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INTRODUCTION 

Chapter 1 
INTRODUCTION 

In August, 1994, the City of Roseburg retained W&H PlK:ific, Inc. and Scuddt:r and Associates to prepare the 
Master Plan for the Roseburg Regional AiIport. This master plan is intended to forecast aiIport flK:ility 

requin:ments, prepare a 20-year development program and identify methods to implc:ment airport-related 

programs for the planning~od 1995-2014. 

As with any planning effm the ultimate objective is to rcmmmend adoption and implc:mentation of the plan. In 

an attempt to facilitate these stqIs it bas been recognized that IK:tive participation from concerned interest groups 

is an integral part of the plan. In developing this plan, input was solicited from the Federal Aviation 

Administration (FAA), the Oregon Department of Transportation - Aeronautics Division, and the City of 

Roseburg Airport Commission. Also reflected in the Masla" Plan is input from local pilots, the Fixed Base 
Opecatoc's (FBO), local businesses, and coocaoed citizens. 

FINDINGS AND CONCLUSIONS 

INVENTORY 

The Roseburg Regional Airpcxt is Iocatcd adjacent to the Inta"statc 5 Freeway DOrth of downtown Roseburg. The 

aiIport is owned and operated by the City of Roseburg. 

The aiJport is cum:nIIy COIISidered a GmcraI Utility Stage I, Airport Reference Code (ARC) B-n airport serving 

ainnft with approach speeds ofbctv,,:en 91 knots and 121 knots and, wingspans from 49 feet up to 79 feet and 

maximum certificated takc-off weight of over 12,500 pounds Oarge aircraft). 

Roseburg Rcgicmal Airpcxt bas a 4,600 foot Ioog by 100 foot wide single paved runway with a full length parallel 

taxiway 011 the west side of the runway. The runway is equipped with a Medium Intensity Runway Lighting 

system (MIRL). The taxiways are also lighted. 

Navigational aids for Runway 34 include a Visual Approach Slope Indicator (V ASI) unit, rotating beacon, a 

lighted windsock, and a VOR-DME lIOn-precision instrument approach. 

January 1996 W&H Pacific, Inc. 
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Roseburg Regional Airport Master PIDn Updale Introduction 

As of lune 1995, aircraft parking facilities consist of 72 tiedowns on the west side of the aiIport. There are 

currently 30 hangars, and one full service FBO and one limited service FBO. In 1994 there were 108 based 

aircraft and an estimated 30,794 operations. 

HistcD:aIIy, the eoooom~ base of Roseburg bas been based upon timb«. Timb« rootinues to be a significant 
factor. In the last five to ten years, however, the Roseburg economy bas begun to diversify and it bas bcc<we a 

rq:ional center for retail and some medical services. There is also a strong federal employment base in the city. 

FORECASTS 

The current and future denumds for based ainnft at Rnseburg Regional Airport are based on a variety of factors. 
Some of these are national or regional in character, others are specific to the Roseburg Regional Airport. Each 

of these was taken into account in development of based aircraft forecasts for the aiIport. These factors are 

discussed in detail in Chapter 3. 

There were 108 based aircraft at the Roseburg Regional Airport in 1994. This figwe is expected to grow at a 

rate proportional to the population growth. Table 1-1 below presents the forecast of base aircraft. 

~ 
108 

1m 
118 

Table 1-1 

FORECAST OF BASED AIRCRAFT 

l!I!Ii 
129 

l!llj 

150 

The estimated number of aircraft operation in 1994 is 30,794. This numb« will grow as the numb« of based 
aircraft grows. The table below provides an estimate of the forecast growth. 

.l22!. 
30,794 

.llli 
37,069 

Table 1-1 

FORECAST OF OPERATIONS 

39,936 45,884 

Currently the airport serves aircraft in approach categOl)' B with approach speeds less than 121 knots and 

airplane design group n with wingspans from 49 feet to 79 feet. The Cessna Citation n bas been designated the 

current (1994) aitical airaaft. Should rommen:ial air service be initiated, the critical aircraft will likely change 

to the Domier 328 or a similar type airline commuter aircraft. Most of the airline commuter aircraft which are 

January 1996 W&H Pacific, Inc. 
1-2 

I 



Roseburg RegioMl Aipon Master Plan Update Introduction 

likely to operate at Roseburg will fall within the ARC 8-II category. As a n:suit, the dimensional design 

standards for the airport arc not expected to change. 

FACILITY REQUIREMENTS 

Table 7-1 in Chapter 7 gives the Phased Development Plan Summary and lists facility improvements required 
during the study paiod. This table lists the proposed schaIulc, estimated total cost in 1995 doUars, the level of 

eligibility for federal and state funds, as wen as the local (X)I1tributioo. Of the projects that arc scheduled 

throughout the three phase planning period, the most critical to the (X)I1tinued growth of the airport: 

• Purchase land on the northwest side of the airport for continued expansion. 

• Maintenance of airport pavements. 

LAND USE PLANS 

The land usc plan addresses the usc of property both on the airport as wen as property surrounding the airport. 

The objective of the land usc plan is to integrate airport development and surrounding uses to achieve long-term 

compatibility between the two. 

The Roseburg Comprehensive Land Usc Plan designates the airport as a public/semi-public usc and the zoning 

for the airport is "Airport District - AP Zone". Together, these designations provide good land usc controls for 

on airport land uses. 

Noise impacts were analyzed as part of the Master Plan Update. Forthe 1994 and 2014 noise contours, there 

are no noise levels exceeding FAA standards for land designated as residential in the Roseburg Comprehensive 

Plan. Then: arc, howevc:~·, residential (manufactured homes) uses immediately adjacent 011 the west side of the 

aiIport. The undcr1yiug Comprehensive Plan designation is, however, industrial so no action has been planned 

to relocate these residential uses. 

In 1996, the North Rosebur&'Interstate 5 Interchange will open providing an opportunity for iuaeased 

developmmt ofland to the North of the aiIport. Carcful attention must be paid to prevent incompatible land uses 

or the constructioo of airspace obstructions in that area which might negatively impact the airport. A more 

complete discussion of Ibis issue can be found in the Land Usc Chapter of this Plan. 

January 1996 W&H Pacific, Inc. 
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FINANCIAL PLAN 

Four elements have been merged to create the financial plan foc implementation of the Master Plan: 

I) The facilities and improvements required to IIIXOITImodatc forecasted demand; 

2) The estimated cost to CODStnK:t the required improvements; 

3) A development sc:bcdule idc:otifying when improvcmcnts an: expcctcd to be nccdcd; and 

4) The fillaDcial resoun:es available for aUport development 

The proposed improvement projects fall within ODe ofthrec pbases. Phase I covers the first five years from 1995 

to 1999 and is the most detailed. Phase n covers the next five years from 2000 to 2004. Pbase ill covers the next 

ICII years ftan 2005 through the ytM 2014. During Phase I, projects an: scheduled for spec:ific years. In Phases 

n and m, projects an: only identified by phase. 

Capital improvements an: scheduled to accommodate fomcast demand subject to the availability of fimds. To 

evaluate the economic feasibility of the phased development program. cash flow projections for the Roseburg 

Regional Airport were developed for all three phases. In addition, othc:r methods of financing capital 

improvements wen: evaluated. 

The tota1 estimated cost for all three phases is $8,900,347 with $6,921,592 contributed through the FAA,and 

$1,898,379 through local govemmmtal funding sources. Financial participation in the Phased Development Plan 

is summarized in Table 1-3. 

Local Govc:rnmcnt Funding Sources 
Fc:dcnI Aviation Administration 

TOTALOP 

January 1996 

Table 1-3 

CIP FINANCIAL PARTICIPATION SUMMARY 

14 

Dollars 
$1,898,379 

$6,921,592 

S8,900,347 

Percent 

21% 

79"10 

100% 

JY&H Pacific, Inc. 
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Roseburg Regional Airpon Master Plan UpdDte Introduction 

RECOMMENDATIONS 

In ordt:r to provide for and foster aviation in the best int=st of the rcsidcuts of the City of Roseburg and the 

surrounding area, and the u.scn of the airport, the Master Plan Update recommends that the City of Roseburg: 

• Provide future development at the aiJport be in accordance with this plan. 
• Submit copies of this plan to Icx:aI planning agc:nc:ies for incorporation into comprehensive plans and 

other ""'CCSsary planning dO('.IIrnc:n1s and land usc Rgulations. 

• Proceed with the Phase Developrnc:nt Plan IS outlined in this report. 

• Request and utilize funding assistance IS provided by the Federal Aviation Administration. 
• Review this master plan every two years and update at least every five years to Rflcct cbanged 

conditions. 

January I996 W&H Pacific. Inc. 
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INTRODUCTION 

OJapterl 

INVENTORY 

The ob,icaive of the inventory chapter is to provide data on airport facilities, airspace, on-airport land usc, off­

airport land usc, and demographics. On-site inspections were oonducted to det.enninc c:um:nt oonditions, 

capacity, usc and ability to expand. Aviation activity and land usc data was oollected and synthesized for usc in 

subsequent chapters. 

AIRPORT HISTORY 

The site fir the Roseburg Regional AiJport was acquired in 1928 using funds from a municipal bond issue with 

the development of the runway and related facilities c:ompleted sooo after. The airport has been in oontinuous 
opcratioo since that time making it one of the older airports in the state. The location of the airport within the 

City is illustrated in Figure 2-1. 

The criginal runway was 3,800' long and the airport oontaincd 90 acres. It was operated by the City until 1935 

when it was taken OVCl" by the U.S. Department of Crmrnm:c, Bureau of Air Commerce. The federal government 

opcnt.ed the airport until 1947. The goal of the Commcn:.c Department was to provide an intermediate airport 
for flights between Portland and Medford. 

Early in its history, West Coast Airlines operated romrncn:ial passenger service in Roseburg as a stop on their 

Seattle to San Francisoo flights. In 1946 this service was disoontinucd due to "high hills at either end of the 
runway". 

As I result of the loss of air service, a study was oonductcd to detennine if there was a better locatioo for an 

ai!pcxt in the area. The cooclusion was that the existing airport location was the best choice and plans wen: made 

to improve facilities at the present airport site. 

In 1950, another municipal bond issue was passed to acquire the property neccssllJY for a runway extension. 

Upoo ccmplc:tion of the runway extension, West Coast Airlines resumed service in 1951 and later operating as 

Hughes Airwmt, avrtioncd service until 1973 . Due to the physical layout of the airport, the surrounding terrain, 

and the operating characteristics of the aircraft used by the airlines, service to Roseburg was not dependable 

during the last few years of service. This lacIc of reliability resulted in a decline in number of passengers using 

the service. The availability of more reliable competing service at Eugene was also likely a factor. 

JDNlDry 1996 W&H Pacific. Inc. 
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Roseburg Regional Airport Masler Plan UpdoJe Inventory 

In 1967, a scheduled air taxi service was established between Rosebw-g &lid Eugene. Service was provided in 
IIIIIIIIcr aiRraft chan _ prcvioosIy used 011 the ScaItle to San Fnmcisco flights. The service was man: reliable 

and passenger volumes inacascd somewhat. As with the Iongc:c dista,," flights between ScaItle &lid San 

Fnmcisco, the air taxi service was discontinued in 1973. 

Sinc:e 1973, thc:cc have been no succ:essful sdleduled commercial air sc:cvice flights into Roseburg. 

AlRPORT DATA - EXISTING FACILITIES 

The following section lists the types of facilities that prc:scntly exist at the Roseburg Regional Airport. An 

existing facilities plan can be found in Cbaptc:c 5, Sheet 1 of 9. 

The aiqxxt is kx:aIcd 011 the 10th side of Roseburg immedi4tc1y adjac:ent to Intc:rstatc 5. The airport is built on 

184 ac:res owned by the City. The airport elevation is 525 feet msl (NGVD29 - National Geodetic Vc:ctical 

Datum of 1929 - per Obstruction Chart OC 888 prepared by the National Ocean Sc:cvice, U.S. Department of 

Ovnmerc:e) &lid has a mean maximum temperature of 83 ° F. The Airport Rcfen::nc:e Point (ARP) is Latitude 
43°14'19", Longitude 123°21'21. (NAD83 - North American Datum 1983 - per Obstruction Chart OC 888 

prepared by the National Ocean Service, U.S. Department ofCommcrcc). 

The aiqxxthas a singlenmway,nmway 1&'34, \Wirhis 4,600 feet long by 100 feet wide. RunwlIY 34 has a 371 

foot displaced thresbold while nlDwlIY 16 has a 968 displaced threshold The runwlIY is constructed of asphalt 

IIIId bas an effeaive gradient of 0.61 %. According to the FAA 5010 Record, the weight bearing capacity of the 

nmway is 42,000 Jbs for aircraft with single wbecllanding gear, 54,000 Ibs for airaaft with dual wbecllanding 

g13', IIIId 88,000 Ibs for aiIa1Ift with dual tandem ~ landing gear. The wind covc:cage is 96.6% for 12 mph 

winds (Sourc:e is the N ationa! Oceanic &lid Atmospheric Administration report for Roseburg based upon data 

taJccn from ]anumy 1960 to December 1964). The nmway is lighted by medium intensity nlDWII)' lights (MIRLs) 

IIIId nmway end identifier lights (REIU) located on both ends. RunwlIY 34 has a visual approac:h slope indicator 

(V ASI). The runway has a full length lighted parallel taxiWll)'. 

The aiqxxt bas an ASOS - Autcmetcd Surface Observation System weather reporting system. As of September 

1994, the system was being opc:cated in a test mode. 

The airport has a rotating beacon located on the west side of the airport behind the main maintenADc:e FBO. 

Radio c:ommunications are available on a Unicom on a frequency of 122.8. 

J_ry 1996 W&H Pacific, Inc. 
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Roseburg Res/oMJ Airport Master Pion Update Inventory 

There are 72 aira'aft ticdown positions for fixed wiDg ainnft, and S marked helicopter parlciDg positions 

inrhvling one JDIIIkcd as an CiJICIgtn;y medic" hd~ landing pad located imroMiateJy adjacent to the aiIport 
IIXI:SS gale. TbI:re an: 27 fWJy mclnsed ain:nft T -hangars, 6 open (no door) T -hangars, and 7 large "corporate" 

type hangars . The cooditioo of the hangars ranges from new to fair. 

One FBO provides 100 octane aviation fuel and let-A jet fuel which is stored in two undecground fuel storage 

tanks owned by the City. The City owned tanks are aJm:Dtly in compliance with EPA Underground Storage Tank 

Rq:uIaticm. let fuel is also stored in 2 oIha- underground tanks owned by two of the corporate jet open1orS on 

the field. 

TbI:re are 7 ground leases f<r IUpOOIIe hangatS, 1 ground Jease for T -hangars, and • ground lease for the terminal 

building. The FBO's are in buildings Jcased fran the city, and thae are 23 T -hangars rented or leased by the city, 

a a total of 72 tie down spaces which are available. 

lIB of August 1994, tbc:re are no landing fees. 

A S cents per ga110n fuel flowa&e fee is charged for all fuel di~ on the aiIport by corporate openton. The 

FBO pays 13 cents per gaIlon and uses the City owned fuel system. 

Access to the aUport is provided by an c:utran.ce off of Aviation Drive which in turn connec:ts with Stewart 

Pmkway, a major artaiaI within the city. Froatage Road !\IllS akmg the west side of the aiIport and connects with 

Aviation Drive. In the fuIure, Froatage Road will c:>daId (Via Sw=tbrier and Bower St.) to connect with the new 
North Roseburg Freeway Interchange. Coostrudion on the new interchange hegan in the summer of 1994 with 

completion anticipated some time in 1996. 

AIRPORT ACTIVITY 

lIB of August of 1994, tbc:re were 108 based aira'aft at Roseburg and an CIllim.ted 30,794 annual operations. 

The estimate of operations was made using the 1989 Oregon Aviation System Plan Inventory 1990-2000 

Forecasts docllJDCllt prepared by the Oregon Aeronautics Section. Based upon extensive sampling and data 

analysis at non-towered aUports in Oregon (likc Roseburg) the best prediction of operations was based upon a 

fOl1DuJa of 878 operations + 277 x # of based aira'aft (108 in Roseburg). This fOl1DuJa was the one used to 

prepare the estimate of30,794 operations. 

The historical data in Table 2-1 was taken from • variety of sources, as noted. 

JQ1IIIDry 1996 W&H Pacfl/c, Inc. 
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Rosebu!X RegloMl Alport Master PImr Updote 

YEAR 
1994 

1993 
1985 
1983 
1976 
1975 
1974 
N.A. = Data Not Available 
Source Codes: 

BASED AIRCRAFI' 
108 (C) 
108 (A) 
108 (A) 
135 (0) 
150 (B) 
94 (E) 
N.A. 
N.A. 

Inventory 

Table 1-1 

HISTORIC AIRPORT AcTIVITY 
ROSEBURG REGIONAL AIRPORT 

TOTAL OPERATIONS 
30,794 (C) 
10,220 (A) 
10,220 (A) 
30,900 (0) 

30,901 (B) 
31,500 (E) 
34,000 (E) 
30,000 (E) 

A = FAA 5010 Airport Record B = OAD 1989 Inventory 1990-2000 Forecast 
C = W&H Pacific Survey 8/94 D = 1986 Roseburg Airport Mastt:r Plan Update 
E = 1977 Roseburg Airport MasIa" Plan 

AIRSPACE DATA 

The airpcrt traffic pattern is a standard left hand pattern to both runways. This is illustrated in Figure 2-2. The 

pattern altitude is 775 feet above ground level (AGL), or 1,300 feet above mean sea level (MSL). The location 

of the airport and SWTOIIDIIing airports is depicted in Figure 2-3 which shows • portion of the KIamaIh FaIls 

Sectional Chart (a type ofmap used by pilots flying with visual flight rulcs). The existing Federal Aviation 

AdministnWoo (FAA), FcdrnI Aviaticm Regulation (FAR), Part 77 Airspace for the Roseburg Regional Airport 

is shown in Chapter 5, Sheet 4 of9. FigIR 2-4 illustrates Ibc gcomelJy of the FAA, FAR, Part 77 Airspace. The 

existing approach and runway protection zones (RPZ) arc shown in Chapter 5 on Sheets 5 and 6 of 9. 

The airport also bas a VHF Omni-directional Range (VOR) type DOD-precision circling instrument approadl. 

This approach is depicted in Figure 2-5 which shows the actual approach chart (called an "approach plate") used 
by pilots flying an instrument approadl to Roseburg Regional Airport. 

AIRPORT AREA LAND USE 

As of August of 1994, the land usc odjacent to the Roseburg Regional Airport is mixed, with industrial, 

residential (manufactured housing), and the Interstate 5 ftecway (1-5) on the wcst; low density residential 

(mcluding both COIlventiooaI and manufactured housing) to the north; c:ommc:rc:ial, industrial, and transportation 

(rail) to the cast, and light industrial and residential to the south. 

JOIIIUJry 1996 W&H Pacific, Inc. 
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Rosebul'/l Rexlonal A/port Master Pion Update InVen/ory 

The c:urreot land usc designations SWTOUDding the Airport arc illustrated in Chapter 5, Sheet 7 of 9. These laDd 

usc designations closely match the existing land usc. 

SOCIO-ECONOMIC DATA 

Historic populalioo data for the yean; 197~1992 arc shown in Table 2-2. This information was provided by the 

City of Roseburg and is contained in the Roseburg Municipal Watec System Plan, prep~ in 1993. 

The ... -any in R.!R.burg proper has oqx:ricnced II shift in RlCCIIt yean; from being predominately II timber based 

economy to that of a regional service and retail ccuter. A windsbield survey of the city illustrates that it has a 

retail commercial and service business sector which is far larger than would be expected foe II city the size of 

Roseburg. Those businesses arc serving the outlying communities within a 30-40 mile radius. 

The city has experienced steady population growth as II result and this growth is expected to continue. Further 

analysis and data will be provided in the Forecast chapter. 

