and Space Museum will help to generate interest in both museums and educate people about the benefits of a lakefront airport.  Possibly an aeronautical/science expo with flight simulators and other children’s activities would aid in connecting the airport to the surrounding land uses. In addition, a joint promotional campaign including The Great Lakes Science Center, The Rock & Roll Hall of Fame, The Steamship Mather, The U.S.S. Cod, and The International Women’s Air and Space Museum should be developed to improve the viability of all the surrounding attractions.  

The northeastern portion of the Burke site where dike 10a is located is approximately eighty-eight acres. This unused land should be put to a temporary, revenue generating purpose. One alternative is to lease the land for fifteen years to a private company to develop a golf course. There is sufficient land to support an eighteen-hole executive, par three golf course. The golf course will act as a revenue-generating holding use for land to be developed in later phases. (See Appendix Drawing S-1a & photo).      

Importance of Marketing 

As other airport communities across the nation have discovered, a good marketing program is essential and should be a priority for Burke starting in this phase and forward.  Friends of Meigs Field (FOMF) touched on that need in their case for saving Chicago’s Meigs Field.  Unfortunately, with all the effort the group took upon themselves to get the case in the media and promote it themselves, they had very little cooperation.  In fact, FOMF noted that the City of Chicago treated Meigs as a “stepchild,” and created an image that the public was not welcome, this is certainly what should be avoided at Burke.  Actually, the debate of whether to close Meigs got more attention than the airport had ever been given.  In the end, Mayor Daley did not consider the input from business owners in this area and basically, made his personal decision to demolish Meigs on March 30, 2003.

 
A group of key business and civic figures in Rockford, IL has made up an organization called RICE (Regional Initiative for Community Excellence) and has established the issue of transportation generally and the airport specifically as a priority in other communities.  Jay Mathur, chief executive officer of valueideas.com and a member of RICE, believes an airport board has to involve businesses, the airlines’ primary customers, “and make them an integral part of the airport’s marketing effort.” That means businesses working with the airport to develop hard data and using that data to incorporate other activities in the area.  “We need to identify ourselves, brand ourselves and push that brand aggressively,” Mathur said (Sweeney).  

Below are components of success at some or all of the airports that RICE members studied, which provides a good example for Burke to follow.

· Intense marketing efforts that involve cooperation between businesses and the airport to develop sophisticated travel and area activity data.

· Fiscally sound operations that work to reduce local taxpayer support and runs as much like a business as possible. 

· Citizen groups that is separate from the airports but work with them to promote their development in government, business, and the media. 

· Community-wide understanding that the airports are key economic development engines for their regions. 
Some of these suggestions are already taking place in Cleveland with organizations such as Cleveland Tomorrow, EcoCity Cleveland and others coming together.  Efforts to educate the community, especially creating a welcome mat to use business, recreational, educational and transportation systems discussed in this report will significantly go a long way in promoting economic growth.

Political Change

Finally, a very important factor to the success of this plan is that during this phase the City of Cleveland and Cuyahoga County reach an agreement to establish a regional authority for airport operations. When airports operate on a regional basis, it ensures a stable financial footing during tough economic times and gives additional leverage for funding efforts on the national level. All in all, the biggest benefit is that a regional airport system enables capital funding improvement funds to be dispersed to their respective highest and best uses at other airports. It appears that the operations of Burke and Cuyahoga County Airport are redundant. Under the management of a regional authority, the redundant operations at County would be shifted to Burke. The added operations will increase revenue at Burke through landing fees, fuel sales, and storage fees.

In addition to shifting operations from County to Burke, the approximate 20,000 general aviation operations that currently take place at Hopkins should also be transferred to Burke. This will eliminate the slowest operations at Hopkins and thereby potentially decrease delays, benefiting passengers at Hopkins and the financially troubled airlines. In addition, this will increase revenue at Burke and decrease the subsidy that Hopkins must provide.

Phase Two: (5 to 15 yrs)


This phase involves more capital expenses and physical changes to the current site.  The objective of this phase is to lure some of Cuyahoga County Airport’s flight operations to Burke. This will increase the revenue and operating budget of Burke to aid in funding the future expansion of the airport’s operation.  


In order to coax tenants of Cuyahoga County Airport to move to Burke we must increase the capacity of Burke to handle more general business aircraft.  In order to satisfy this need we propose constructing additional hangars that could handle three to five fixed based operators. (See Appendix Drawing S-2). In addition, the airport should construct T-hangars to accommodate additional aircraft based at Burke. The new hangars would generate revenue from lease agreements and increased landing fees.