YEAR POPULATION 

1994 18,910· 
1993 18,610· 
1992 17,938 
1991 17,935 
1990 17,032 
1989 16,635 
1988 16,240 
1987 15,930 
1986 15,890 
1985 16,025 
1984 15,800 
1983 15,620 
1982 15,880 

s.u...: city oCRoooIJurg Mllllicipol Wl10r S)'IIam Maller PIaa 
.1'o<tIaDd Stole u.; ..... ay 

JONIIJry 1996 
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Table 2-1 

HISTORIC POPULATION DATA 

CITY OF ROSEBURG 
YEAR POPULATION 

1981 16,200 
1980 16,200 
1979 17,300 
1978 16,900 
1977 17,230 
1976 16,950 
1975 16,735 
1974 15,530 
1973 15,360 
1972 15,095 
1971 14,530 
1970 14,461 

W&:H Pacific, Inc. 



CHAPTER 3 
FORECASTS 



INTRODUCTION 

aaapterJ 

FORECASTS 

The objective of forecasting is to estimate future levels of airport activity from which the demand for facilities 
can be derived. By comparing the demand for future facilities with existing facilities it is possible to idartify 

airport facility coosIrBints. From these efforts, cost effective facilities that meet cOOsting and future demand can 

bepl&DDed. 

The forecast spans 20 years, from 1995 to the year 2014, with intermediate forecasts for the years 1999 and 

2004. It should be noted that as with aoy forecast, levels of uncertainty increase with the number of years. 

The deveIopmem of the forecast for Roseburg Regional Airport was a multi-step process involving the definition 
of the airport savicc --. analysis of the mtatimsbip bctwecu population within the service area and the number 

ofbucd aircraft at the airport and, finally, the relationship between bucd aircraft and the levels of operations 

(take off's and landings) at the airport. Judgments In also made which take into aa:ount tcdmoIogical changes 

in aviation, shifts in bminess, cbnographic trmds, the number of other airports in the service area, and CODSumer 
preferences. Given the number offactors involved, fon:casting becomes a blend of science and "art". 

In the final aoaIysis, forecasts serve only as a guideline. Deviations from them will almost certainly~. In 
most instances, devillliom fran forecasted numbers ofbased ainnft aod aviation operations normally affect only 

the Iooger IA:mI development sdiedule, not the short-term facility requirements. However, a change in the airport 

role or services can impact rates of aviation growth aod the kinds of ain:raft that usc the airport. An example of 
this would be upgrading ao instnunent approach or iDitiating scheduled oommereial passenger service. 

MARKET FORCES AFFECTING AVIATION ACI'IVITY 

It is important to begin any disc:ussion of aviation fon:casts with a brief overview of the mazket forces influencing 

aviation which may affect Roseburg Regional Airport. These factors include: 

• AirIine ticket costs and scbecIule frcqucocies; 
• Costs of new and used general aviation aircraft and aviooics compared to CODSumer price indices; 

• Costs of owning and operating an ainnft; 
• Numbers of active and student pilots; 
• Health and evolution of our national aod regional economies; 

• Technological advances in ain:raft, aod enroutc and terminal DBvigatioo systems; 

JDnIIllTJ 1996 W&H Pacific, Inc. 
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In addition, three potential forces that may influence the short-term and intermediate fulllre of general aviation 

at Roseburg Regional Airport are: 

• Increasing demand for air carrier, regional airline aod corporate pilots; 

• Passage by Congress of a General Aviation liability bill; and, 
• Widespread usage of tile GIoba1 Positioning System (GPS) in conjunction with Loran C for cnroute aod 

tcnninaI navigation. 

A number of these forces deserve discussion. The following paragraphs identify six of the principal factors 

affecting aviation in the U.S. 

DEREGULATION OF THE AIR CARRIERS 

In 1977, tileccmmercial air\inc industlywas deregulated. Prior to 1977, routes and ticket prices were regulated 

by tile Fc:d:nI Govcmmenl After 1977, airlines were free to fly any route they waoted to and to charge any fare 

the market would bear. 

As a result of deregulation, some communities have gained air service, and others have lost it as airlines which 

bad bern required to provide servK:e in areas too small to support tile service pulled oul Airline ticket prices have 

increased at a rate below that of inflation so that for many routes, the cost of flying is less today thao in 1977. 

A positive aspect of deregulation for a city like Roseburg is that getting airline service is simply a matter of 
getting ao air\inc inten:sted in providing scrvinc. There are no federal approvals beyond those required for safety 

and security of the passenger tcnninaI. Many communities without rommcn:iaI service have established task 

forces to promote and develop air service. Success for these groups has been mixed. 

COSTFACfORS 

The costs of purchasing, maintaining and operating general aviation aircraft have increased steadily since 1978, 

with increases caused largely by increased purchase costs. Operating costs, in constant dollars, have adua1Iy 

declined over the same period, but not enough to offset tile increased purchase costs. 

Increases in product liability claims are cited as one of the key causes of the increased prices of new general 

aviation airaaft. Over the last 10 years, annual claims paid by maoufaclllrers have increased from $24 million 

to over $210 million. 

JatUIIlry 1996 WitH Pacific, Inc. 
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As !be cost of DeW aircraft has bcc:n driVCII up by ioaeascd liability expenses, produdion has declined and in 

same c:ascs c:easaI aitogdba'. This has resulted in a tighter IIUIrket for used aircraft and inaeases in the price of 

used aircraft IS WclllS DeW. 

Allbaugh the costs for operating and JDBiDtma"CC have, in relativc terms, declined over the years, the iru:reases 
in pun:hasc price have bad the cffect of slowing the growth of some segmCllts of gcncraI aviation, particularly 

the rca-catiooal gcncra1 aviation segment made up of persons who fly for fun. 

TORT REFORM AND NATIONAL LIABILITY LIMITS 

As noted abovc, produa liability costs have bad a damagiug cffect upon the U.S. mauufllClun:rs of gcncra1 

BYiatioo airaaft. A signifiClDt portion of the price inaeases in DCW aircraft (and to a degree, used aircraft) CID 

be lllributed to product liability awards assessed against mauufacturers in product liability lawsuits. Iuaeased 

awards, in tum, biggered iru:reases in liability insuraoce premiums, driving up mauufactuR:rs' costs. One 

mauufacturer estimates that product liability costs are twice IS high IS costs OD a ncw aircraft. 

ID August of 1994, a product liability bill was passed by the Cougress and sigued into law by thc Presideut The 

law imposes ID 18 year statute of n:posc 011 all geucraI aviation aircraft against product liability claims. No 

lawsuits CID be brought against a mauufacturc:r of a gcncra1 aviation aircraft which is over 18 years old 

Ain:raft mamlfac:bJRs have iudicated that ~tb the pessnge of this lcgislation, they intend to restart thc production 

of light gcncra1 aviatiOD ain:raft. Cessua Aircraft, which ceased producing auy singlc ClIp piston aircraft in 

1988, hIS indicated that it may resume produdiOD of its 172, 182, aud 206 models IDd CIIvisions lDDual 

procIuction rates of900-172's, 600-182's, and 400 to 500-206'5. ID a:mInISt, the production of ALL factory-built 

piston general aviation aircraft in 1993 totaled 436 ain:raft. Clcarly, re-altry ofCessua into the light gc:ne.ral 

aviation mada:t woukI be a significant milestone which hIS the potential to stimulate that segment of the general 

aviation mlilket The passagc of liability reform may also help the struggling Piper aircraft COIDpauy increase 

its production. 

GLOBAL POSITIONING SYSTEMILORAN C 

One of the most exciting devclopJDCDts in aviation, and one that has bcc:n embraced by all segments of gcncra1 

aviation, has bcc:n the tccImoIogy ofDBvigatioo usins Loran C and Global Positioning Systems (GPS). Loran 

C relies upon a system of ground based transmitters to fix ID airaaft's position, whilc GPS uses satellites aud 

fixes DOt only positioo but altitude. 

JQNl(Jry 1996 W4tH Pacific, Inc. 
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Bocb systems are gaining widespread use foI' "area" navigation, i.e., travel between two points. The tcclmology 

fer usioa laan C md GPS for instrumcot approadIes is also in !he prcx:ess of being developed. A!J oflate 1994, 

tbtn: are a limited IIUIIIbcr ofGPS instrumo:IIt approaclxs in use in conjllllCtion with "conventional" (NOB, VOR., 

etc) lype approach systems. It is likely that "stand alone GPS approaches" will be common in the coming years. 

The benefit to pilots lies in the fact that aircraft can DOW navigate more ecooomiCIIl1y by flying direct point to 

point routes rather than using !he present systan ofVOR's. Furtht:r, as the tcclmology is proven, the use of Loran 

md GPS for !he development of instrument approach proc:cdures without the DCed for ground based equipment 

hold, great pn:mise in multiplying !he IIIIIIJbcr of IiIports with insIrumeat approaches. GPS tcdmology will also 

make it possible to design curved approach aDd missed approach fligbt paths. This will allow approaches to be 

CUSIa:D designed fer terrain which previously may have been impossible to design an approach foc with oon-GPS 

tcdmology. 

Taken together, these two factocs will mbanc:e the utility of general aviation 8IId may act to stimulate its use. 

AIRCRAFT SmPMENTS 

PriG'to 1978, !he growth in geDIIJlII avialioo factocy-built aircraft had been sustained and impressive. Since that 
time, however, a dramatic: decline in aircraft production has oc:c:wred, primarily in the single mgine category. 

For the last S years, shipments of factory-built aircraft have remained steady, between 900 aDd I,SOO. 

lDcreasingly, business and c:ocporatc type aircraft have bcc:ome a greater pcrc:c:ntage of the aircraft built as the 

singie-GIginc low<:Od market bas struggled with the product liability issue. A!J discussed previously, with the 

signing of product liability n:form, it is possible that ligbt gencra1 aviation shipments will mum to a position of 

dominance in terms of numbers of aircraft manufactured, but it is IIDlikcIy that the industry will return to the 
production levels of the late ] 970'5. 

The number of kit or bomc built airaaft has seen steady increases over recent years. The FAA estimates that for 

1992 (the most recent data available) approximately 1,000 new amateur-built experimental ain:raft received 

airworthiness certificates and over 2,000 kits were sold This number exceeded the number of factory built 

aircraft for 1992 8IId represents a significant addition to the GA aircraft fleet. 

Many of the kit aircraft companies are experimenting with new c:onstruc:tion tcc:bniques and lIIII1eriais (such as 

""qmites or fiberiJass) wbiIe others say upon Ihe old "tried aDd true"lIIII1eriais such as aluminum or steel tube 

aDd fabric:. The manufacturers of SIICh kits are (l()OStantiy exploring ways to lessen construc:tion time. This 

IIIIIIkd scgmmtofGA will continue to be. factor in the "production" ofnew ligbt GA aircraft. Four of the top 

JDnlIDTY 1996 W&H Pacific. Inc. 
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kitllUlllllfadun:r arc located in the Pacific Northwest: Lancair in Redmond, cmgon; Avid Flyer and Kitfox in 

Nampa, Idaho; BDd RV4 in Roseburg, cmgon. 

NATIONAL DEMAND FOR PROFESSIONAL PILOTS 

Ra:aJt years have seen the total Dumber of pilots stabiliz.c at around 700,000. Within that Dumber, !be Dumber 

of student pilots flucb1aU:s and the Dumber of private pilots is stable, but the Dumber of commercial and airline 

transport pilots (A TP) has grown. Indications arc that many pilots today arc on a "career trade" to become 

professional pilots. 

The FuIIIre Airline Pilots of America (F AP A) organilJltion reports that the airlines will retire a large Dumber of 

their pilots over the next 10 years. FAPA's 10-year outlook calls for the hiring of up to 62,000 pilots. This 

corresponds with the trend toward more C()IIImercial and airline transport-type pilot certifications. 

The impact at local airports may be seen in the area of training, from the n:aeational entry-level pilot through 

advanced airline transport pilots (A TP). This should rcsult in increased student starts and increased flight 

training activity as the JIIlII'ket responds to fill the growing need for professional pilots. 

AIRPORT MASTER PLAN FORECASTING 

Demand forecasts have been developed for Roseburg Regional Airport in Ihrcc categories: 

• Based Aircraft, i.e., bow many aiIplanes arc located OD the aiIport. 

• Operations, i.e., the Dumber of take ofl's and landings. 

• Critical Aira'aft, i.e., the one that is the most demanding UPOD the airport from a size, weight, or speed 

standpoint 

These dc:mand categories and corresponding facility impacts arc listed in Table 3-1. 

JOTIUIlry 1996 W&H Pacific. Inc. 
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DEMAND FORECAST 

Bued Aircraft 
- Allnual Based Aircraft 
- FlcetMix 

OperatioDS 
- Allnual OpentiODS 
- Peaking Characteristics 
- Type of Operations 
- Operations by AC Type 

Critical Aircraft 

_: WAH Pooific 

Table3-! 

DEMAND FORECASTS AND FACILITY IMPACTS 

Roseburg Regional Airport 

FACILITY IMPACTS 

The Dumber of based ain:raft by type dc:tt:rmiDcs aira"aft 
hangar aDd apron space dcmaDds, as well as some auto 
parking requiremcuts. 

The Dumber of operations by type of aira"aft aud time of 
clay, month or year helps detamine runway, taxiway, 
ainpace aud navigation aid requirancnts. 

The critical ain:raft detennines runway and taxiway design 
requirements, sud! as pavement strength, NDway length, various 
clearance requirements, etc. 

FORECASTING MEmODOLOGY 

Preparing a fcrccast fa' the Rcscb\D'g Regional Airport was a multi-step process. The forecasting mode1 relates 

the levels of based ain7aft aud opentions to the populatioo of the area served by the airport (airport service area). 

The challenge is to understand the relationship between past population aud aviation activity trends so that a 

fa'ecast can he prepared for the future. Any IocaJ factors which might alter the trend in the future also need to 

he considered. Factors sud! as a change in the economic base of the commlmity, the availability of other area 

aUports, IX'the n:tum of rommercial air service at the Roseburg Regional Ailport could all affect the forecasts. 

The fOl'CC4SlS of aviaDon activity prepared by the State of Oregoo Aeronautics Section (DAS) and forecast data 

from the FAA are also coosidered. 

JQNIIlry 1996 W&H Pacific. Inc. 
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AIRPORT SERVICE AREA 

A review of lICFO",n'icaI charts for soutbcm Oregoa and m>iew of mailing addresses for airport hangar and 

1icdown kssees sbaws!bat, in Idditioa to 8In'iD& pIIlDIS in the inmodialr: Roseburg area, the Roseburg Regional 
Airport also serves airaaft OWDCIS in surrounding ccmmunities sud! u Winston, Myrtle Creek, Sutbcrlin, 
Winc!rstcr, ()akIend, Canyonville, and otbcF lilii8ii romm1mities. The Roseburg Regional Airport is the J.rgcst 

and most developed airport betwcca F.ugc:Dc end Medford. As. result, the airport sc:rvKlc area r:xtmda into 
Douglu County about half the distlNC south to Medford and. similar distlNC north to Eugcac. 

POPULATION FORECAST FOR THE AIRPORT SERVICE AREA 

Population forecasts for the Roseburg area wa-c pn:parcd u part of the 1992 City of Roseburg W III:r System 
Muter Plan. The W III:r System Master Plan also provides a limited ""MIlt of histarie data on the area 

populatioos. The Portland Stair: Univenity Center for Population Studies was I:OIItactcd far population data for 
WIIIStOII, Myrtle CrcrJ\, SuIhI:rIin, end Canyonvillc. Taken tog~, these communities form the population base 
fium lWich ain:raft own=s and pilots arc drawn. Figure 3-1 illustrates the growth forecasts by the City and the 
Center for Population Studies. 
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The expectatioo is that the population in the aiIport SCIVia: IIIU will grow at an average compound rate of around 
I % per year over the oext 20 years. In order to test the SCDSitivity of this growth rate, a projection was made 
assuming a higbcr U% 8JOWIh rate (the High Range) and a lower .5% growth rate (the Low Range). At the 

expecttd 1% growth rate,the population in the airportscrvice area would reach 51,967 by the year 2014. At a 

higlu l.5% growth rate, the population would reach 57,931, while at a lower 0.5% growth rate, the population 
would only rearh 46,492. In crdcr to remain consistent with population planning assumptions a1ready made by 

the City, the Mid Range 1% growth rate population fo=ast has been selected for use in forecasting population 
growth in the airport service u-ea. 

FORECAST OF BASED AIRCRAFT 

A standard planning meIbod fer developing a forecast of based ainnft is to develop a ratio from historical based 

ain:raft and airpcrt servk.e area population. Using hist.oricaI population and based ainnft data sinu 19S0, the 

I1IIio has ranged from a low of2.53 ainnft per lhollsand population in the airport service area, to a high of 3.77 

ain:raft per thonsand population. The average from 19S0 to 1992 is 2.5S ainnft per thousand population. Table 
3-2 and Figure 3-2 illustrate the range ofbased aircraft which would result from using the average,low, and high 

range ratios of based aircraft to population in the Roseburg Regional Airport Service Area. 

Table 3-% 

BASED AIRCRAFT FORECAST 

Rosebur& Regional Airport 
ACf.1994 1999 2004 2014 

Average Range - 2.5S Aira-aftlI,OOO Population lOS liS 
High Range - 3.77 AiJuaft/I,OOO Population lOS 
Low Range - 2.53 AiJuaft/I,OOO Population lOS 

Source: W&H Pacific 

129 
12S 
114 

150 
150 
119 

196 
132 

This plan rer.onunmds using the averQge rtl/lge which RprCseots an avenge fer the period of 1980 through 

1992. This results in the number ofainnft inaeasing from the eurreot lOS to 150 during the fo=ast period. 

This represents a "middle of the road" which is lII:ithcr overly aggressive DOl" overly conservative. 

In absolute numbers, the difference between the High Range forecast to the Low Range forecast is only 64 
airaaft. In terms of aiIport development, IIUIIIbcrs of based ainnft falling anywhere in between the High Range 

and the Low Range will DOt result in any dramatic shift in the demands for airport developmcnl In order to cause 

a dramatic shift in airport development, a differeoa: significantly greater than 64 ainnft would be DCCdcd. 
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OREGON AERONAlmCS SECl'IONFORECAST 

Aviation forecasts prepared by the Oregon Acrooautics ScctiOil (OAS) ill 1989 were reviewed IS part of this 

fin estjng pnx:css. The aviatioo forecasts prepared by OAS show mocIentc gowth through the pl11111ing period 

wi1h. total of 84 based aira'Ift ~ for the year 2000. This is Icss than c:um::ntly exist lit the Iirport. By its 
IIIIIIR, forcasts ~ OIl a stalc-widc lcvd laid t.o be fairly gax:nI i111181ure IIId vlriatioas IIIdlIS this _ t.o 

be expec:Icd. k'nK of this varianl:c, the OAD forecast was not used. 

FAA FORECAST 

Annually, the FAA prepares a 12-year forecast of avilltiOll activity. The rqKKt published ill March of 1994 
becasls 00.3 pcn:aIt~in tbc aira'lftflcctflrtbcFAA forecast period (1994 t.o 2005). The FAA forecast 
••• nnm thIIt the clcclillc ill ovcnll numbers would be driven by mircmcnts and/or shifts t.o I111118C1ive status of 

many of the older ain:nft ill the GA fleet. The shifting of older ain:nft out of the fleet was anticipated t.o be 

January 1996 WitH PacIjic, Inc. 
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offset In later years by newer ain:raft brought into the fleet as a result of product liability reform. The forecast 

does DOt indiute the time frame (or product liability reform. 

Pusage of the legislation in August o( 1994 was (at from =tain when the final editing was completed for the 

report in early 1994. As a result, the .3 JICI'CCIIt decline in the overa1l fleet may be overly pessimistic for the 

Roseburg Regiooal Airport (or two reasons: 

• First, product liability reform was in fact passed in August of 1994. It is anticipatcc1 that this will 

stimulate the production of GA aircraft. 

• Scc:ond, the Roseburg aiIport service area bas I growing populatioo base. This will tcDd to offset a 

possible decline in the number of GA ain:raft in the fleet nationwide as the Roseburg area captures a 

larger relative pcn:entage of the national population. 

As a rault o( the two factors noted above, the FAA Forecast, which indicates a decline in the number of aira'aft, 

was DOt applied to the Roseburg (orecast 

BASED AIRCRAFT FLEET MIx 

Increased business use o( general aviation is reflected in the changing character of the national fleet. The more 

expensive and sopbisticated turbine and jet powered segment o( the geucraI aviation fleet is expected to grow 

slightly i'astL'J' than the piston IIIgine segment of general aviatioo. This natiooal trend is Clq)eCted to be reflected 

11 Roseburg Regional Airport 

Rosebwg bas Ioog been in a unique position ofbaving • bigher then expected number of business jet and turbine 

powered ain:raft. There is no reason to believe thl1 this long standing trend will DOt continue. 