Approximately five years into this phase we propose moving the existing 5,200 feet long secondary runway to the northeast. The new runway will be partially located on the land created by CDF 10b, which will be completed in the next few years and ready for construction by approximately 2014. (See Appendix Drawing S-2). Moving the runway will free up the land on the southern edge of the site for future development.  

Currently Burke is isolated from the city with limited freeway access via either East 9th Street or East 55th Street. Whether the Shoreway is reconfigured or not, towards the end of this phase, either freeway or future boulevard access to the Burke site should be opened. The access should be centrally located to the airport site and permit access to both Interstate 90 and to the Innerbelt.  

Phase Three: (15 to 30 yrs)  


This phase consists of a multi-modal regional transportation and business center that completes the relocation of Burke to the northeast. In addition to air, the center will have a combined Greyhound and Amtrak station that is linked to the Waterfront Line of the Greater Cleveland Regional Transit Authority (Waterfront line). The relocated airport will be focused on freight and business aircraft operations. This phase also includes an industrial park situated along the southern edge of the Burke site. (See Appendix Drawings S-3, S-3a, S-3(alt.), & S-3a(alt.)). Our hope is that an improved Burke will act as an engine for economic growth of the central business district.


The centerpiece of the relocated airport will be a new 9,000 feet long runway on the northern most portion of the site to accommodate large cargo planes. (See Appendix Drawing S-3 & photo). The land for the new runway will have been created from the new CDF that was constructed in the previous phases of this plan. Upon completing this new runway, approximately seventy acres of land will be available on the relocated airport site for freight operations, hangars, and a new centrally located terminal. The currently existing northern runway will be utilized as a taxiway, providing efficient access from the hangars and freight centers to the runways. 

The freight operations at Burke will come from the current freight operations at Hopkins, such as Federal Express, United Parcel Service, and the United States Postal Service. By removing the freight operations currently at Hopkins additional land for future expansion of passenger operations at Hopkins will be made available. In addition, this will reduce the number of operations at Hopkins, thereby increasing Hopkins’ capacity to handle additional commercial passenger service and reduce delays. This move will increase revenue at Burke, decrease the subsidy that Hopkins currently must pay for Burke, and will increase revenue for the airlines by reducing delays. In addition, it seems likely that there are potential benefits to downtown companies being able to ship and receive goods directly to and from Burke.

The new airport terminal should be located on the centerline of East 40th Street. The location is close to the center of the 9,000 feet runway and will serve as a gateway to the transportation center. (See Appendix Drawing S-3a for a detailed plan). The design of the terminal should stand out as the visual focal point of the airport. (See photo). The initial terminal should be built to the size necessary to accommodate the immediately foreseeable operations, but be designed for expansion to allow for future expansion. The terminal building should be designed to compliment the anticipated freight, business, and general aviation operations. One wing of the terminal could be specially designed to cater to the business aviation clientele offering the custom tailored services that are required.

The land where the current terminal and hangars are located will be just less then one hundred acres available for light industrial and transportation development. The existing taxiway and southern runway will be converted into a public street that will allow for the redevelopment of the land between the runway and North Marginal Road. (See Appendix Drawing S-3). As noted earlier, there are 587 construction, manufacturing, transportation, and wholesale businesses in the area directly south of Burke that employee 10,580 employees. (See Appendix Figures 1 & 2). These are the types of businesses that are constantly leaving Cleveland for open land in suburban industrial parks. However, a common problem when a company relocates to an outlying suburb is that it is difficult for many of its employees to commute to the new location because of the distance and inaccessibility of public transportation. By having this land available, the company can remain in Cleveland, centrally located, near its workforce, accessible to public transportation, and with convenient freeway access.


 A multi-modal transportation terminal will be an important element in creating a vibrant industrial district. (See Appendix Drawing S-3a for a detailed plan). Relocating the Amtrak and Greyhound stations to a new, state-of-the-art facility that is connected to the Waterfront line will offer several benefits to the region. Running the Waterfront line through the development, either down the median of the new boulevard or along North Marginal Road, will provide easy access by public transportation to the businesses and to the terminal. Relocating the Greyhound and Amtrak stations provides a more accessible, unified location will allow for passengers to link from one service to another. Furthermore, being on the Waterfront line, a passenger could ride to Tower City to access the downtown hotels and shopping or to Hopkins Airport for a connecting flight. 