The (orecasts for the fleet mix for based aircraft are shown in the following table. 

1_,,1996 WIr.H Pacific, Inc. 
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Table 3-3 

BASED AIRCRAFT FLEET MIx FORECAST 
Roseburg Regional Airport 

TYPE AIRCRAFf 1994 1999 2004 1014 

Singlc-Engine Piston 90 94 98 llO 
Multi-EogiDe Piston 9 12 14 19 
Twboprop 2 3 6 8 
Twbojet 4 5 6 7 
RotDrcraft 3 4 5 6 

TOTAL 108 118 129 150 

Soun:e: WitH Poci& 

FORECAST OF AIRCRAFT OPERATIONS 

Three methods were used to prepare fon:c:asts of aircraft operations. The thn:e methods are described below. 

BASED AIRCRAFf/OPERATIONS RATIO FROM FAA 5010 RECORD 

The FAA Form 5010 is a 1R.qucnJIyupdatecl recad of the condition of the aUport, the number ofbased ain:raft, 
aDd the DIDI1berofainnftopc:ntioos. In reviewing the 1993 Form 5010, the number of based aircraft was listed 

as 108 aDd the number ofainnft opc:ntioos listed as 10,220. This yields a ratio of aircraft to aircraft operations 

of95. Wbm applied to the 20 year forecast of based aircraft, this yields an estimated 14,269 aircraft operations 

in the year 2014. 

OREGON AERONAUTICS SYSTEM PLAN 

In 1989, the Oregon Acrmsutics Seaion produced the IgymIQly 1990-2000 Fgm;ast report. One of the clements 

of the report was to analyze extensive data collected in the Aeronautics Division acoustical aircraft counter 
program. The data was collected lit non-toWCRd airport like Roseburg. The IID8!ysis fOlllld that the following 

formula best fit the data and provided a 96% com::lation with the IIIXlUStical counts taken: 

Total Aircraft Operations = 878 + 277:r The Number o/Based Aircraft 

JOIIIIIl1'Y 1996 W&:H Pacific, Inc. 
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Applying this formula to Roseburg yields an estimated 30,794 operations in 1994 which in=ases to 42,484 

operations in the year 2014. 

FAA ADVISORY ORCULAR 5300-13 - APPENDIX 5. 

SMALL AIRPORT BUILDINGS, AIRPLANE PARKING, AND TIEDOWNS 

Advisay Cirallar 5300-13 -Appendix 5 leo "Ii'mdsthal calculations for total annual operations be mwfrom 
the best available source. Wbae specific data are not available, the following data, which reflect local plus 

itinenmt operations, may be used: 

Total Aircraft Operations For General Aviation Airports = 637 Operations Per Based Aircraft. 

Applying Ibis formula to Roseburg yields an estimaterl 68,796 annual operations in 1994 increasing to 95,680 

annual operations in the year 2014. 

Table 3-4 and Figure 3-3 reflect the various operations forecasts. 

FORECAST METHOD 

FAA 5010 Rctord 
(95 OperationslAirecaft) 

OAS 1989 Systems Plan 
(878 + (277 x Number of Based Airt:raft) 

AC 5300-13 Appendix 5 
(637 Operationsl Airt:raft 

Sou .... : WAH Pooilio 

J_ry 1996 

Table 3-4 

AIRCRAFT OPERATIONS FORECAST 
Roseburg Regional Airport 

1994 1999 1004 1014 

10,220 11,246 12,229 14,269 

30,794 33,669 36,536 42,484 

68,796 75,407 81,999 95,680 

W&H Pacific, Inc. 
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COMMERCIAL AIR SERVICE 

FlGURE~3 

AlRcRAFI' OPERATIONS FORECAST 

Rosebure RllItoDal Airport 

2000 2002 2004 2006 1008 1010 1012 1014 
FORECAST YEAR 

--- OASFORMULA ..... FAA 5010 RECORD 

It sboWd be DOted that !lODe of the figwes presmtcd in Table J.5 _ the raumptioII of 00!!!!I!C'ciaI air 

scrvic:e. Should. carrier such as Horizon AirIioes establish scbedulcd air savice at Roseburg, this will add a 

significant IIUIDbcr of opa aIicus to 1bc toIal Harizm AirIioes typically provides • minimum of 4 to 5 flights per 
clay (II weekdays, md 3 to 4 per clay (II Salurclay IIIId SUDday. This would result in III additi0D8l2,700 to 3,400 

opaatiCIIs peryar whidl could be added. It is IIIIlikcIy that the Rosebur, martet could support two CUDrmrtcr 

airIims tlyin& S fligb1s • clay adIcduIcs. As a rcsuIt, Ibis number of opc:raIiOll5 would RmIIin COIIStaDt tbrou&Jwut 

It1NIIUY 1996 W&H PGCijic, Inc. 
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the 20 year time frame of this mast« plan. As passcoga loads grow, it is likely that the airline would 

!!!XX'C!l!DClC!ate the paoscnga growth by dvmging to a larga airc:caft to cany the additiooal passcngas rathec than 

lidding DIOlC than the typical S flights. 

Table 3-5 

PREFERRED AlRCRAFT OPERATIONS FORECAST 

OAS 1989 Systems Plan 
(878+{277xIlBased AlC) 

Commercial Air Savicc 3,400 

TOTAL ANNUAL OPERA nONS 

Scwoe: WAH PI<iIic 

1999 

33,669 

37,069 

PREFERRED AIRCRAFT OPERATIONS FORECAST 

Roseburg Regional Airport 

1014 

36,536 42,484 

3,400 3,400 

39,936 45,884 

The OAD 1989 Systems Plan fOlDlula with commercial air savicc added starting in the year 1997 (+3,400 

operatioos) bas been selected 115 the preferred airaaft operations forecast. Numerous visits wac made to the 

Roseburg Regiooal Airport during the preparation of this MastCl' Plan Update. Levels of activity observed and 

inventoried (by talking with local opaators) during those visits indicate a higher number of annual operations 

than would be derived using the FAA FOIDI 5010 ratios. 

The ratios derived from the Ajrport rmjgn Advisory Circular 150/5300-13 wac rejected for two reasons: 

• First, based upon field obsc:rvation in late 1993 and 1994, the ratio derived from Ajmort Desjrm appears 

to significantly ovastate the number of opaations. 

• Scrood, the Ajrport rmj PI ratio was rejected in favor of the more "Oregon Specific" data collected in 
the 1989 OAD Inventory 1990-2000 fimjasts report. 

WitH Pacific, Inc. 
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OPERATION PEAKING CHARACTERISTICS 

Using the fcncasts of opcralioos, the peak demand figwes can be derived by means of avenges observed at 

IIIIIIDOIIS other airports. Peak demand fcncasts for the airport are developed to evaluate peak hour operatiooal 

",,&city, much like the peak hour Clpacity of roadways. Table 3-6 depicts the forecast peak dc:mand 

cbaractcristics for Roseburg Regioaal Airport. 

OPERATIONS 

Annual Opuatioos 

Peak Mo. (H)·;' of Ann. Ops.) 
Ave. Day (peak Mo.13l days) 
Peak Hour (11 % of Avg. Day) 

Source: WAH PII:ific 

TYPE OF OPERATIONS 

1999 

37,069 

3,707 
120 

13 

T.b1e3-6 

PEAK DEMAND FIGURES 
Roseburg Regional Airport 

2004 

39,936 

3,994 
129 

14 

2014 

45,884 

4,588 
148 
16 

Scbednl'lJd commuter airline flights will make up 3,400 flights 1IDIlua1\y and will ranain constant throughout the 

fincast period. Air taxi (cbartec flights) will make up around 1 % of all operations. GencraI aviatioo itinerant 

flights (those which begin or cod at ID airport other than Roseburg) will make up the largest group of flights -

around 520/ .... 53% of the total. Local flights will comprise ID estimAted 36% to 37% throughout the fORlCBSt 

pnx!. Military t1igbts will comprise less thlD 1 % of all opcralioos during the forecast period. These ratios are 

similar to the ratios found at other airports similar in size to Roseburg. Table 3-7 provides a summary of this 

breakdown. 

JDmIllry 1996 W&:H Pacific. 1nc. 
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Commuter 
Air Taxi 
General Aviation Itinerant" 
GcncraI Aviation Local· 
Military 

TOTAL OPERATIONS 

1999 

3400 (9"10) 
673 (1%) 

19,360 (52%) 
13,467 (36%) 

168 (.4%) 

37,069 

Forerosts 

Table 3-7 

FORECAST OPERATIONS 
Roseburg Regional Airport 

lOO4 1014 

3400 (8%) 
731 (1%) 

21,008 (52%) 
14,614 (36%) 

183 (.4%) 

39,936 

3400 (7%) 
850 (1%) 

24,429 (53%) 
16,994 (37%) 

212 (.4%) 

45,884 

• Local openoIiCIIII .... those which beain UId ood lit RosebuJs wilh 110 landing in hot\wm. llinoraDt openoIiOOI are Oights whicb beain or 
ood lit. diff_t airport 

Souroc: W&H Pooifio. 

CRrnCAL AIRCRAFT 

In onkr to accucately projeet the facility requiranents for an aUport, ick:ntificatiou of the critical aitalIft must 

be made. The critica1 aircraft is a single aitalIft or a family of aircraft which controls ooe or more design items 

based on wingspan, approach speed, and/or maximum certificated taJce.offweighl The same aircraft may not 

be critical to all design items. The critical aircraft should usc the facility on a regular basis, which is considered 

to be at least 500 annual itinerant operations. 

Analysis of existing operational pattcms at the Roseburg Rcgiooal Airport indicate that the Cessna Citation II 

is the c:um:nt critical aircraft. The Citation II falls within the Airport Rcfc::rmce Code (ARC) B-I1, for aircraft 

with approach spc:ab less than 121 koots (approach speed call:gory B), and wingspans less than 79 feet (ailplanc 

design group 11). Other aircraft currently using the airport which fall into this category include the Cessna 441 

Conquest turboprop, and the: Beech King Air 200 turboprop. 

Becanse the Cessna Citatiou II weights more than 12,500 Ibs, the FAA classifies it as a "Large" aircraft. A1; a 

result, the airport is classified as serving" ARC B-I1 Large" aircraft. 

The critical aircraft is not expected to change during the period covered by this Master Plan. Operating at an 

"ARC B-I1 largI=" dassificatioo, the aiJport is currently serving the most oommOD ARC class of aircraft for both 
bnsiJlC'SS and (UmDn!cr airline aviation. The Airaaft Data Table found on the following page provides a list of 

JanlllJry 1996 W&H Pacific, Inc. 
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busines. BDd rmvnnt ... ailtraft. As can be seen from the table, B-ll class ain:raft dominate the list. It is unlikely 

that the airport will revert to a sma1Jer class of ain:raft such as B-1. 

The specific "aitical" ain:raft may continue to be the Cessna Citation II or, with the potential resumption of 

Mliilen:ial air service at Roseburg, may become a commuter airliner such as the Domier 328 or the Jetstream 

31. Except for weight differences between the ain:raft (ranging from 14,300 Ibs for the Citation to 30,247 Ibs 

for the Domier) the design aiteria for aoy of the ain:raft would be essentially the same. 

It ~ also unlikely that the airport will serve 1argc:r airaaft (such as the Gulfstream N business jet) on other than 
an occasiooa1 basis. As a result, the airport is forecast to n:main at a B-ll airport reference code. 

Busjneli$/CoQlprlte General Ayjatjgn Ajrcraft 

Aircraft ARC Passengers 

Business JeW[urbQ Props 

Lear 35 B-1 9-12 18,500 Ibs 
Bcecbjet 400A 
Cessna Citation VI 
Beech King Air 200 
Cessna Citation II 
Falcon 50 
Gulfstream N 

RegjpnaVCommuter Ajrliners 

MelrOliner 
Jetstream 31 
Bcecb 1900 
Embraer Brasilia 120 
Domicr328 
de Havilland Dash 8 

Source: 

B-1 
B-1 
B-ll 
B-ll 
B-ll 
C-ll 

B-1 
B-ll 
B-ll 
B-ll 
B-ll 
A-ill 

BusinesS and Cgmmercial Ayjation International May 1994. 
Data is for sea level operations, standard day temperature. 

January 1996 
3-17 

9-11 
9-15 

15-16 
8-13 

11-12 
16-21 

21 
21 
21 
32 
33 
40 

Table 3-8 

AIRCRAFT DATA TABLE 

Weight Runway 
Required 

4,972 ft 
16,3001bs 3,802 ft 
22,2001bs 5,030 ft 
12,5001bs 3,411 ft 
14,3001bs 3,430 ft 
38,8001bs 4,700 ft 
75,000 Ibs 5,540 ft 

16,6001bs 5,503 ft 
16,3141bs 5,147 ft 
17,0601bs 3,737 ft 
26,6091bs 5,500 ft 
30,2471bs 3,610 ft 
36,3551bs 3,150 ft 

W&H Pacific, Inc. 
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FAA Airport Reference Code Classification for Aircraft: 

A = Approach S.-Is Less Thao 911Coots. 
B = Approadl S.-Is From 91 ICoots to 121 1Coots. 
C = Approadl S.-Is From 1211Coots to 1411Coots. 
D = Approach S.-Is From 1411Coots to 166 Koots. 

I = Up to 49' Wing Span 
II = 49' Span up to 79' 
m -79' Span Up to 118' 

Forecosts 

Table 3-9 sllllllllllrizes the aoticipated number of opcntioas by the c:ritic:a1 ainnft. 

Aircraft Type 

Annual Opecatioas 

rable3-9 

CRITICAL AlRCRAFf OPERATIONS FORECAST 
Roseburg Regional Airport 

1999 2004 2014 

Citation Commuter Commuter 
Or Commuter 

1,000 - 3,400 3,400 + 3,400+ 

Commuter assumes Horizon Air type scbc:dule - S flights per wcdc day, 3-4 on wcdccod days. 

_:W&HPKific 

COMMERCIAL AIR SERVICE 

In 1991, the Stale of Oregon Atrooautics Section (OAS) prepared a Cgmmen;iaJ Air Service aDd Foeility Nmjs 

SWIb!. The study IIIIaIyzed '" 11111 -maJ air service foe c:OmmUDities with existing service as well as COIIIIDUDities 
with no service. Roseburg was one of the IIllIIkcts aoalyzed. The study included a forecast of potential 

Cllplamnmt levels as we1l as facility occds to I!Wl!I!modete lX)!Dmen:ial air service (i.e.: runway, taxiway, ramp, 
t.ermin.aI, etc). 

As part of Ibis Master Plao Update, the forecast for Roseburg prepared in 1991 bas been updated and additiooa1 

information collected relating to existing IX)!Dmen:ia1 air service travel pattaDs in the Roseburg area. The 

information 011 aimng tnIvci patterns was collected through a "ticket lift" survey. The survey involved visiting 

nvcl agencies (4 of them) 1oc:atcd in the City of Roseburg and recording airline fare, airport, destination, and 

J_ry 1996 W&H Pacific. Inc. 
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airline iDfcnnatian fir all airline Dads wriItcn fir Scptembc:r 1994. The 1994 data was suppJemenkd by similar 

data collected by the City of Eugene for 1989 through 1993. The results are provided below. 

TOP DESTINATIONS AND AIRPORT CHOICE. 

Table 3-10 provides a list of tile lop 23 destinations traveled to in tile month of September 1994. The list 
represents over 70"10 of all travel ticketed out of tile 4 travel agc:m:ics and shows 8 strong orientation to points 

south. Eight of the top teo destinations representing 45% of all travel arc to points in California, Nevada, and 

Arizona.. Also provided in Table 3-10 is a breakdown of the airport used. Ovcrall, the Eugene Airport captures 

68% of all travel, Portland captures 31 % and Medford, 1 %. 

friml\Q: DestiDDtigg 
1. Las Vegas 
2. Los Angeles 
3. San Francisco 
4. Seattle 
5. Phoenix 
6. Ontario 
7. San Diego 
8. Orange County 
9. Reno 
10. Bwbank 
ll. Denver 
12. Anchorage 
13. DalIaslFt. Worth 
14. Kansas City 
15. Atlanta 
16. Chicago 
17. Minneapolis 
18. Palm Springs 
19. Albuquerque 
20. Saaameoto 
21. New York 
22. Salt Lake City 
23. Oakland 

T.ble3-10 

Top 23 DESTINATIONS - SEPTEMBER, 1994 

Roseburg Regional Airport 

~1I:i:imJ&m: Cmmt EOO fOX MER 
75 35 (47%) 40 (53%) 
60 44 (73%) 16 (27"10) 
43 38 (88%) 04(09%) 01 (02%) 
37 35 (95%) 02 (05%) 
35 13 (37"10) 22(63%) 
30 26 (87"10) 04(13%) 
30 21 (70"10) 08 (27%) 01 (03%) 
28 19 (50%) 19 (50"10) 
26 13 (50%) 13 (50%) 
24 22 (92%) 02 (08%) 
23 23 (100"10) 
21 08 (38%) 05 (24%) SEA (08) 
19- 12 (63%) 01 (05%) 02 (10"10) 
18 14 (78%) 04 (22%) 
17 II (65%) 06 (35%) 
14 II (79%) 03 (21%) 
12 08 (67"10) 04 (33%) 
12 02 (17"10) 10 (83%) 
II II (100"10) 
11 09 (82%) 01 (09"10) 01 (09%) 
10 08 (80"10) 02 (20"10) 
10 03 (30%) 07(70%) 
10 03 (30%) 07 (70"10) 

-Includes four (4) passengers driving to Seattle to enplane. 

JQIIIIIlry 1996 W&H Pacific. Inc. 
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MEAN AIRFARE PAID 

Table 3-11 below JdIccIs the mean aiIfarc:s paid for travel from Eugcoe. Portland, Medford, and North Bead for 

1994, and six SW'Vey periods prior to 1994. The information reflects the volatility of air fares and, in the case 

of North Bend and Medford, may be skewed by a sma1l Dumber oftickcts sold to gencrale the average. In the 

1994 SW'Vey, over 79"10 of all travel was made on discounted airline tickets, 20"/0 on unrestricted full fare coach, 
and 1 % first class. 

Tab1c3-11 

MEAN AIRFARE PAID By AIRPORT 

Roseburg Regional Airport 

SeJi. N. Oriohr AprIl M·r Oriohr AprIl Odubor 
Ahllprt 1!2j 1m 1!2l. mil ll2ll m2 m2 

Eugene $299 $258 $339 $372 $427 $322 $274 

Portland $223 $271 $386 $319 $426 $305 $283 

Medford $437 N.B. $285 $ 31 $471 $349 $256 

North Bend N.B. N.B. N.B. N.B. $243 $60 $144 

N.B. ~ No Roseburg originating boardings recorded for that month and year. 

Soun>c: Scudder ODd .... ..,..; ...... Eug-. Cream. 

AIRLINE CHOICE 

Airline choice varied by airport and the airlines serving the airport. Service in Eugene is dominated by United 

Airlines. United bas good service to hubs in San Francisw and Los Angeles which meets the strong travel 

demand in that direction for travelers from Roseburg. Since travel from EugCIIC makes up 68% of all travel 

demand, this is JdIcrtcd in United's high 61 % market share. As DOled above, however, on the average, travelers 

are paying more to fly out of Eugene than Portland. This may present an opportunity for ao airline 5IIch as 

Horizcn With strong supporting network of flights to the south, commuter air service feeding the Portland hub 
for Alaska Airlines might compete well in terms of price and levels of service. 

Jl1I/IIIlry 1996 W4cH Pacific, Inc. 
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ENPLANEMENf FORECAST 

The 1991 Commercia! Air Service and Fac;jljty NrgI. Stuqy used. multi step process to forecast passenger 

cnpl!!!!C'DQIIs This plaD will update the data used in cadi of the 9tq)s to pRplR a forecast for thiS Mast« PIaD. 

Service Area Population. In the 1991 study, the airport service ~ populalion was estimAted at 45,311. For 

Ibis Mast« Plan, the airport service ~ populalion is estimakd to be 43,880 in 1995 growing to be 51,967 in 

the year 2014. 

Enplane"umts per Capita (EPC). The 1991 enplanc:ments per capita ratio was 1.55 enplanc:ments per person 

fir the United States. Using adlIaI data far 1993, the natima! average has risen to 2.04 cnpl!lJ!C!DC".!!ts per person. 

Far Oregon, the 1993 enplaoc:mcnt ration was 1.61 passengers per person. The lower average reflects a lower 

cIcosity populalioo than average far the US with IoMr levels of air service far awdl of the population in the State. 

The 1.61 cnplanCll1eDt per capita ratio will be used in this Master Plan. Table 3-12 reflects the updated 

populalion forecast and the cnpJ!IJ!C!DC".!!t rate of 1.61 cnplancmcnt per capita. 

1991 COMMERCIAL AIR SERVICE STUDY 

1991 Populalion 

Table3-11 

UNCONSTRAINED PASSENGER 

ENPLANEMENT FORECASTS 

45,311 80,853 

1995 MASTER PLAN UPDATE -1.61 ENPLANEMENfS PER CAPITA 

1995 Forecast Year 
2014 Forecast Year 

_: W<kH p..w.. 1991 eoa..-.ioI Air Scnioo ODd Focilily Neodo SIudy 

43,015 

51,967 

69,254 

83,667 

Prw:Imity to Other Service. The 1991 study noted that the proximity to other air service, principally the Eugene 

AiIpcn 10cated 79 miIcs to the north, would nducc the cnplanc:mcnt levels. This has not changed. The reduction 

in the IIUIIIbc::r of cnpJancmmts will also vary with the IIIIIIIbc:r of flights per day provided in Roseburg. The 1991 

study estimated that three flights per day would capture approximately 23% of the potential cnplanCll1eDts with 
the balance using other airports sueb as Eugene or Portland. With inaeascd frequency of flights in Roseburg, 

JtWIIlTY 1996 W&H Pacific, Inc. 
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an increasing Dumber of passengers would be captured in Roseburg rather thaD using the otlu:r airports. Four 
and five flights per day would capture an estimated 28% and 33% of Roseburg passenger traffic, respectively. 

Table 3-13 includes an adjustment of the \IIICIOIISIrain fom:ast for proximity to competing service and for 
possible service levels at the Roseburg RcgiooaI Airport. 

Table 3-13 

ADJUSTMENT FOR PROXIMITY To OTHER SERViCE 

Roseburg Regional Airport 

U91 COMMERCIAL AlR SERVICE STUDY 

1995 MASTER PLAN UPDATE 

1995 FcncutY .... 
2014Fora:uIY.., 

u __ 

EDpJan ..... nll 

8O,8S3 

69,254 

83,667 

Capl1lro Rateo 

3 FUchII 4 FUchII ! FUchII 
23% 28% 33% 

18,596 

15,928 
19,243 

22,639 

19,391 

23,427 

26,681 

22,853 

27,610 

Type of Aircrgft. The final factor identified in developing. forecast of passenger enplancment.s is the type of 

aira"aft used. The larger the aircraft, the greater the number of persons willing to fly 011 it In disc:ussians with 

Horizon Airlines, they foresee a time in the next 5 - 10 years wben the smallest aircraft they operate will be the 

Dcmier 328 or Ihc de Havilland Dash 8. Both offer stand up cabins with amenities such as overhead storage bins 

and in-flight scniIle by a flight attendant The interior feel of such a cabin varies great1y from the feel of smaller 

aira"aft such as the Metroliner or lc:tstr=n 31 wbicb do DOt offer 8 stand up cabin, overhead storage, or in flight 
service by 8 flight attendant The 1991 Air Service Study estimated that service by the larger turboprop 3(}+ 

. passenger aira"aft would only suffer a 5% redttdim in passengers willing to usc it over service provided in larger 

cxmmm:ialjets sucb as a Boeing 737 or McDonnell Douglas MD-80. A 5% reduction was used in developing 
the updated Roseburg enplancmcnt fom:ast provided in Table 3-14 below. 

January 1996 W&H Pacific. Inc. 
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Table 3-14 

ADJUSTMENT FOR 3D-SEAT TuRBo PROP AlRCRAFf 

3 Fligbts 4 Fligbts ! Fligbts 

1991 COMMERCIAL AIR SERVICE STUDY 

17,666 21,507 25,347 

1995 MASTER PLAN UPDATE 

1995 Forecast Year 15,132 18,422 21,711 

2014 Forecast Year 18,281 22,255 26,230 

Souroe: W&H Poci1ic, 1991 c:oa.m..ciaI Air Seni<>e .... Focility Noodo study 

Based upoo the IISSUIIIptioos OIdlimd above, there may be a pot.c:ntial for commercial airline service witb a range 

of 15,000 to 21,000 enpJanc:ments in 1995 rising to 18,000 to 26,000 in 2014. 

OTHER COMMERCIAL AIR SERVICE FACTORS 

Anocba' facta whicll an airline would consilkr when devdoping scrvic:e into I community is the availability of 
a suitable insIrummt approacb for abc 10cal ~ conditions. The questiOll tbe airline will ask is: "can reliable 

service be provided or will tbere be numerous diversions or cancellations due to bad weatber?" 

Airlines typically prcl"1'J' a pecision instrument approacb witb low approacb minimums (minimums are a measure 
ofbow "bad" tbe weather can be and bave an aircraft safely fly an instrument approach -low minimums mean 
tbe weatber can include clouds down close to tbe runway). Altbough highly desirable, it is not necessarily a 

requirement. Commuter air service is currently being provided into Wenatcbec, Washington and PuIIman­
Moscow, Washingtoo witb ooly non-pn:cisioo instrument approacb capabilities at both airports. 

A factor to consilkr is tbe terrain around tbe airport and tbe type of instrument weather normally encounlered. 
In Roseburg, the IaTain III'IlUIId abc aUport is high with tbe airport located in a valley. Flat terrain would be mucb 
_ desirable. Based upon discussions witb local pilots, local instrument weatbI'J' tends to be a high ovc:ralSt 

(with some exceptions typically associated witb short periods of ground fog). This weather pattern may offset 

JtJIIIIIlry 1996 W&H Pacific. Inc. 
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the difficulties associated with high tmain &lid may make it possible to establish reliable commercial savicc 

despite the lack of an instrument approach. 

A1W cva1ualing I potential airline JJWket and the operating conditions likely to be eDCOuntered, an airline may 

agree to establish savicc if the 10cal community is williog to provide some type of guaranteed number of 

passengers. This is I method of sharing the risk of establishing new savicc in an untested market or a market 

which has been without service for an extended period of time, such as Roseburg. 

SHUITLE BUS SERVICE OPTION 

An alternative to commercial air servicc via an aircraft is commercial air servicc, which begins the trip in 

Roseburg via I bus with a connection to an airlincr at the Eugene Airport. Such a savicc is presently in effect 

between Salem &lid PortI&IId Internatiooal Airport with the Hut Shuttle operating essentially as an airplane 

without wings. Passengers arrive at the Salem airlinc passenger terminal, check their bags, &lid go through 

passenger sec:urity screening as if boarding an aira'aft. They are then allowed to board I bus &lid are driven 

directly to the Horizon Air1ine gates at Portland Intemationa1 Airport. Passengers are ticketed for the Salem -

Portland leg with CODventiooal airline tickets and the savicc offers the benefit of not having to go through 

security in PortJ&IId or deal with higher priced parlcing there. Such a shuttle type savicc from Roseburg to 

Eugene may be an opportunity to develop commm:ial air savicc by starting out as I premium shuttle bus savicc 

to the Eugene Airport. 

CONCLUSION 

Based upon the information prcscnted within this chapter, the based aircraft and operations forecast are 
summarized in Table 3-15. 

Based Aircraft 
Annual 0paati0llS 
0paati0llS By The Critical Aircraft 
Critical Aircraft Type 
Forecast of Airline Passengers • 

19911 

118 
37,069 
1,000 - 3,400 
CitatioolCamoutcr 
22,593 

Table 3-15 

FORECASTS~y 

Roseburg Regional Airport 

2004 2014 

129 ISO 
39,936 45,884 
3,400+ 3,400+ 
Camoutcr Camoutcr 
23,745 26,230 

• Forecast of eop1aned airline p"""""gers is based upoo 5 flights per day with 30 p_ger turboprop. 
s-.c:WAHPooiIio 
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INTRODUCTION 

(.bapter 4 

FACll..1TY REQUIREMENTS 

The objective of the facility requirancots chaptcc is 10 analyze the ability of the airside and laodside facilities 10 

accommodate fubR activity levels. Existing facilities arc IXlIIJP8rlld with demand projections in order 10 

determine what type and when Idditiooal facilities will be required. 

RUNWAY DEMAND/CAPACITY 

The tam used 10 dcsaibe the throughput capacity of the runway and taxiway system is hourly airport capacity. 

This is a measure of the maximum Dumber of aircraft operations which can be aa:OmmodAtM 00 the airport in 

ao hour. The anoual service volume (ASV) is a reasonable estimate of ao airport's anoual capacity. The ASV 

IC'X)Imts for diffcreoccs in runway usc, aircraft mix, weather c:onditions, etc., that would be encountered over a 

years time. 

According to the FAA AC 150/5060-5, AilJlQrt C'!Poetry qnd Delay as calculated using the FAA Computer 

Model Airport Design. Version 4.1, the capacity of the Roseburg Regional Airport is 98 VFR operations per 

hour and 59 IFR openWOIIS per hour. This equates 10 ao anoual service volume of230,OOO operations. Standard 

plaooing practices indicate that improvements should be considered when sixty percent of the ASV is reached. 
For Roseburg RcgiooaJ Airport, this threshold is 138,000 anoual operations. The Dumber of operations for the 

year 2014 arc forecast 10 be 45,884. This is significantly less thao the ASV or the sixty percent threshold for 

CXW!sidering capacity rdat.ed improwmI:ots. As a rcsult, this plan recom!!lC':llds that DO actioo be taken with regard 
10 runway capacity enhaDCCIDCDl 

OassificatioD 
A - Single Engine, 12,500 or less 
B - Multi Engine, 12,500 or less 
C - Multi Engine, 12,500lb 10 300,OOOlb 
D - Multi Engine, over 300,OOOlb 
Totals 

JtlIUIDry 1996 

Table 4-1 

DEMAND/CAPACITY AIRCRAFT MIx 
Year lO14 Year 2014 
OperatioDl Aircraft Mis 
36,384 79"10 

6,100 13% 
3,400 8% 
-0- 0"10 
45,884 100% 

WitH Pacific, Inc. 
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AIRSIDE FACILITY REQUIREMENTS 

AIRPORT DESIGN STANDARDS 

As sCataI earIia", the airport is a GeocnI Utility StagI: I airport built 10 ARC Boll staDdards and designed for large 

airplaocs (airplaocs M:ighing OVCI" 12,.500 Ibs). A partial listing of some aircnft found in the B-ll group ~Iude 
the Bca:h King Air 200, the Ccssoa Citatim n, and the Domicr 328 C)xmIlUia- Airliner. As noted in the previous 
c:haptcr, the Cessna Citation II and later the Domiec 328 Commuter Airlinc:r have been designated as 

representative of the existing and future critical aircnft for the Roseburg Regional Airport. Both aircnft are 
classified as B-ll. A listing of the airport design standards for an ARC B-n airport are provided in Table 4-2 

below along with a listing of the existing dimensions. A complete listing of the design standards can be found 

in the Appendix of this Plan. A discussion of the airport's ability 10 meet ARC Bon design standards, runway 
length requin:mc:nts, and landing threshold siting requirements is provided below. 

Runway Width 
Runway Centerline 10 Hold Line 
Runwayfl'axiwaY Separation 
Runway 10 Aircraft Parking 
Runway Safety Alea Width 
Runway Safety Alea Beyond RIW End 
Runway Obstacle Free Zone Width 
Runway Obstacle Free Zone Width Beyond RIW End 
Runway Object Free Alea Width 
Runway Object Free Alea Width Beyond RIW End 
Taxiway Width 
Taxiway Safety Alea Width 
Taxiway Object Free Alea Width 

Table 4-1 

AIRPORT DESIGN STANDARDS 

Existing ARCB-II 
100' 75' 
135' 125' 
200' 240' 
250' 250' 
150' 150' 
300' (1) 300' 
2S0' 250' 
200' 200' 
SOO' 500' 

210'-600' (2) 600' 
40'-48' 35' 

79' 79' 
131' 131' 

Nobo: CopicI oCdIe FAAAirpoft Daip ComPUf« Model C ... thiI airport .... ptol'idod ill dIo oppmdix oCdU. Plan. 

(I) Aaofl0.94,.r-oaIbcDDrlhIlllld oflbclllrlW)'limitIlbeRuuway Safety Alea to 203'. Tho City ill in Ibc _ oCmow., dIo C ..... 
10 ..... pIy with ARC a-D RSA SIoDdanIo. 

RUNWAY DESIGN ISSUES 

RunwAY Leo&th. Runway length requin:mc:nts have been calculated for both the existing and future critical 

aiIU1Ift (Cessna Citation n and Domiec 328). The nmway length requirement for the Cessna Citation n is 3,430' 

JtWllJry 1996 WitH Pacific. Inc. 
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for sea level standard tempeI'BIIn day operaIioos. Although RosebW"g is above sea level (S2S~ and the planning 

ttmpaalure of83 dcgrccs F is above 1he"standard day" tc:mpcnture, these diffetalc=; are not significant enough 
to inI:mI.sc1he1UllWKY 1ength n:quiIanI:n1s beymd 1he existing 4,600'long runway. The adequacy of the runway 

length was also c:onfinncd with the operators of Cessna Citatioo D's based at the field. 

The Dcmia" Airaaft Crmpany was tmlertrd to obtain Roseburg specific runway paformancc data. Based upon 
1he Ra;cburg field elevation, a full pas_ger 1oad, and an 83 degree tcmpc:raIUrC, 1he runway length requirement 
calculated by the Domier Company was 3,683'. This is less than the existing runway length. 

Based upon the existing and forecast future critical aircraft, it will not be necessary to lengthen the runway. 

It should be noted, however, that at the airport's present location, it would be possible to construct a runway 

slightly over 6,000' long. Stewart PlIlkway and the north IS Freeway interchange access road would be the 

boundAries 011 the south and north n:Spcc;tiveIy. As it cum:ntly exists, a runway extended to that length would 
not be fuIJy usable in both cIi=tions. It would be necessary to maintain displaced landing thresholds 011 both 

cads. The usable runway lengths would be calculated and pubIisbcd as "dcc:lared distances". Pilots using the 

aiJport WOIId be able to look up 1he available IUIlWKY 1ength based upon the particular operatioo they are making, 
i.e., take off or landing, and could then determine the adequacy of runway length for that specific operation. 

Rpgway x,andjng Threshold SiMK. Runway landing threshold siting rcquircmcnts are found in Advisory Circular 

ISOI5300-13. AiJwrt Desien Appendix 2. Given the present and anticipated critical aircraft and the type of 
approaches available at the airport, 1he standards call for a Type C Obstacle Clearance Approacl! (OCA). At the 

present time, Ihe landing threshold for runway 34 meets the OCA standards and no changes are DfICded. 

The landing threshold for runway 16 is displaced 698', a location based upon a Type BOCA. It does not meet 

the standards for a Type COCA which is wider and twice as long as a Type B (10,000' vs 5,OOO~. Several 
options have been reviewed for addressing the issue: 

1. Relocate the Threshold to Meet Type COCA Standards. Siting the landing threshold to meet the Type 

COCA standards would require dispJ!Ia'1I!I'JJt of the landing threshold an additional 1,920' feet down the runway 

for a tota1 displacement of2,618 feet or more than hal/the length o/the rUIIWtlJI. This is not viewed as B 

desirable option since it would greatly reduce the utility of that runway. 

1. FAA Modification to Standarda. Seek an FAA Modification to Standards to .now the present 700' 

displaced landing threshold to remain. Because of prevailing winds at the R.osebW"g Airport, the majority of 

operaIioos oa:ur 0Il1UllWKY 34 which meets 1he IIXR stringent Type C standards. Given the low level of landing 

operaIioos 0Il1UllWKY 16, it might be reasonable to allow the 700' displacement to remain through a Modification 
to FAA Standards. 

JOIIIIIJI)' 1996 W&H Pacific. Inc. 
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3. Lower the Objects Penetrating the OCA. The penetrations of the OCA arc found on Mast Hill which is 

IocaIcd approximately 4,000 feet to the north of the airport. There arc 3 trees and an obstruction light on a 50' 
(c:srimatM height) pole. The pole causes the greatest pcneIration of the OCA, peuelrating 96'. Allowing for the 

height of the pole, the terrain below the pole pcneIraIes an estimete .. ! 46'. Wallcing around the top of the hill, it 
appeaied that the hill is made up of soil and • soil/rock mix. It might be possible to exl:&vatc the top of the hill 

to ranovc the obIItruction causod by the terrain. A preliminary planning Jcvd estimate for the quantity of earth 

WIXk is 219,000 albic yards ofmataia1. If the material is in fact soil (opposed to rock) the cost would be $5.00 
per cubic yard to RIIIOve it or an estimated $1,095,000 to RIIIOve the top 50' of material. If it is rock beneath 
the top layer of soil, the cost could run as bigh as $10.00 per cubic yard to remove it or $2,190,000 to RIIIOve 

the top 50' of material. 

AnctIa" altanalive would be to lower the obstruction light on the hill to • point 10' above the ground instead of 
\caving it at the present 50'. This would reduce the penetrabOO by 40' but would maintain the operatioDal integrity 

of the obslnlction light The 40' m:luction in penetration would equate to reducing the amount of displacement 
nccdcd by 800'. 

RIP i1ulwsdcd Course of Action: After disalssing this issue with the Airport Commission and representatives 

of the FAA, it was decided that the Mast Hill would, for the time being, remain as it is today (1995) and the 
landing threshold will remain at a displaccmmt of 698'. A project will be identified in the 2005 - 2010 time 

frame to lower the hill and the issue will be reviewed at that time and as part of any subsequent airport master 
plan update for the airport. Should the opportunity arise to lower the hill as part of an effort to provide fill 

material, this should be pursued. 

RIptw'I)' Wjdth. The existing nmway width of 100' exceeds the standards for an ARC B-ll airport. At such time 

as the runway needs a full overlay or reconstruction, or when the runway lights need an upgrade, consideration 
sbould be given to narrowing the runway to and ARC B-ll standard of 75'. If the runway is narrowed, 

CIOIISidcration should be given to using the eastern 75' of width. This will improve the runway/taxiway separation 
which is presently less than the ARC B-ll Standard of 240'. 

R!!QWlIYITaxiwRY Sc;paratiop. At the present time, the airport docs not meet the ARC B-ll standard for runway 

to taxiway separation. The ARC B-ll standard is 240' and the existing para1\el taxiway is 200'. Should it be 
necessary to comp\ctely reconstruct or overlay the runway or taxiway, consideration should be utilizing the 

western 35' of the taxiway and the eastern 75' of the runway to inacase runway/taxiway separation without 

having to tota1ly relocate either facility. Until this is accomplishcd, the runway/taxiway separation can remain 

at the present 200' and would be the subjeet of an indefinite Modification to FAA Design Standards. 

JQTUIIlry 1996 WtJI PtU/fIc, Inc. 
4-4 

I 
I 
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Runway Centerline to TaxiWllY Hold Lines. The distance from the runway centerline to taxiway bold lines is 

c::urreotly 111135'. This exceeds the ARC B-ll standard. It is not critical that these lines be moved. Leaving them 

lit their present location is acceptable and should not cause a problem. 

Rupway to Ajroraft Parkio&. The airport presently meets the ARC B-ll runway to airaaft parking standards. 

Rnpway Safety Am! CRSAl Wjdth. The airport presently meets the ARC B-ll runway safety area (RSA) width 

standards. 

Rnpway Safety Area lRSAl Bc;yopd the RIIQWlIY End As of Odoba' 1994, the airport does not meet the ARC 

B-ll standard flr a 300' RSA off the eods of the nmway. On the north cud, the RSA is limited to 203' by a feDCC. 

The City is in the process of relocating the fence to a point just beyond the 300' RSA limit At that point, the 

north end will meet the RSA standard. The south end currently meets the standard. 

Rnpway Obic:d Fee Am! IROFA) Wjdth The aiIpart JRStIItIy meets the ARC B-ll standards for runway object 

free area width. 