Assuming the Shoreway is replaced with a new boulevard, East 18th Street, East 26th Street and East 40th Street will be to extend to the new boulevard and will provide linkages between the city and Burke site. (See Appendix Drawing S-3). In addition, a freeway interchange from the redesigned Innerbelt curve will conveniently link the site to the interstate freeway system. The currently existing southern runway and taxiway will be converted to roads and connected to the city grid to provide traffic circulation within the site. If the Shoreway is not reconfigured drawing S-3alt. shows an alternative configuration to providing freeway access to the site and circulation within the site. (See Appendix Drawing S-3alt.).

Financing Our Plan

The initial step taken to finance our plan was to differentiate the various initiatives by phase and apply the sources and uses of funding for each scenario.  (See Appendix Table I showing the sources and uses of funding for the project).  Please note that the plan in general is only a conceptual plan and we anticipate the overall feasibility to be analyzed in further detail upon implementing the plan.  The overall development cost of the project is over $175 million, although this figure could fluctuate drastically depending upon the scope and scale of the final implemented plan.
The total sources and uses for Phase One is roughly $10.5 million, with funding coming by way of general obligation bonds, airport revenue bonds, the airport improvement program, various government entities located along the lakefront (Coast Guard, Army Corps, etc.), the Federal Aviation Administration (FAA), and loans through the city, a private bank, and Cleveland Tomorrow.  The total hard costs (construction costs) for Phase One is roughly $8.8 million, and the soft costs are about $1.6 million.  In Phase Two, the sources of revenue include the general obligation bonds, airport revenue bonds, the airport improvement program, an FAA grant, and various loans.  The total sources of funding are over $37 million.  This is the phase where groundwork is being laid to implement the major capital improvements to the airport.  The hard costs in this phase approach $34 million and the soft costs are over $3.3 million.  In the last phase, the sources of funding include the same as in Phase Two but the United States and Ohio Departments of Transportation kick in funding for the regional transit facility.  The overall sources of revenue exceed $127 million for Phase Three.  The hard costs are $120 million of that, while the soft costs are only $7 million.  In all phases, there are hard cost activities that should be part of soft costs.  Also in all phases, the commercial airlines at Hopkins will give funding to Burke to free up space at Hopkins.  All in all, we anticipate that the major changes at Burke will have a multiplied effect on the operations at Hopkins increasing the regional competitiveness of the area’s airport system.

The next step after identifying the sources and uses of funds is to generate of investment modeling system as shown in Table II. (See Appendix Table II). Revenues and expenses were entered into this model to generate an annual net operating income (NOI), separated by each phase in the development process.  The initial net operating income for 2001 was nearly $1 million and in 2005 was nearly $500,000 in our scenario.  Burke Lakefront’s deficit has been climbing each year for at least the last ten years.  In Phase Two, the NOI is up on the positive side for the first time at $328,000.  The first phase was designed to have Burke’s deficit level off and eventually disappear and in our plan it did just that.  The Phase Three initial NOI is up to over $13 million, but this is after substantial capital improvements that had begun after Dike 10B was completed in 2014.  The overall present value (PV) of our scenario is over $30 million and the before tax cash flow (BTCF) is nearly $7 million.  The BTCF rate of return on this investment is incredibly high at 23%, but the financial benefits reflected in that return do not come to fruition until the end and it must be noted that each phase is contingent upon what occurs in the previous phase.  

Since various public entities gave some financial leverage to this project, it is necessary to conduct a cost-benefit analysis for the public sector’s involvement with this project.  Since the airport is owned by the city and operated by the city, I conducted the analysis on the city’s role in redeveloping Burke.  The subsidies granted by the city include the loan and the general obligation bond.  The overall costs of their subsidies approached $5 million, while the benefits received also approached $5 million through increased property taxes and interest from the loan.  The overall cost-benefit ratio ended up an even 1.00, which is very rare in most cases.  In our situation, both the private and public side benefited.

Conclusions

All in all, transportation and transportation infrastructure is probably the most vital piece of the local and national economies.  When considering GDP, no other industry comprises as much of GDP as does transportation.  Transportation infrastructure and investment in infrastructure is the key component of a successful region.  Airports specifically are of importance due to their increasing role in the overall national transportation system.  However, airport operations are incredibly complex and directly intertwined with a local economy.  To this end, any capital improvements made within a region need to be looked at closely and the timing of improvements must be ideal.  In our phasing scheme, any drastic change in the local economy could impede on our multi-modal transportation plan and in the end could derail further initiatives.  In the end a solid airport system within a region can ensure long-term economic health.
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