RIIQWIlY Object Free Area CRQFAl Beygpd the RuoWllY End On the north end of the aUport, the fence which 

obstructs the RSA also obstructs the ROFA beyond the end of the runway and will limit it to 300' off the end vs 

the 600' ARC B-ll standard. Similarly, the fence along Stewart Parkway limits the ROFA to 210' off the end of 

the runway. Since it is not practical to n:locai.e Stewart Parkway or the fmce adjacent to the Parkway, the ROFA 

011 the south end of the airport will be the subject of an indefinite FAA Modification to Standards to allow the 

fence and road to remain. On the north end of the aUport, • project is planned to relocate the fence to a point 

beyood the limit of the ROFA. When this is acc:omplishcd, it will meet the ROFA standard Until that is done, 

it will require a Modification to FAA Standards for the north end ROFA. On both the north and south ends of 

the nmway, the runway safety areas will be free and will meet the ARC B-ll standards. Of the two areas (RSA 

&lid ROFA), the RSA is the more critical. 

TaxiwllY Width. The present taxiway is 40' to 48' wide and exceeds the 35' ARC B-ll standard At such time 

as the taxiways require reconstrudion IX' the taxiway lighting systems are modified, the taxiway width should be 

reduced to 35'. As noted above, reconstruction or repaving on the western most 35' would improve 

runway/taxiway separation to meet the ARC B-ll standard 

TaxiWllY Safetv Area Width. The present taxiway safety area meets the ARC B-ll standard 

TaxiWllY Object Free Area Wjdth. The present taxiway object free area width meets the ARC B-ll standard 

JanJllJry 1996 W&H Pacific, Inc. 
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Runway 16 YASypAPI. Runway 16 lacks any type ofvisual approach aid such as a Visual Approach Slope 
Tncljc:atoc (V ASI) oc Prccisioo Approach Path Indicalor (P API). Although nmway 34 is used the majority of the 

time, myooc unfamiliar with the airport and approaching for I llUIding 00 runway 16 at night will be confronted 

with Mast Hill locaU:d approximaltly ooc mile north of the airport. Although 

the hill t.; an obstructioo light, some type of visual approach aid would be desirable to provide approach slope 

guidaru:e. 

INSTRUMENT APPROACH EVALUATION 

The potential of establishing a straight in lIOIl.precisioo instrument approach to replace the present VOR·A 

approada was niscd during the masIa' planning proc:css. Establishmmt and/or alteration of instrument approach 

procedures is a complex three dimensional "puzzle". Two factors influence the design of an approach: 

• Aircraft Approach Criteria, i.e., A. B, C, or D. The ain:raft approach criteria establishes ain:raft 

approadl speed, with ain:raft with the slowest speeds falling into categoly A, the fastest falling into 

category D. The Roseburg Regiooal Airport is designed to serve ain:raft in the "8" category· speeds 

ftom 91 kDots to Iess than 121 knots. In genc:ca1 terms, an ain:raft in approach category A requires the 

!cast IIIDOUIlt of airspace, category 8 requires more airspace, C and D require still more. The faster an 

aircraft is flying 00 an instrument approach, the greater the amount of airspace needed to accommodate 

the approach. 

• Terrain Around the Airport. Roseburg is located in a valley with high terrain 00 virtually all sides of 

the airport. The design of an instrument approach requires that a wide 1light path be free of obstacles, 

such as tarain, both approaching the airport and departing. The hills around the airport limit how low 

a pilot WI dcsceod in an attempt to see the airport to make a landing. 

The QIlI'CDt instrument approach has "minimums" of 1,800' ceiling and 1.2S mile visibility. This means that a 

piIotcanfly as low as 1,800' (1,27S' above the airport) 00 the approach path and thatbc or she must be able to 

see "out the window" for a distDna: of 1.25 mi!cs before visibility is obscured by clouds. At the 1,800' low point 

IlIl the approach, the pilot must c:itbt:r have the aiIp<Xt in sight and WI then complete the landing, or must execute 

a "missed approach" climbing to 4,000' to either attempt the instrument approach again or fly to an alternate 

airport. A copy of the insIrument approach plate which pilots usc when they fly an instrument approach into 

Roseburg WI be found in Chapter 2, Figure 2·7. 

In conversations with the FAA (Mr. Vic Zcmbruski • Northwest Mountain Region, Flight Standards Division) 

it was concluded that it would be difficult to alter the current approach or to establish a new approach with 

"miniou!lJlS" ofIess than the current 1,800' and 1.2S miles visibility. '11Ie limiting/actor is the terrain. After 
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a n:view of the terrain around the airport, it was his general opinion the terrain favored a straight in approach to 

runway 16. He was not certain, however, that it would allow any minimums lower than presently exist. 

The JIOSSIbility that chan&ina !td!nnIogy (i.e., GPS) might provide opportunity for changing the type of approach 

and the approach minimums was also dis(:"ssed The COIIIllusiOll was that it would 1I0t provide any signifi(:l8t 

improvement over existing tcc:hnolo&y. Regardless of how the pilot is m:eiving guidana: for the instrument 

approach (VOl. NDB, n.s, GPS), it will continue to be necessary to provide unobstrw:tcd airspace in which to 

navigate the airaaft - and that clear airsplll:C will have to be big enough to allow a pilot to make some mistakes 

without hitting terrain or othcc objects. 

DdcnninatiOll of the type of instrument approach has an impaa 011 planning for developments 011 the ground. 

The type of approacll (visual, 1IOII-PR(:ision, prec:ision) determines the size of the runway protcc:tion zone (RPZ) 

and the Federal Avial:ion Regulations Part 77 Airspace Approach Surface. The RPZ is a trapezoidal area off the 

end of a runway within which the FAA Policy is to keep clear of most types of development and to prevent the 
cmogregatioo of people. The FAR Part 77 Airspace dcJincs the area of airspace which the FAA desires to be free 

and clear of obstruaions (terrain, trees, poles, ~.) which might penetrate the approach surface. 

The size of the RPZ (:18 range from 8 acres for sma1I aircraft flying visual approaches up to 78 acres for large 

airaaft (airaaft over 12,500 Ibs) flying prcdsion instrument approaches. Similarly, the approach surface for a 

visual approacllis 250'by 1,250' by 5,000 at a slope of 20: 1 in=asingto 1,000' by 4,000' by 10,000' at a slope 

of 50: 1 for a precision instrument approach for large ain:raft. 

Since the airport =n:ntly serves large aircraft with visual approa.ches (the FAA (:on5idcrs the =n:nt circling 

VOR approacll to be a visual approach) the RPZ and Part 77 Approach Surface dimensions that are in effect in 

1994 are: 

• RPZ - 500' by 700' by 1,000' (13.77 acres) 

• Part 77 Approach = 500' by 1,500' by 5,000' at a slope of20:1. 

The consensus was that plans should be made to protect the opportunity to establish a straight in approach to 

runway 16. By planning for a straight in approach. both the RPZ and the FAR Part 77 Approach Surfaces 

bc:aJmeJarger and impact a larger area. The dimensions of the RPZ become 500' by 1,010' by 1,700' covering 

29.46 acres. The FAR Part 77 Approach becomes 500' by 3,500' by 10,000' at a slope of34:1. 

These dimcnsiOll5 have been used in the prqIaration of the Airport Layout Plan, the FAR Part 77 Airspace Plan, 

and the Approach and RPZ Plan for runway 16. 
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LANDSIDE FACILITY REQUIREMENTS 

The larulsidc facilities geDCl"ally irx:lude the FBO operations, aircraft ticdowos, T-hangars, corporate flight 
departments, aod air\ioe taminals. EaclI of those activities has diffcn:nt needs which affect wbCR they can be 

located upon an airport. The text below ouUincs the various needs of each type of airfield user. 

FBO 

An FBO needs good public: aa:ess aod visibility from public: roads, good airfield acx:ess, 'and should be easily 

located by itiocraot traffic landing at the airport. I 
TIED OWNS 

Aira1Ift tiedowns locatiO". do not ~ ~ public aa:ess becanse the usen will be aircraft owners oe renters 

\WI) are fami1iar with aircraft opc:ratiOll5 and c:ao, 00 a limited basis, drive their CIn 00 aircraft ramps to acx:ess 
aircraft parked 00 the tiedowns, Where possible, it is desirable to separate aircraft Opc:ratiOll5 and auto access 
aod parlcing, although sometimes this is not practical. 

T-HANGAR AIRCRAFT STORAGE 

As with aircraft tiedowns, hangars do not need great public acc:ess since most usen will be the pilot/aircraft 
0WDfn \WI) are fami1iarwith airportopcralioos and can drive an airport aprons with aircraft ifneeded. Typically, 

the pilot will put his or her car inside the hangar if they are to be gone for any length of time, so auto puking I 
requiremeots for this type of use are not great. 

CORPORATE FLIGIIT DEPARTMENTS 

A corporate flight departments needs ooIy minimal public access for company aircraft usen. Most usen will 

regularly use the company aircraft and will know their way to and around the airport. If possible, acc:ess should 
not ~ driving an airaaft ramps, but Ibis is not always possible. Access to the airfield can be less direct than 

foe an FBO since the pilots operating the aircraft will be professionals familiar with the airport. 

COMMERCIAL AIRLINE TERMINAL 

A commercial airline tennina1 has Deeds for both excellent slreet access and airside acc:ess. On the sIreet side, 
the facility needs to be easy to get to, provide good OIl-site circulatioo, and good short and loog term puking. 

On the airside (runway side), the tennina1 Deeds to have a large aircraft ramp with taxilin -taxilout acc:ess for 
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cammuta" airIiocs. This will ma1ce ainnft operations quick and easy and will keep staffing and equipment needs 

to a minimum. The ability to grow an both the sIm:t side and the airside is also important The ability to expand 

the tI:nninaI building itself is also an important c:ritcria. 

EXISTING AIRPORT LAND INVENTORY 

The Roseburg AiJport is somewhat constrained by existing development On the south, growth is limited by 

rising tmain and Stewart Parkway. On the east, the rail road limits growth. On the north, terrain and the future 

I-S inIc:n:baDge aca:ss roads will limit growth, although not to the deg= that the railroad track limits expansion 

growth on the east side of the airport. On the west side of the airport, development is limited by existing 

residential uses, wetlands, and ultimately, Intc:rstate S. 

A rmewwas made of the limited amount of available OII-aUport land (in 1994) and what types ofuses the lands 

arc suitable b . Figure 4-1 shows the location of the only th= vacant arcBs. The text below will discuss each 

site and what it is suitable foc given the c:ritcri. outlined above. 

Area #1 S S am;:; l«.ated south and ~ of the existing ramp and office building, this site has exceUent airfield 

and street access. As such, it could be used for aircraft parking ramps, aircraft storage hangars, or FBO 

development. The smaU size of the site limits it potential foc development as an airline tcrminaI. Although 

possibly adequate in the short tc:nn, the expansion poIeIltia1 on this site makes it undesirable for pennanent 

c:ommc:n:ial airline tcrminaI usc. 
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Roseburg Regional Airport Master Plan UpdaJe Facility Requirements 

Area #2 8 ages Located on the north east side of the airport, this area is sha1Iow and long. It presently lacks 

street access, IIDd is located away from all othec services and development on the airport. Airside access will be 

hImpcred by the ladt of an east side taxiway to the site. This will require some runway crossings to aa:ess the 

site. Be"..m.,.. of it's narrow depth IIDd Iocation, • USCI' DOt scnc:rating • large nmnbc:r of operations, and one with 

minimal public aa:ess needs would be the best candidate. A c:orporate flight dcpar1mcDt fits those aiteria - low 

number of flights pee day, few nmway crossings, and the ability to provide maps and guidance to company 

employees needing to access the servic:e. 

Another opportunity is for some type ofhd~ operaIion. HcIiCXlpters do DOt Deed a taxiway system and c:ouId 
amIy <lpC2'lIIe <KI that side of the ai!port. A beoc:fit of the segregation of helicopter 'and fixed wing aircraft would 

be the n:duced likdibnod of a hdiO'1llrr blowing over a fixed wing airuaft. Tbe CCIIK:ept of a locating helicopter 

users in the north east comer is shown on the 1986 ALP. 

Due to the ladt of roads in the an:&, the site will be costly to develop. Development in this area may also require 

significant grading. At it's high point, the site is IS feet above the nmway elevation. 

Aircnft ramps and taxiways are normally limited to a maximum grade of 2%. 

Area #3 2 1 1I£m'i. LOCJ!toi immediately north of the existing t-hangar area, this is an area of dense vegetation. 

The area also bisected by Newton Creek. The city bas designated this as a conservation area and it is not 

available for developmml 

FBO OPERATIONS 

Cwrently there are two FBOs at the Roseb\D'g Regional Airport. One is a full servic:e FBO and the othec is a 

limited srrvice FBO providing only aircraft maintenanc;e. Typically, one full servic:e FBO is adequate for up to 

1 ()() b&ged aircraft. Using this standard, Roseb\D'g is adequately served with the cwrent mix of full and limited 

srrvice FBOs. It is possible that additi<mal FBO operators may want to establish operations at Roseb\D'g despite 

the c:um::nt levels of servic:e providIxi by the existing companies. This plan moommmds providing space for one 

additi<mal full srrvice FBO IIDd one limited FBO by the md of the planning period. FBO area requirements range 

from 112 to 4 IK:I'CS depending upon the extent of the services they provide. In order to provide sufficient land 

for new FBOs, 2-4 IK:I'CS will be needed. 

AIRCRAFI' PARKING FACILITIES 

As stated in the inventory chapter, there are currently • total of 72 tiedowns and 30 aircraft hangars 

accommodating 108 airuaft. Half of the based aircraft are stored inside a hangar. Roseb\D'g bas seven large 
corporate type bangars which accomnvv!atc multiple airuaft. As a result, the hangar occupancy ratio is 1.8 
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airaaft pel" hangar. The City bas bec:a actively c:nc:ouraging the CODSlruction of hangars, so the trend over the life 

of the master plan will be for the ratio to shift in favor of a higher number of aircraft stored in hangars. For 

plBDDin& pwposes, a ratio of 60"10 hangared to 40"10 tied down was used. ~ factor which will impact 

drmand for hangars will be the hangar ocx:upancy ratio. Proportionally, the growth in hangars will favor single­

CX'D!p""q' t-hangars. As. n:su1t, the hangar oa:npanc:y ratio will likely drop over the term of the master plIO. 

For planning pwposes, a ratio of 1.5 aircraft pel" hangar bas been used. 

Given the forecast growth of 42 mon: based aircraft, a shift to more aircraft in T -hangars (up to 60% vs. the 

pRSClll 50"10), IIIJd a lower density of aircraft pel" hangar (l.S per hangar vs. today's 1.8), then: will be demand 

bill additionllll6 hangars cbiog the planning horizon of this plIO. For plaoning pwposes, the assumption bas 

bec:a made that at least two of the aoticipatcd sixtcc:n hangars will be the larger corporate type, the baJanc:c will 

be standard T -hangar UDits. Table 4-3 summarizes the demand for aircraft ticdowns aod hangars throughout the 

planning period. 

Roseburg mrreIItIy bas a 7 UDit T -hangar building ("E" hangars). Using that building as a guide, two more 7 UDit 

hangar buildings approximately the same size would tcquire an additional I. 6 - 2 aacs ofland. 

The existing caporate hangars at Roseburg arc typical of what would be expected in the future. The hangars arc 

typically 80'x 80' with 10 equal amount of space dedicated to ramp in front of the unit. Including space for 

building setbacks, two corporate hangars would tcquire .6 acres. 

Based upon the dimensional ~ts outlined above, thc:rc is a clcmand for an additiooal2.1 - 2.6 acres of 

llIIJd for hangars. 

In the area of airaaft tiedowns, the existing supply of 72 only slightly exceeds the 60 tic down dcmaod for future 

based airaaft (40"10 of aircraft on tie downs -ISO based aircraft = 60 tic downs). With a clcmand of 60 spaces 

for based aircraft, there will be only 12 space for itincraot traffic. This willlikcly prove inadequate. This plIO 

m:ommends adding 10 additional tie downs to provide an ultimate itincraot capacity of 22 tic downs. The 

additionlll capacity cao be added at sud! time as the number of based aircraft on tie downs increases beyond 60. 

Based upon a layout for single engine aircraft IIIJd light twins, an additiooal 10 tie downs will require 

approximately 100,000 square feet or 2.3 acres. 

JQ1UI£Jry 1996 W&H Pacific. Inc. 
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Total Based Aircraft 

Aircraft in Hangars (1) 

Aircraft on Tiedowos 

1994 
108 

S4 

S4 

Facilily Requ(remenJs 

Table 4-3 

AIRCRAFI' PARKING REQUIREMENTS 

1999 

118 

70 

48 

lOO4 
129 

77 
S2 

l014 

ISO 

90 
60 

Nolo 1: ~ ___ ;'''-' ... lIUIIIbororbqon. l1Iolllllllboror.....,. .. nodocodbythcbaogar""""p''''')'nIio. 
i. • .• ____ .... oin:nt\ po< b.uJsar. 

Soun>e: W.l:H Pa<:ifi<: 

AUTOMOBILE PARKING 

Typically, auto parlcing spaces arc required at a ratio of one space for evay two based ain:raft This allows 

sufficicn1 parlcing fir visitors, employees IIIId pilots. At the Roseb\D'g Airport, maoy pilots park tbeir vehicle in 
tbcir hangar while flying. Currently tberc are approximately 80 paved parking spaces in tbe parking lots along 

Aviation Drive. When combined with automobile parking in ain:raft bangan, DO additional auto parking is 
lllllicipaled during this planning period (this parking demand is CXl:lusive of parking required for the commercial 

air service tt:rminal). Any new facility sw:h as DeW FRO or tolpOllIte flight deplll1mellt will be required to 
IICC()IIImo</ate parking demand as part of their site development 

COMMERCIAL AIR SERVICE PASSENGER TERMINAL 

At such time as rommercial air service is re-establisbed in Roseb\D'g, a pllSSCllgcr tt:rminal will be needed The 
tt:rminal would actually be a series of facilities linked together: 

• The passenger tenninal building itself 

• The ain:raft ramp IIIId loading area 

• The access road and parking lots 

What foUows is an analysis of tbe requin:meots of each of those fimrtjooa! areas. 

Terminal Building. Tbe 1991 Commercial Air Service NmJs stwtY prepared by the Oregon Aeronautics 

Section (OAS) identified a tt:rminal size between 4,12S square feet IIIId S,62S square feet. A building that size 

could contain tbe foUowing services IIIId facilities: 

January 1996 W&H Pacific. Inc. 
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• Airline ticket counter and offices 

• Baggage claim and makeup areas 

• PlISSCIlger waiting area 

• Concessiooslrcntal car ag=cies 

• Rcstrooms 

• Pilot lounge 

• Public cin::ulation 

• Storage 

The planning staodard used in the OAS SIudy assumed a ratio of 75 square feet of t.erminal space per person and 

assumed serving two commuter aircraft in the same operational hour. 

The FAA Advisory Cin::ular 15015360-13 Planning and Pesil:Q Guidelines for AilJlOrt Tennina! FaciJjties cites 

two guidelines for airline t.erminals. A wRMle-o/-Thum/)w guideline recommends 150 square feet of gross 

terminal building area per design peak-bour passenger as ODe method for estimating gross t.erminal area. 

Assuming service wilb a Damicr 328 (30 passenger aircraft), a t.erminal building size of 4,500 squ= feet would 

be needed. Figures 5-1 and 5-2 also indicated Ibat for a "Basic Non-Hub Tennioal" serving less Iban 200,000 

annual coplancments and a single aircraft gate, a t.erminal size of 4,000 to 8,000 squ= feet is adequate. 

All tb= sources indicate a tcnninaI size of between 4,000 to 8,000 square feet would be adequate for Roseburg 

wilb a single airline providing 4 or 5 tlights per day. For plauning purposes, this Plan will assume a tennioal of 

6,000 square feet. 

Commercial Aircraft Parking Apron. Aircraft parking plans call for two "powcr-inlpower-oot" parking 

positions for DomiCl' 328 class aircraft. By allowing 1hc aircraft to "power-in" and "powcr-out", the nced for 

aircraft tug equipment and tug operators is eliminated Allbougb it is unlikcly that two aircraft will be present 

at one time, providing space for two will make it possible to accommodate an occasiooal off-schedule anival or 

the possibility of having a second tlight added for a special purpose. The OAS C.ommercia! Air Service and 

Fgcility Needs Study recommended a 105,300 square feet (2.4 acres) ramp to accommodate aircraft parking, 

service access roads, and ground equipment 

The Dcmier AirmIft canpany was C'OOtarted and they llOOfirmed that a 2.4 acre ramp would provide ample room 

for paricing two 00 328 aircraft in a powcr-inlpowcr-out configuration. 

Passenger Terminal Automobile Parking/Circulation. The FAA Advisory Cin::ular 15015360-13 Plapping 

and Pesil:Q CJUjdelines for AiIJIOrt Termjpa! Facilities suggests a standard of 1.5 times Ibe number of peak hour 

passenps is an appropriate number of spaces for airline passengers. Assuming a 30 passenger peak hour factor, 

the number of spaces would be 45. In addition to passengCl' spaces, employees spaces would be needed for 

January 1996 WitH Pacific, Inc. 
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employees of the airlines, rmtaI car agmcies, and airport managrmmt. Employee spaces would add an additional 

10 spaces. Given the levels of airline traffic forecast, an additional 10 spaces for rental cars would be 

appropriate. The totaI tlemarul foe parking would be 65 spaccs. The AC 15015360 suggests that for pllllllling 

pIIIJ)ClSeS, an estimal1: of350 to 400 square feet per parking space for parking and ciraJlatioo within the parking 

lot be used. This yields a parking lot ofbetween .5 and .6 BrmI. 

The DAS Cpmmercia! Air Service and Foej!jty Nmls Stu<tv also provided guidelines for auto parking at 

MIIIrnercial airline tcnninals. 50 spaces were recommended for public parking, 10 spaces for employees, and 

an additiooa1 10 spaces for rcntal cars. This results in a need for a totaI of 70 auto parking spaces. 

With a diffcn:na: of only 5 parlcing spaces betwI:en the two, the two methods arc essentially the same. This plan 

reo Miplads utilizing the standards of the P AA Advisory CiraJlar allowing for 65 auto parking spaces on .5 to 

.6 acres ofland. 

Total Commen:iaJ Air Service Terminal Land Area Demand. The totaI land area demand for an a passenger 

laminal is: 

• 
• 
• 

Terminal 
Ai=aft RJlmp 

Auto Parking 

6,000 square feet. 

104,544 square feet. 

22,136 square feet. 

Total Area = 136,680 square feet or 3 BrmI 

AIRSIDE LAND DEMAND SUMMARY 

Summarizing the demand indicated above, there is a need for between 9.4 - 11.9 acres in the foUowing uses: 

FBD 

Hangars (both T -hangars and cruporatc) 

Tiedowns 
Terminal (building, ramp, auto parking) 

Total Airport Land Area Requirements 

January 1996 

= 2 - 4acrcs 

- 2.1 - 2.6 acres 
~ 2.3 BrmI 

- 3 acres 

- 9.4 - 1l.9 acres 
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TERMINAL AREA PLAN 

The goal of the Terminal An:a Plan (TAP), is to matcll ck:mand for airside facilities with existing land resources. 

The result is I plan whidI outlines the most logical method to Icc:ommodate the future growth of the 1iIport. 

With I dc:maod for betweal9.4 and 11.9 aacs and I supply of 13.S aacs, it would appc8l" that the airport has 

8 surplus ofland. This is not the case. 

An:a #2 (idmtific:d on Figure 4-1), the S IICR: area in the DOIth cast IX)lDCI" of the airport, as pm-iously DOted, has 

8 limited development potential. ID additioo to its ranotc location away from existing services and lack of 

taxiways, devdopmrm of that area will requin: the exteosioo of roads and exteosive grading. The terrain in that 

area is higher than the adjacent nmway. This Plan recommends that Area #2 be held for long term future 

development. It is likely that roads will be built in the area to the north cast of the airport as the new North 

Roseburg I-S interchange is huilt. This will greatly lessee the cost of extending roads to serve that parcel. 

Given ies silt sod Ioca1ion, Area # 1 (identified 00 Figure 4-1) 011 the south west c:omer of the airport should be 

plllllDCd for additiooal airaaft parking ramp and FDO development. Extending the existing ramp to the south 

into that area can provide the needed fiII= tic downs and is 8 logical dimctiOll of growth. The site also provides 

adequate space for I new FDO and meets the criteria for siting an FDO: good airfield access and visibility, and 

good sIrcet side access and visibility. The site is also larse CDOUgh that it is UDliIceIy that an FDO development 

there will outgrow it. 

These uses recommended for the existing available land are shown 011 Figure 4-2. 

POTENI'IAL FOR AIRPORT EXPANSION 

R c:maining to be sited are additional airaaft storage hangars and a location for a possible future 

c:ommercial airline terminal. Figure 4-3 illustrates non-aviation uses fouod on the west side of the IiIport ~ch 

might be locations into ~ch the airport might expand 

Area A. I nelled 00 the far north end of the airport, Area A contains single family conventional construction 

residences. This area is long and narrow, and by itself. provides little opportunity for expansion. 

Area B. Area B is an approximately IS aae parcel ~ch is presently available for sale and development 

(accmlingtothe sign on the piopc:rty). ThesouthemCDDrl"oftheareais prescntIy being used by a manufactured 

home sales 1ot. The sales buildings and inventory of homes for sale are all mobile. The site itself is 2-4 feet 

Iowa" than the IiIport runway so filling would be required before the site could be usable as part of the airport. 

The site also has a drainage ditch along the northern and north eastern boundazy which would also be a 

consideration. 

JQ1/lIDTJ 1996 W&H Pac/jlc,lnc. 
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Area C. Area C is an existing fully developed manufacluRd housing parle. The spaces in the lot are under a 

single ownership and arc leased to the occupants. The approximately IS aae area includes over 123 housing 

units \Wich represents a significant IIIIIOUDt of housing stock for the City of Roseburg. Acquisition for airport 

usc and relocation of the housing would be a significant undertaking. 

Itecommendaooa ror Exp.nsiOD. In reviewing the opportunity provided by Areas A, B, and C, Area B stands 

out as the logical direction for airport expansion. Area A does not provide enoush land for a viable expansion, 

and would require the relocation of a Dumber or single family residences. Area C would require the relocation 

of a large Dumber of single family residences. Given the availability of Area B and the fact that it is largely 

undcvdopcd, Area C sbouId be developed only as a last resort. With the SlMXCSsfu) acquisition of Area B, Area 

C should Dot be needed within the 20 year time frame of this master plan. If through some unforseen 

cimgnstanre Area C beo ""r$ available for conversion to a usc other than it's present usc as a manufactured home 

plllk, the City should consider acquiring the property for the long term development of the airport rather than 

allowing it to convert to a non-aviation usc. 

Another advantage of the developmeot of Area B is that it takes advantage of the existing west side parallel 

taxiway. As a result, access to the area will not require runway aossings. 

With T-bangars and a passenga'taminaI arearequiriog an estimated S.I to S.6 acres, Area B exceeds the amount 

of land anticipated within the planning horizon of this Plan. In discussing possible acquisition of Area B with 

the City, Iherc were indications that Bower Street to the west of the airport may be realigned to improve the future 

conOf'lCtion to the North Roseburg freeway interchange. The realignment would remove the jog on Sweetbrier 

Ave. If this is done, it will reduce the siu of Area B and will =ate a parcel 00 the west side of the realigned 
Bower Sl as shown in Figure 4-4. This concept will not impact the airport expansion as the remaining segment 

of Area B will continue to be adequate for the expansion needs of the airporl 

Within the remaining approximately 14 aaes in Area B there will be adequate land for the development of a 

ClOOImercial airline t.erminaI and aircraft storage hangars. Figure 4-S provides an expanded view of that area and 

how it might be designed to acc:ommodate both airline terminal and aircraft storage hangar uses. 

JQTlUQry 1996 W&H Pacific. Inc. 
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SURFACE ACCESS 

Aa:t:ss to the west side of the airport is provided via Stewart Parkway IUId Aviation Drivc. The inl.e:rSe(:tion of 
Stewart Parkway and Avialion Drivc was signaliml in 1994,1UId the access is Pl"CSClltly wnsid=d adequate for 
the west side of the airport. All west side development will be ablc to access Aviation Drive or Bower SIrI:cl 

(Aviation Drive transitions into BoWel" SIrI:cl and to the driver, appears to be a IXllltinuollS slrl:cl. The City is 
looking into renaming portions of Bower StrcctI Aviation Drive to simplify the situation. 

Future access to the north cast side of the ailport willliktIy be provided at such time as plans arc made to develop 
the IIUId adjaocntto the new North Roseburg 1-5 Freeway Ioten:hangc access road. 

urILmES 

The airport is fully served by utilities, including power, municipal water, telephonc, and city sewer. No utility 
extensions will be needed to support the development plans called for in this Plan. 
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INTRODUCTION 

Chapter 5 
AIRPORT PLANS 

The airport plms pn:scnIt.d in this dlapter graphically desaibe the existing features IIId the future development 

of Ibc airport thmlJghrul the 2G-year planning period. The basis for the proposed development arc the inVClltol)', 
forcc:asts, demand/capacity analysis and the facility RqUin:mcnt dlapters. The plans consist of the following 

figures which will be pRSented at the end of this dlapter: 

Sbce:t 1 Cover Sheet 

Sheet 2 Existing Facilities 1994 

Sbce:t 3 AiJport Layout Plan 

Sheet 4 FAR Part 77 Airspace 

Sheet 5 Runway 16 Approach & RPZ Plan and Profile 

Sbce:t 6 Runway 34 Approach & RPZ Plan and Profile 

Sheet 7 Land Use Plan - 1994 and 2014 Noise Contours 

Sheet 8 Tenninal Area Plan 

COVERSHEET,SHEETI 

The !:OVer sbcct shows the locatioo of Roseburg Regional Airport in relatioo to the SUlTOIIDding community. The 
index to the other drawings in the plan set is also contained 011 this sheet. 

EXISTING FACll..ITlES 1994, SHEET 2 

The existing facilities plan depicts those facilities which arc existing as of 1994 IIId are further desaibed in 
Chapter 2 of this Master Plan. 

AIRPORT LAYOUT PLAN, SHEET 3 

The airport layout plan (ALP) depicts the existing and proposed airport facilities. The prc1iminBl)' alternatives 

\WI'C pRSented to the airport commissioo and were further refined. The result is the airport layout plan (ALP) 
shown in Sheet 3. 

JQrIUIJry 1996 W&.H Pacific. Inc. 
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The following is a brief dcsc:ription of some of the more significant development proposals shown on the plan. 

NORTH T-HANGAR - AIRLINE TERMINAL DEVELOPMENT 

A result of this master plan is the Rrommcndatioo that a vacant parcel of land adjacent to the airport 00 the 
IICJI1hwcst side sbouId be acquired for future development. The development proposed is t-hangars for aircraft 
stonge, IIIId possible fiIIlR airline passenger terminal. Both developments are shown on the ALP but should be 

coosidered sdv:matic in nature rather than final designs. 

SOUfH RAMP DEVELOPMENT 

The master plan ca1Is for the extension of the existing aircraft parking ramp to the south as far as Stewart 

Parkway. This should be part of an FBO development on the corner of Stewart Parkway and Aviation Drive. 

Any construction in this area will require the relocation of the ASOS weather reporting system. 

SURFACE ACCESS CONCEPT PLAN 

During the planning bMzoo f<r this master plan, the airport is not anticipated to &enerate any significant amount 

of automobile traffic. What small amount is generated will DOl exhibit any substantial peaking and trips will 
gencnilly be dislributed throughout the day. Upgrading roads around the airport will DOl be required as a result 

of airport related traffic. Should airline passenger service be initiated, it is unlikely that the service would 

substantially alter trip generation patterns. Parkin& should be provided in conjunction with termina1 building 

development. 

As new businesses locate at the airport, parking should be required as part of any site development plan and 
sbouId be provided in close proximity to the business. 

MODIFICATION TO FAA DESIGN STANDARDS 

Unique local conditions may require modification to airport design standards on a case-by-i:8SC basis. FAA 

approval is required f<r JDOC!ificatiOll to an airport design standard on an airport which receives Federal aid For 

the airport, two modification to standards are needed: 

On the south end of the airport, an indefinite modification to standards for the ROF A extension off the end of 

the nmway will be needed as a result of the fence located adjacent to Stewart Parkway. The fence is needed for 

airport security and it is DOl feasible to relocate Stewart Parkway. 

Janwryl996 W&H Pacific. Inc. 
5-2 



, 

Roseburg Regional Airport Master Pkm Update Airport Pkms 

The airport does DOl meet ARC B-n runwayltaxiway sepllJ'Btion standards of 240'. The cum:nt runway/taxiway 

separaIioo is 200'. An indefinite rnodi/jc:atjm to standards is rccoml!!C'l!dtd as the 40' variaoce ftom the staDdard 

is not great eoough to warrant relocation of eitbel' the runway 01' taxiway to meet the staodard. 

FAR PART 77 AIRsPACE, SHEETS 4, S, 6 

Sba:t 4 shows tbe FedcnI A viatioa Regnl!djm (FAR) Part 77 Airspace Plan. Ideally, airports should be located 

SO !hat all surrnmding airspace is c:Icar of obstrucboas !hat could be hazardous to ai=aft. Existing obstructions 

should be identified and their ultimate disposition dctamiDed. 

The airspace in the vicinity of airports is established by the definition of a set of imaginaly surfaces. Objects 
which pc:oetrate those: imaginary surfaces represent obstacles to air navigation. The geometry of tbcsc surfaces 

is governed by the regulations that arc set forth in the Feda'al Aviation Rqulations (FAR) Part 77, ·Objects 

Affecting The Navigable Airspace.. Three drawings have bcco prepared to anaIyzc: Ihcsc areas. The first is the 

AiIspacc Plan which is composed of FAR Part 77 lmaginlll)' Surfaces and depicts the airspace associated with 

the Roseburg Regional AiIport. Figures S-S and S-6 provide a more detailed analysis of the approaches to 

runways 16 and 34. 

The airspace around the RDscburg Regional AiIport is made up of five imaginlll)' surfaces which arc dcsaibed 

below. 

Primary Surface: The primary surface is longitudinally cenla'ed on the runway extending 200 feet beyood the 

paved threshold in each direction and measuring SOO feet aaoss on a non-precision instrument runway such as 

16-34. 

Approach Surfaces: The approach surfaces arc incIioed planes extending upward and outward from the ends 

of the primary surfaces. The existing (1994) approach surfaces for RDscburg Regional AiIport arc estabIisbed 

based upon visual approaches by large ai=aft (ai=aft weighing more than 12,SOO Ibs). Although the aiJport 

has a non-precision instrument approacl!, it is a circling type approach ralhcr than a S1rlIight-in approach. For 

FAR Part 77 puIJ)OSCS, the FAA considers the circling approach a visual approach. The FAR Part 77 approach 

for both runways is a S,OOO feet long trapezoid that is S()() feet wide at the point where it meets the primary 

surface near the runway threshold and I,S()() feet wide at the cod, S,OOO feet away ftom the airport. The 

approach extends upward at a slope of 20: I. 

1_'1 1996 W&H Pacific. Inc. 
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In the future, should a straight-in DOn-precision instrument approach be established on runway 16, the approach 

surfw: will in=ase in sm: and flatten out in approach slope. The future non-precision 

approach would be a trapezoid 10,000' Ioog, 500' wide wb= it meets the primary surface, and 3,500' wide at 

the othe:r CIId. The slope would be at a 34: 1 ratio. 

Horizontal Surface: The horizanIaI surface is a plane ISO fa:t above the estab1isbed airport elevation. The plan 

dimmsims of the horizanIaI surface are set by arcs extending from the end of the primary surfw:, CODIICI:ted by 

tangent lines. These arcs for the existing (1994) airspw: plan are 5,000' long. In the future, should a DOn­

precision inslrumcnt approadl be establishcd, the arcs will increase to 10,000' long. 

Transitional Surface: The transitional surfw: is an inclined plane with a slope of 7: 1 extending upward and 

outward fiam the primary and approach surfaces, terminating at the point where they intersect with the horizontal 

surfw: or any other surface with JII(R I2itical restrictions. 

Conical Surface: The c:onical surface is 811 inclined plane at a slope of 20: 1 extending upward and outward from 
the peripbezy of the borizontal surfw: for a distan<:e of 4,000 feet. 

OBSTRUCI'lONS OF HORIZONTAL AND CONICAL SURFACES 

The most significant penetrations of the horizontal and conical FAR Part 77 Surf~ are caused by the bigh 

taTBin which surrounds the airport. It is not possible to eliminate the tarain, and those obslructions will ranain 

indefinitely. Sheet 4 iIluslrlltes the obstructions caused by the bigh terrain around the airport. 

OBSTRUCTIONS OF RUNWAY APPROACH SURFACES 

A _ detailed look is prepared for the approaches to each of the runways. Sheets 5 and 6 provide, in both plan 

and profile view, an analysis of the obstructions within the approaches to both runways. Listed below are the 
obstructions for each approach and the moommcnded action. 

1. Stewart Parkway. 

2. Airport Fence. 

JQlUJDry 1996 

15' obstruction. No action mcxvnmcnded - not practical to remove or relocate the 

roadway. 

5' obstruction. No action mxmmcndrd - aiI)lOIt fence is oeeded for security and forms 
a boundary with Stewart Parkway. It is not practical to relocate the parkway. 

W&H Pacific. Inc. 
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3. Tree 

4. Light 011 Pole 

S. Tree 

RIInWG)' J6Approach 

1. MastHill 

2. Obstruction Light 

On Mast Hill 

3. Tree - Near Hill 

4. Future Broad Sl 

31' obstruction. Top or removc. May be DCCCSS8lY to pW"Cbasc tree from OWDCl". 

35' obsINdion. No action nx:ommeuded. This is In obstruction light for the rising 

tarain to !be south of !be airport. 

3' obstruction. Top or remove. May be DCCCSS8lY to pW"Cbasc tree from OWDCl". 

90' obstruction for 20: I approach, 185' obstruction for 34: 1 approach. Should there 

be an oppcl1lmity to mine or otherwise remove or lower the top Mast Hill, it should be 

purwcd. The presence of the hill causes deviations to flight tracks and is a significant 

obstacle to air navigation around the airport. 

137' obstruction for 20:1 approach, 232' obstruction foc 34:1 approach. No action 

recommmded - obstruction light needed for safety to identify the hill. 

53' obstruction foc 20:1 approach. This obstruction will be removed as part of the 

North Roseburg 1-5 Freeway lnterchaoge Project which will also removc a luge part 

of Near Hill. 

20' obsIruc:tioo of a 34: 1 approach. No action ="",""ed. The clevation of Broad 

Street is dictnterl by !be need to cross a railroad track and cannot be lowered to provide 

clearllDCC foc a possible future 34: I approach surface. The street will clear the 20: I 

approach surface. 

S. Near Hill Terrain 39' obstruction. This ground obstruction of Near Hill will be removed as part of the 

North Roseburg 1-5 Freeway lnterchaogc Project. 

6. Tree - Near Hill 61' obstructioo foc 20: I approach. This obstructinn will be removed as part of the 

North Roseburg 1-5 Freeway lnterchaogc Project. 

7. Tree SO' obstruction foc 20:1 approach. This obstruction will be removed as part of the 

North Roseburg 1-5 Freeway lnterchaoge Project. 

JONIIlry 1996 WitH Pacific. Inc. 
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Roseburg Resionm Airport Master PImI Update Airport PImIs 

8. Tree - Ncar Hill 40' obstruction for 20: I approacll. This obstruction will be removed as part of the 

North Roseburg 1-5 Freeway Ioten:hangc Project. 

LAND USE PLAN, SHEET 7 

Sheet 7 illusInW:s the RoscblD'g Comprehensive Plan land \ISC designations for ~ IiIport CIlvirons. The figure 

also illusInW:s both the 1994 and 2014 noise IUItoIn for the airport based upon forecast levels of aircraft traffic. 

As is noted in the Land Use Oiapter, the noise impact of the IiIport as measured by the 65 Ldn noise contour is 
cmtained almost c:ntirely on aUport-owned property or OIl compatible land uses such as induslrial, commercial, 

or open space. For B more detailed disc:ussion of Land Use, refer to Chapter 6. 

TERMINAL AREA PLAN, SHEET 8 

Sheet 8 shows in gn:ater detail the developmal1 proposed within the existing tcrminal area and the future t-hangar 

and airline terminal area. The types of businesses and their locations are conceptual. Demand for land by the 

various types of businesses will be B function of the marlcet place and it is difficult to predict the sequence of 

development. It is important to remain flexible in the final layout and design in order to mect the needs of the 

marlcet place, and to \ISC the Terminal Area Plan as a guide. 

JanutJry 1996 W&H Pacific. Inc. 
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ROSEBURG REGIONAL AIRPORT 

ROSEBURG, OREGON 
MASTER PLAN 

JANUARY, 1996 

AIRPORT 

PROJECT LOCA nON ~ 
>ant(i<:~, 

LOCATION MAP VICINITY MAP 

UPDATE 

SHEET DESCRIPTION 

COVER SHEET 

2 EXISTING FACIUTIES 1995 

3 AIRPORT LAYOUT PLAN 

4 FAR PART 77 AIRSPACE 

5 RUNWAY 16 APPROACH & RPZ PLAN & PROFILE 

6 RUNWAY 34 APPROACH & RPZ PLAN & PROFILE 

7 

B 

LAND USE PLAN & 2014 NOISE CONTOURS 

TERMINAL AREA PLAN 

SHEET INDEX 
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JlAGN£DC 
OECLINA nON 
16'JO'£ 
ANNUAL RA 1£ OF 
CHANGE .... a'" 

HOR1H~ 
II 
GRAPHIC SCALE 

JOO o I!SO JOO ------ -I--JOO' 

----

..,JES 

I. I.AHDlNG 1HR£"SHOC.DS I£R£ SlTm USlHG AC '~,/5JOO-IJ A/llPORT OfSWN APPENDIX 2, 1HRCSHOW SUING 
RECJUlREJlCNTS. 

2 THe SOURCE FOR ALL COORDINATES AND RUNWAY ELEVAlKWS IS THE" AIRPORT ossmucJJCW CHART OC &Sa F()II 
ROSEBURG REGiONAL AIRPORT. 7TH (DIllON, FIELD SlJWIIARY WAY H}g2, PUBLISHED M ... Y 199J. HORIZONTAL DAruw 
IS BASED UPON THe NORTH AMfRICAN DATUII OF 'Nl (HAD BJ). VE"RnCAL DATUM IS BASED UPON THE HA1JCWAL 
GE"OO£RC \£RJJCAL DATUJI OF 1929 (NGIJD 29). 

J, 1HE FKJFA IS UAlIT£D TO 190' (\IS. JOO' ARC 8-R sm.) BY STCWART PARKWAY. 

4. 1HE 425' BUILDING RESTRICJJON LINE (BRL) IS SASED UPON A!J.9I1fNG A 25' HJGH BUILDING AT THe SRI. It 
ASSVII£S THE GROUND IS U\£L *1H 1HC RIJNW ... Y. HANGAR ® IS LOC'" T[O ON 7H£ 425' BRL. 

.5. ALL COHSTRUCnoH CIH TH£ AIRPORT REQUIRES NOTIF/CAnoN OF 1HE 'A .... A FORM 1460-1 SHOUlD 8£ nl.£D MlH THE 
'AA ... NIH/WUM OF 60 OAl'S PRIOR TO THE INIJJATICW OF CCWSTRUC11ON. 

6, THE CXfSJJNG CRlJJCAL AJRCR ... rr IS JHF CESSNA C/TAJJCW. 

1. THE CNJJRE AIRPORT PERfW£1Uf IS FD/CED. IN AlOST CAS£"S. THE 1'£HCE FOUO~ THE AIRPORT PROPERTY UNE 

RrtY .J4 DEPAR"RJRC RPZ 
LARGE AIRCRAFT. APPROACH 
CA 1£GORIES A+B 
1.000' X 700' x Sot)' RWY Ie ARRIV"'L RPZ 

LARGE AIRCRAFT, 
'v1SUAL APPROACH 
1.000'XSOO·X700' 

BRL- --'-~" 

L ____ ==_-.. :::-~~t~$~~-$·-~-$· -~-.Jii.:..~-=$=--~~~-~ =.:--:. :: ._- '--$10'._ - -, -- . 
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""""'" NAOONAL OCEANIC AND 
A~OSPHERIC ADIoIINISTRAnON 
F~ ROSEBURG AIRPORT 

""""'" JAN 1960 - DEC. 1964 
(16 OBS/DA r) 

RWY .J4 ARRIVAL RPZ 
UoRG£ AIRCRAFT, 
MSUAL APPROACH 
IJ!Q9'X 700' X 500' 

'!. ... ..... 
.540' . , 

NOm 
DATA SHOItH IS PERCENT 
OF TOTAL. 08SCRW MNDS 

(-J INOICATE:S OAT ... 8UT 
1.£5s THAN 0.01. 

RIn' 16 DEPAR7URE RPZ 
. _ ..MPROACH CA TEGORY A+B 

1.000 Jt}OO xsw··· 

- " --

: ~':':~'~'~ .. 

I "110'·- ..... 
. :-=.:.=:.::<~ .. .. \ 
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1-5 INTERCHAHGE ......... ..;::::-:=:.: 
UNDER CONS11WC7JON 
COfIPLCnoN IN 1996 - '.~. .----------------,--- .. 

---::~. -.... ---.------ -------- . 

L£G£JID 
OESCRIP ON EXISTING 

AIRPORT PROPERTY LINE 
I --- -~i 

PAVEMENT (ASPHALT) 
ON-AIRPORT BUILDING I .. I 
RUNWA Y SAFETY AREA 

-RSA ______ 

RUNWA r O8.£CT FREr ARCA - -ROFA--
TAXIWAY O8.£CT FRf[ AREA - -TOFA 
BUILDING RES1R/CnON UHt -BRL_ 
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• ..-nc: 
DEOJHAJJOH 
17,4' E 

GRAPHIC SCALE 

------

-----

NORlH ROSEBURG 
1-!5 INTERCHAIIGC 
UNDER CONSTRUCTION 
COMPI.ElJC:W IN 1996 

2. 

~ 

•. 
•. 

•. 
7. 

• 

LANDING THR£SHOWS Ml[R£' SUED IJSING AC 15D/5»)-J.J AIBp<JlT Q£SCH APPENDIX 2, MtrSHOlD gTlNG 
R£OUIROIeHTS. 

THC SCXiRCE FOR AU COOffOlHAJ[S AND fii'lWWAY acvAm:WS IS mE AIRPORT OSSJRUCnOH 04ART OC Ball FOR 
ROSCBURG ReGIONAL AIRPORT, 7TH COITION, nnD SlJUWARY WAY 1992, PUBLISHED .wAY f9t3. HORIZONTAL 
OAftJ,u IS BASCO UPOH TNC NORTH AltiER/CAlI DATUM (T llUIl. (HAD 1983). ~RTlCAl OAnIIII IS BAS£[) UPON 
H NATIONAl. C£ODCTlC Ii£RTlCAL. DATlJItI OF IJn (HGK) 2.) 

TNC ROTA IS LM1lIJ TO 11(1' ('4 JOO'IoRe 8-' sm.) BY SJ[WART PARt(WAY. sa ROrA IlUDAC.4ncw 10 
STAHDAROS. 

THC ARC 8-n RSA IS SHOliIoH CEHTE"RED OH THE eXJSnNG 100' "'0£ RLlHWAr AT SUOf nwr AS THE RUNWAY 
IS HARROWED TO 7~'. THC RSA WlU RDlAIH 150' IMD£ BUT *U BC SHIFTED AS HCEOCD TO ROIAIH c£'HT£R(D 
O'I[R THE RUNWA y, seE MOOIFJCA TlON TO STAHOARD 12. 

EXTEHgCW OF" THe RAIIP TO THE SOOTH "'LL R£0UfRE RELOCATION OF THC A50S UHfT AND PLACING EXlSTlHC 
SURFACE DRAINAGE UHOCRGROUNO. Sl7lHG CRfJ(RIA FDR mOCAnON (T THE ASOS ARC F"OOHO IN FAA DRDCR 
0"~.1OA. "fflE FAA SkOULO BC COHSUl7nl FOR APPROVAL PRIOR TO ESTABLlSH!.IEN T OF A FINAl.. SlTC . 
...... 'f'OUT OF THE RAIJP IIfLL B£ £VALUAlt'D AT TH[ nMC OF CQHS1RUcnON II: IMU, BE A F"UHClIOH OF 
I'!tiETl-fER OR HOT THCR£ IS AN F80 ON ON(" CORHCR fT S7£WART PARKWAY AHO A"'ATlew ~~ AND H 
NCED FOR HCUCOPJDl PARKIHG SPAC£S. 

THE LA YOUT OF 1H! AIRlINC J£RMIHAL AhD THC NORTH AIRCRAFT STORAGE HMCAR AREA IS CONCEPTUAL . 
THC ACltIAL OESIGN MfU 8C DETERUINED AT SU04 TIME AS THE ODIAHO EXISTS FOR 1Hf DEVfLOP!.IENT. Clrr 
STRCCT PLANS CALL FOR 80~R ST /AVlAl1CW DR, TO BE RE-AU~£D AS SHDIWII AND FOR S~E1BRJAR A'o£ TO 
8E CUL-D[-SAC·D. 1I-IIS liMU CLiMINArt T»O 10' nJRHS AND MfU IIIPRO~ TRAFFIC FLOW 

71-IE -423' BUI/.DIHG RESJRlCT/ON UHE (BRl ) IS 8'AS£D UPON A~OIMHG A 2!5' HIGH BUILDING o4.T THe 8RL ok 
ASSU&.lCS 1H£ awuHO IS L£Wl. w/7H m[ RUNWAY. H.AHCAR~ IS LOCAJID ON THC 425 ' BRL. 

ALL COHS1RtJC11ON ON THE AJRPORT R[Q(;l1l£S HOTlnCAnoH OF 7)j£ I'M. A FORW 7460-1 SHout.D B! FllfO 
MlH THE FAA A WNUtIVltI OF 50 OAl'S PPfOR TO JH£ IHITlA7JOH OF CCWSlRUC1KW. 

ftW'Y IS ARRIVAL RPZ LARGE AIRCRAFT, 
WSlBIJT'r' UIHllIJW$ Ql£A"TE"R THAN f IIIU 
1,DOO'X500'x7DO' 

c,:;;;;'~-~[JO)sa NO,. •. 

•. 
~O. 

II. 

IZ. 

I~ 

... 

!6. 

17. 

JHf" £)(IST/HG ~TICAL NRCRAFT IS PolE cr:SSNA crT" new, 71-IE roT1JRE CRITICAL AlRCR.NT IS 8ASED I.JPOH 
UPON lHE DGlHIDf J24 COLIIJUT(R AIRUNER 

7H£ NRPORT IS HOT SU8.£CT TO 1't0000NG. 

lHf' CHTlR£ AIRPORT PERIWCTCR IS FrHCED. IN IIOST AREA$. THE FFHC£ FCXl.OWS THE AJRPalT PROPERrr UHe. 

PROPfRTt' TO BE ACOOIRCO INaUDEs AN 3 ACR! PARCEL LOCA 7£0 ON 1H£ NOftTH~ST SlOE OF THE AIRPORT 
1H£ P.t.RCn IS ID£HTIFICD AS 1H£ FUTURE LOCA.nOH (T AOCITOIAL T-HAHCARS AND A POSSI8LC AlRUHC 1("RMWA/,.. 

JHE orr CtlRR!Hn.y ~S AU. LAHO MJHfH THE RPZ'S ON 1)(£ NORTH CHO (T ~E NRPOIfT. ON 1NE SOUTH 
CHO OF 7H£ A.lJfPMT. JHE aTr DOES HOT fflESDlJlr DItN .-U PARens. THe FAA R(COAIMCHOS THAT AU, LAND 
"'THIN THE RPrS 8£ IN elTHCR orr OIlWERSHIP OR SU8,£CT TO A\IIGAnoH CASEA/ENTS. A PRQGRAW ro 
ACCOWPUSH ACWSll10H IN rcr SUlPf.E OR OF" A\IIGA1K:W EASEWEN1$ WILL 8E UNDeRTAKCN BY THE orr. 
BECAuse OF" RISING TfRRAIN IN THe NORTHCAST CORNCR OF THE AIRPORT. PLACeUD(T OF BUILDINGS IN mAT 
..RO SHOtILD BC CAREFVLL T ~E'M"O TO PRC'r(NT OBS"!'RUCTIONS TO To-I[ FAR PART 77 7. I TRANSll10NAL 
SURFIoC£. ALSO SEC HOTC 8-

NO Silt'S HAY[ BCEN toCNTIF1£O AS P01[N l1Al loRI" FACl1lfY LOCATIONS 1l1C AS5UMPTl~ 1$ THAT THE ARt:t: 
FACll.frr IKItIlD BE CO-LOCAItD IWTH A I,fUI'i'OPA/.. FIRC STA11CW nt~A.l Sl1!" SClCClJON WlU B£ OEPCNDANT UPON 
FlJRTHER ANALl'SIS OF WUMOPAL STAlJON LOCAJ7OH NEEDS AND NRPORT O(Vfl,OPWE",T PATTCRHS. ElTH£R SlJ"t' 
HAS AO(OtIo4.lt' SPACC AND I'OlLD AllOW' ON AJRFJELD ft(SPDNS[ TlMCS TO M£CT FAR PART IJSI STAHDAROS. 
STEPS MUST BE TAKEN TO CNSURC TUAT CMCRCCHcr ACCESS ONTO :HC ArRnCLD Br FIR! TRtJ(XS IWLL BE 
UNIIIP(OCD BY PARKeD 1t!HJCt..£S Oft AIRCRAFT. 

TWO SlTCS-80TH SHOWN AS NUllBCR ~ I-IA\£ BCCN IDENT/FlED AS SUITA8t.E LOCA7IONS FOR FtlnJRE arr O~£O 
UHDCRCROUND Fu£L STORAGE TANI(S.TfiiC7IOH MILL 8£ BASED UPON AIRPORT O['I£LOPIrICNT PATTCRNS AT THC 
TlAlC TANK R£PLACCIIENT IS NCCESSARY TO wm CPA fUEL STORAGE TANK STAHOAROS. 

5J-4OUlO THE OPPOPTUNITY AR& 10 PUIfOtASC me IIAHIA"ACTUR£D HCMJE PARK AOJAct"HT TO THC AIRPORT, 
THC CITY SHOUtL (xPr OR£ lHAr C/PPORl',JHlTY lH£ PlHJP£RTY IS CC»IPR!HCNSIY[ PLAHNCD 105 IHOlJSJRfAL 
Mt/fOf ~D BE A 1IiJR£ CONPAJt8L£ USE MTH JH£ AmPQIlT 

•. 
----~ 

_It;@ 

~ 
NA OONAL OCEANIC ANO 
ATUOSPHfRIC AOUI~IS"rJ?A~ON 
FOR ROSEBU~G Al~POPT 

""""'" JAH 196C - DCC IH~ 
{If 06S!DAY} 

NO'" 
OA TA SHOI*I IS P£RCEHT 
" TOTAL asSER~O WINDS 
(-) INOICAT£S DATA BUT 
L£SS 1)4A.H 0.01.11" 

~f1" ~tt OF 
~r .. Y 

---Jt'l:ll1F"'" II 
. ~r-(J!) str /IOn: .. 11 

DR. 

000' 

1H! RUNWA Y 16 RUNWAY 08.£CT iRa AREA (ROFA) OFF" THC SOUlH CND OF THE RUNWAY IS Ito' 
iIS. m£ ARC 8-11 STANDARD OF JOO'. 1NC ROFA IS (AlIJEtl BY Sl£tltART PARKWAY. IT IS NOT PRACllCAL 
TO ttO\£ Sl£WART PARKWAY so Nl IHDOlHIl£ iIOOCACATIOH TO FAA. STNtOARO$ IS RCCOIW£ND£l). 

2 THE RUNWA r /TAXfWA Y SEPARA noN DOES HOT MEET ARC B-D STANDARD OF 240' THE RUNWA Y AND 
TAXIWAY ARC: 200' APART. AT SUCH nNf AS THE RUNWAY IS NA.RROMfl) AND/OR THE TAXIWAY ARC 
NARRO~D (BO TH PRESENTlY EXCECD ARC B-II STANDARDS FOR WOTH). EFFORTS SHOULD B£ MADE 
TO SHIFT mE ~WAY AND TA)(JW""" CCNTrRUNES TO THC CAST AND ~ST R£SPCCfJlrtLY. EVEN WITH 
THESE alANGCS THC SEPARATION *LL NOT ME£T THE ARC 8-1/ STAHDARO OF 240' GIVEN THE U"\£l. 
(T ACT/\IITY AND THE: I'ACT THAT THe VARIANCE IS ONLY .to'. AN lHOEFlNIT£ ~ODIFJCA1/OH TO STAHOARO!> 
IS RECOMUENDED. 'MOTH OF ANr R[CONSTRuCTlON OR O\>(RLA T OF 1)4[ RUNWAY DR r.wWAY IMU BE 
OC T£RIoIIHCO AT TH[ TlU£ /'HE PROJ£CT IS UN{)£RTAJ(EIof AND liMU B£ O£T£RtIIHEO ONLY AFT£R 
COHSUlTA1IOH .1k JH£ I'M. SHF1/HC 1H£ R'lIHWAY OR TA.wJWA'I' C£H7ERUH£S AlAY NOT 8£ POSSI8l£ 
DUC TO C»STJHC CROWH/HG OF JHOSt PA~wrHTS OR ISSV!S R!LUWG 10 THC LOCA7KW OF E»S1IHC 
UGH7IHG Sl'Slt'WS. 

------! I 

1""-""'F'ORT BlJlLOIHG CiIJ SA.F£TY A.R£A ~SoI______ ....RSA- ____ _ 

08,£C1 FREE AReA - ~A- - - ~OF4-- -llr!!..!!!...!!B~!!!!!!L-------11~~~~d!b~dd OB.£CT FREt JJfCA - • _ -TOFA _ • _ -TOFA 

R£STRlcn~ UHE -8RI.- _. _ . -BRL. 

IPI""OPAL DRAlHACC FtAfURIOSI ~ ~ 
CONTOURS ~ 00_ 
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FAR PART 77 AIRSPACE-

RUNWAY 16 
FAR PART n APPROACH 
LAAGE AIRCRAFT/VISUAL APPROACH 
",,000' X $00' X 1,500' • 20: 1 

IftMWAY J4 ----------r 
FM PART 77 APPROACH 
LAIHZ ~AFT/WSlIAl APPROACH 
5,,000' X !500' X 1500' • 20; 1 

-H01r: .u OF 199.5, mE" ROSEBURG AIRPORT HAS .. KIR'-A aIfa.JHC TYPe HON-PRCCISK)N M7RUlrfCNT APfIfIfOACM. 
7HS IS COHSID£R£D A WSUAL APPROACH FOR THE PLIR'P'OSD or DI[1'IJrCrC FAR PART 77 A#lSPACf: SURf'"ACES, 

SCAt£: ,. - 2000' 

2000 0 1000 2000 --.- ---- ,- a + 1 

FUnJRE FAR PART 77 AIRSPACE __ 

,----.ww.Uf8 
rMPART77~ 

1.Nf'CE NRafN'T/H.P.L N'PRCN:H 
10.000' X !IOU' X .1500' • 34: 1 ) ,,-;:,=,/,,!,,,.,,«',.,, 

RUNWAY'" ----------, 
FAR PART n APPROAOf 
LMG£ NRCR~/VISIJAL N1'PfI.OA04 

5,,000' X 500' J( '500' • 2fk' 

~TE.- 1Hl FV7VR£ FAR PAifT 77 Alff'SPA/% ASSlJII£5 1H[' fSTA8U5NIf'NT or .. S1JfNGHT-W HOH-PflCCISJOH IHSJJftJWHT APPROACff 10 Ift,WIMY ... 
AS OF '"5. M> IN-DCPJH DCTAUD NW.. 'I'SJS OF THE' F£ASnMJrY OF SlJCH AN APPf!IOACH HAS BITH aJNDiClED BY THE FAA 

r. FOR DCSCRIPTIOH OF a.OSE " 08S1RUC1JICNS 
SIl' RPZ PI..AHS N6J PROFU DRAMftGS 

.1 tElGHT RESTRIC710N ZOHINC ., UffCT. 
CITY Of ROSEBURG ZONE CODE - SCC7JOH 
.1.3.5.600 AIRPORT WAC! Q'tfR'..tr 7QNf 
OOUGtAS COUNTY ORDINANCE seCTION 
J. 1.080 O\£RLAY DISTRICTS, SV8-SEC1ION IS. 
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08.£CT HUII8£R,lHAJIC 

I - .vAST HJU. 

2 - CJeSnrucTJCW I.JQ4 T 

J - nl[[ - NCAR HIll 

• - IlnUR£ 81f'OAO 51. 

5 - TUlffNH HC~ HIlL 

6 - TRa - HCAR HILL 

,- """ 
.. - TRa NCAR HILL 

Ci8ECT 
CL!vAnDH . " ... . " 

56' ... 
'" 
50' 

50' 

RUNWAY 16 APf'R(MCH O8S1!ftICIICW TABU 
FAIf PART 77 rAR PART 77 
[ XlS7JNG 20: , DflSTrHG .J.f: I 
APPROJ,C~ 

Q.£ARAHCE • ......... '" a.£MANa' • 
CLrVA TION o..£VA1KJN , .. -90 "" -,a~ 

, .. -1,)7 .. , -1J2 ... ->J >OJ -" 
on ... -20 

56 • -J9 551 -51 

56' -" ... -" 
"" -so 530 -50 .,. -.. 516 -" 

nP£·c·OCA, "" , R£c:cMIENOA new 
AI'f'fKW:H QEARAHC[. 
CUVAJrOH ,., -so sa HOi'[" " ,.. -97 NONE - UGHT TO RNNH .,. -IJ R!IICM - sa N01I' 12 

or, ., 
NO ACOON - sa H07E " ... ODIOV£ - sa H01t' 11 

"" -21 R£JIO\£ - sec Horr R 

5T< -,. ROIO\£ - SEC HOn: 11 

50! R£IIOY£ - sec Horr 12 

t--"o:--t----+---+---+----+----1t----t---+---+---='l'-"':-==.:F::..J..;.Lf-'.;,--++ ___ --, __ -,. A POSInY£ HUMBER WCANS JHe APPROACH SURFACE Q£ARS DIe os.ECT, A. H[GA1JY[ NUMBER INDlCAT£S AN 08SJRUCTKlH • , -, 
\ " 

HOTE I. WAST HRJ. 08S1RUCTS TO VAR'I1NG DCGRaS AU 1HRCC APPROACH SURF"AC['S. IF THE OPPORTUNITY ARISES 10 WI! rH£ ROO< 0Fr 1H£ 
TOP OF 1H£ HILL. IT SHOUtD 8£ PlRSU[D. 

... 
-- \ , ... '---'-.,-1lr':.''''--...t:---+---+---+----+----t----+---+---+---+----1::->~ .... d---+-'~''"""_l HOI'£ 2: FOR DIe .wOST PART. NCAR HIU MILL Be R£WO~ AS PART (T THC HOR1H ROSEBURG /-5 INT£R04ANGE CONSTRUcnOH f/RO.LC1. 

I DIe 08SJRUC7JOHS Horro IN THE TABtE SHOULD 8C RfWOY£D AS PART OF 7NAT PROEcr. /lOCI 

" " 
" '" , ,-- ---- " " 

/ HOTt J; TH£ £AST£RH SEcncw OF FUroR! BROAD S1Rfl'T *u 08$mucT A FU1tJR£ ,l4 -, FAR PART 11 APPROACH BY 20' 1W£ aeVAJJ(W OF 
BROAD STRUT IH 1HC SEcnON CAUSING JH£ ossmucncw JS COHrAtUED BY THE HeED TO CROSS A RNlRCMD QfADC ANO CANNOT 

_... B£ LOWf:REO. 
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OVERVIEW 

Cbapter6 

LAND USE 

This cbaptc:c IIDIIlyzes land use issues associated with the Roseburg RcgiooaI Airport and the land use impacts 

of anticipated airport development The land use discussion focuses on five areas: 

• Airport zooing 
• Noise impacts of the airport as measured by airport noise contours and land use compatibility 

• North Roseburg Freeway Intercllange Development Issues 
• Airport overlay zoning to protect from creation of obstructions to air navigation 

• Property acquisition needs 
• Ownership/Control of Runway Protection Zones 

In addition to the analysis provided within this Plan, additiooaI guidance and rcferatcC information is available 
from the Oregon Department of Transportation Department - Aeronautics Division. In 1994, as part of the 
Oregcm A viatioo Systfm PIan Update, a repcxt titled the ONgon AiIl!ort Land Use Compatibility Guidelines was 

developed. The repcxt provides exce1Ient guidance on developing compatible land usc in the vicinity of aiIports. 

ON AIRPORT ZONING AND LAND USE 

The airport is designed in the Roseburg Comprehensive Land Usc Plan as a ·public/semi-public· use, and is 

zoned" AiIpcn District - AP". Within the AP zoning designation, the following uses are allowed outright subject 

to the general provisions and exceptions of the zone code: 

• Aircraft sales, rental, repair, service, storage and flight schools 

• Air cargo terminals 
• Air passenger terminals 
• Public and semi-public buildings, S1ructures and uses essential for the operation of the airport 

• Restaurant for airport clientele 

The following conditiooaI uses are allowed subject to the provisions ofScction 2.060(1)(g): 

• Offices (uses that do not conflict with the Airport Master Plan) 

• Uses not specifica1ly Iisted as permitted uses where the ongoing operation and use is directly dependent 
upon and directly associated with airport activities. 

lfJllJl.flTY 1996 W&H Pacific. Inc. 
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Roseburg Regional Aipo71 Master Plan UpdaJe Land Use 

The code goes (Ill to specily setbacks, height restriCtiODS, underground utility wire placement, lighting standards, 

IDd a proIubition of building materials which might produce g1are or el~magnetic intC'lfercnce with aiJport 
aperaIioos. The moing aod land we CODIroIs afforded by die C"isting ComprebcDsive Plan and Zoning Ordinance 

are appropriate and provide the degree of c:oatrol and rqulation necessary to foster c:oatinued airport 

development 

NOISE IMPACI'S 

The .-ntioa of DOise by airaaft at the Ra;eburg Regional Airport cannot be avoided. This section of the land 

use chapter will ana1yze the impact of noise on the surrounding community. 

As part of the preparation of this Master Plan, noise c:oatows were prepared using the FAA's Integrated Noise 

Model 4.11 (copies of the input case are included in the appc:odix of this Plan). The noise contours are an 
iDdication of the intensity of noise geoerated by the airport on the surrounding t:onynllnity and lie measured in 

a DOise descriptor caUed the Ldn which stands for "Level - day and night". It provides an avenge noise level for 

III entire year for a partiwlar 1ocation. The higher the Ldn level, the louder the average noise. The model inputs 

include not ooIy the number of take olrs and landings, but the type of aircraft and where they fly (the actual flight 

patterns). The model also adds a penalty for night time flying (from lOpm to 7am) since noise during this time 

period is m<n intrusive than during the day. 

Ainnft noise contows have been prepared for existing 1994 conditions and for the 20-year forecast period of I 
this plan 2014. Those c:oatows are presented in Figure 6-1 and are shown superimposed upon the Roseburg 

Urban Area Comprehensive Plan map for the same area. This makes identification of areas of noise impact 

possible. I 
Noise Compatibilily Guidelines. The FAA guidelines for noise impact state that where noise levels are below 

die 65 Ldn level, all uses, including residential areas, are compatible. Between 65-75 Ldn, residential uses are 

geoera11y tmaa:eptable and, if allowed, would require special sound insulation techniques to mitigate the impacts. 

The Ldn is based OIl an energy slllllmatim of the aggregate DOise environment as measured in A-weighted decibel 

units. In simple terms, any point on the 65 Ldn noise c:oatour should be exposed to the same level of noise as 

any otbec point on that contour. For the FAA, the 65 Ldn contour is the dividing line betwec:n areas which are 

suitable for residential land use and those areas which are not. 

January 1996 W&H Pacific, Inc. 
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The Stale of Oregon, through its Oregon Administrative RWes (OAR's), Chapter 340 - Division 3S, has 

cstab1isbed Stale standards which arc similar to the national FAA standards. The Stale standard indicates that 
ia rural an:as, DOisc imparts as law as S5 Ldn may have an impact on residc:Dtill land uses because of the quieter 

beckgrouod 1cvcJs often found in nn1 areas. For the Roseburg Airport land use ana1ysis, S5 and 60 Ldn noise 

contours were llso prepared in an effort to defioe areas of potential impact.. 

1994 Noise Contours find lAnd U.e COIrIJHl1ibility. A6 DOted previously, Figure 6-1 illuslnltes the Roseburg 

Campn:bcmivc Plan designatiOll for the areas around the airport which will be impadM by noise. In 1994, the 

65 Ldn cmtour falls 1argdy 011 airpcrt prqICIty. The souIh~ \XIIDCI' of the 65 Ldn contour touches a small area 

which is designated low dc:Dsity residc:Dtial OIl the comprehensive plan map. A review of the location of the 

bomes within thll1 area indicates that the homes fall outside the 65 Ldn boundaly and would therefore not be 

considered impacted aa:ording to the FAA standard. Another factor to consider when evaluating the noise 

impacts in this and other areas around the airport is the proximity to other significant noise sources. Interstate 
5 is 10cated innnediatdy to the ~ of the aiJport, the eastern boundaIy of the airport is a main line railroad, and 

the southI:m ""'mduy of the airpcrt is a city ms,jor artaiaI. All of these uses contribute to the unbient noise level 

in the area and would, in effect, "compete" with the airport. In talking with the airport operators, there is no 

evidaK:e of a significant noise problem 111 the Roseburg Airport, so no action is recommended 111 this time for 

noise mitigation purposes. 

For the most part, the 60 and 55 Ldn contours Cldend out into areas zoned commercial and industrial. The most 

notable exception is 8 large area of land encompassing Mast Hill to the north of the airport. This area is 

designated residc:DtiaJ/opcn space. Becallse of the topograpby, it is unlikely thll1 the bill will develop into 

anything other than a vel)' low density residential, if it is developed 111 all. Given the competing noise sources 

pmoiously noted, it is unlikely that low density residc:Dtial development would present a noise conflict problem 

for the airport. 

20U Noise Contours find lAnd Use Compatibility. The noise contours for 2014 reflect growth over the 1994 

cmtours as a result of the anticipil1cd increase in the number of aircraft operations. A6 with the 1994 contours, 

for the most part they fall 011 land which is zoned compatibly with the levels of noise generated, given the unbient 

noise levels to be found in the community. In addition, some of the areas to the south of the airport which fall 

within the 55 Ldn noise contour arc actually shielded ftom the airport by topography. Acante prediction of 

noise levels in that area would require complex and oostIy analysis which is not WlIlJlIDted at this time. 

Nott-Conforming U.es. Although the Comprehensive Plan land use designations in the vicinity of the airport 

an: compatible with the airport (ie: mostly industrial and commercial land uses) there arc significant pockets of 

DOIMlOIIf'ooning WICS. The most obvious example is the l118Dufactured home parle located on the airport's western 

boundary, and another large manufactured home development located to the northwest of the airport. At the 

JOI/IIIIry 1996 W&H Pacific, Inc. 
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present time, these an:as have DOt presented problems for the Iirport. In the future, this may not be the \:IISC. 

FUIure land development should be allowed ou1y in IXXIIPlianc:e with the Comprehensive Plan Designations in the 
area to prevent further development of non-i:ODforming and potentially CODflic:ting uses with the airport. 

Otqon Airport lAnd U,e CompGtibilily. An additional resoun:c for information conc:erning aUport land use 

c:anpatibility can be found in the report Oregpp Land Use Cpmpatibility. The report was prepared in 1994 as 
part of the Oregon Aviation System Plan Update and is available through the Oregon Department of 

Transportation - Aeronautics Division. 

NORTH ROSEBURGIIS FREEWAY INTERCHANGE DEVELOPMENT 

As of 1994, construction was started on a new freeway intcn:hange OIl the north end of the airport providing 

access to IS and extension of Broad Street. Completion of the new intcn:hange and the associated access roads 
is anticipated SCJ!I1!'time in 1996. CmsIructioo of the intcn:hange presents a significant development opportunity 
for land in the vicinity of the inladiange and the _ roads. Midi of the vacant and developable land is owned 

by the City ofRaseburg. The development in the vicinity of the intcn:hange will be influenc:ed by the following 

airport related issues: 

Noise. No residential development should be allowed within the 55 or 60 Ldn contour unless the housing units 
IR specifically designed with sound insulation certifications which attest to a high degree of sound attenuation. 

This would include hotel or mote1 units. 

No residential development should be allowed within the 65 Ldn noise contour. 

Runway Protection Zones. Figure 6-2 depicts a section of the Ailport Layout Plan which illustrates the existing 

and fuIme IUIIWIIy pro'cctim zones for nmwuy 16. AdvisoJy Cin:ular AC 15015300-13, paragraph 212 provides 

the following guidanc:e on uses allowed with RPZs: 

Pc:nnittcd uses include: golf courses (but DOt club houses), agricultural operations (other than fon:slIy 

or livestock farms). Auto parking is permitted (although diS'1QUl'llged), provided the parking facilities 
and any associated appurtenances are located outside the object free area extension. Although not 

expn:ssIy addressed, • road would be a pc:nnittcd use. Care would have to be exercised that utility poles 
DOt obstrul:t the airspace for the runway. 

JOJUI/U'Y 1996 W&H Pacific. Inc. 
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Prohibited uses iocIude: n:sidences (iDcluding hotels or motels) or places of public assembly (c:hwdu:s, 

schools, hospitals, office buildings, shopping CCllters, and other uses with similar conCClltrations of 

persons typify plaa:s of public assembly). 

If possible, the RPZ should be left undeveloped and should remain in the c:ootroI of the City. 

Height RestricliODl. Any development off the north end of the airport should be carefully reviewed in light of 

tbc aicti", 20: 1 approaa18l1d a possible future 34: 1 approach surface to runway 16. The FAR Part 77 approach 

surfaces (illustrated on Sbcct S, Chapter S) begin at a point 200' from the cod of the existing runway at an 

cIevationof52S' (the same elevation as the end of the runway) and rise a18 ratio 0(20:1 for the existing visual 

approach and 34: 1 for the possible future DOll-precision instrument approach. Buildings and terrain which 

CIIa08cl1 into these approach surfaa:s may result in the approach minimums being raised to II point where the 

approach would provide little benefit over the existing cin:ling approach. It is possible, however, that the 

surrounding terrain may be the limiting factor. A detailed analysis by the FAA will be ncc:ess8l)' to determine 

whether tbc existing terrain or possible new development in the area of the interchange would be the controlling 

fac:lDr. Such an analysis is beyond the scope of this master plan update. 

AIRPORT OVERLAY ZONES 

Section 3.3S.6OO ofThc City of Roscburg Zoning Code establishes an airport overlay zone. The overlay zone 

protcc:ts the airport by restricting the height of struc:turcs or trees within the FAA Part 77 Imaginmy Surfaa:s. 

The zone also prevents any usc of tbc land which would c:rcatc elec:tric:al interference with radio communications 

at tbc airport or any lights «lighting which wcuId cause glare or impair the visibility in the vicinity of the airport 
«0IherWiSC endanger aircraft. This is fairly standard language for such an ordinance and has proven effective 

in protcc:ting airports. 

The zone should be updated to inchlCle the new FAR Part 77 Surfaa:s established by the possible future non­

precision instrumaIt approach. While this will grcally expand the size of the oveday zone, it will not significantly 

change the eoforc:cment of the ordinance. 

Spcc:i1ic changes should include: 

• Change any refcce:oces to "Clear Zoocs" to the new term - "Runway Protection Zones" 
• Define tbc approach surfaa:s for each runway spcc:ific:ally with VFR dimensions for runway 34 (5,000' 

x Soo' x I,Soo' at 20:1 slope) and oon-prec:ision instrument dimensions for runway 16 (10,000' x SOO' 
x 3,Soo' at 34: 1 slope) 

• The horizontal surface will extend 10,000 feet (vs. existing 5,000') 

J01IIIDry 1996 W&H Pocijlc, Inc. 
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Roseburg Regional Alport Master Plan Update LondUse 

Multi-Family HOIISing Restridion. Section 3.d Use and Height Limits states that within the airport IIpproach 

ZIIIIC, no multifamily sbouId be pcm1iUed within 3,500' extmding from the end of the runway. In order to provide 

a pal« margin of safety, the City should coosidcr extmding this distance to 5,000. This would comspood to 
a full VFR.llpproach dimmsion and would reduce the likelihood of any type of multifamily housing being built 

within 5,000' of the end of the runway. 

Avigatioft E4semenb. Anocbcr IU:OIJJInCIIded aaion to protect 1be aiJport would be the requinment of avigation 

CiS cmts for any development which 0IlQJn IDler 1be FAR Part 77 Approach Surfaces. This requirement could 

be added to the existing Airport Oveclay Zone section of the zoning ordinana:. The easements would be 

drdicafo:! to the City and wou1d attadI to the land providing notice to any<JIIe wanting to pwdwe • parcel that 

catain devdopment restrictions exist. A sample easement is included in the 1Ippc:ndix of this plan. The typical 

conditions of an easement include: 

• Specific height restrictions for the parcel 

• The "right to flight" ovec the parcel 

• A restriction against the creation of light, smoke, or electrical intc:cfc:cc:nce which would impair or 
eodangec aircraft flying ovec the parcel 

The features of the easement are similar to those of the airport overlay zone. 

OWNERSWP/CONTROL OF RUNWAY PROTECI10N ZONES 

The FAA desires that the aiJport operator own or exercise SOOIC control through easements all land within runway 

protection zones (RPZ's). On the north end of the aiIport, the City owns all land within both the arrival and 

departure RP Z's. On the south end of the aiIport, thc:ce are IIpproximately 21 single family homes which fall 

within 1be runway 16 departiR RPz. Tbc:ce an: also two businesses, one providing storage and the othc:c engaged 

in dectric motor IqIair. The City should coosidcr a program of eithc:c purchasing (as they come on the marla:t) 

1be homes and businesses in fee simple or acquiring avigation easements to achieve control over all land within 

1be runway 16 RPZ (the motor repair bas already dedicafo:! an avigation easement to the City as a condition of 

developing on that site). This would bring the City into compliance with the intent to control development and 

land uses within 1be RPZ's. 

January 1996 W&H Pacific, Inc. 



CHAPTER 7 
FINANCIAL PLAN 



I 

I 

I 
I 
j 

I 

INTRODUCTION 

Chapter 7 

FINANCIAL PLAN 

The purpose of Ibis chaptc:c is to assess the financial feasibility of the improvements =mmended by Ibis plan 

and to integrate the developmmt priorities and timing with the budget and financial resources. 

Development projects faIl within one of three phases. Phase I covers the first five years from 1995 to 1999 and 

is !he most detailed. Phase II covers the next five years from 2000 to 2004. Phase ill covers the next ten years 

fian 2005 through !he year 2014. During Phase I, projects are scheduled for specific years. In Phases II and III, 
projects are only identified by phase. 

To evaluate the economic feasibility of the phased development program, a five year cash flow projection for the 

Roseburg Regional Airport was developed. In addition, other methods of financing capital improvements were 

evaluated. 

The recommended alternatives and cash flow projections are based on the projected airport activity levels 

developed in the Forecast Chaptc:c and discussions with the City Finance Director. These activity levels could 

vary from the forecast. If the activity levels at the airport vary significantly from projections, the development 

schedule may need to be modified. 

SCHEDULE OF IMPROVEMENTS AND COSTS 

The phased developmmt plan outlines expenditures for the Roseburg Regiona1 Airport. The development 

projects planned as part of the Mastc:c Plan Update are described below on the following pages and also shown 
on Table 7-1. 

Table 7-1 lists the projects, scheduling, and estimated totaI cost in 1995 dollars. The level of eligibility for 

federal and state funds, as well as the local contribution is also provided within the Table. 

The projects are graphically shown in Figure 7-1. 

January 1996 WitH Pacific,Inc. 
7-1 



R b Reali -- - -..,- I Ai, 
~ - ~ PHASED DEVELO ------- ------- --- - - - - LAN PROJECT LIST - - - - - - - - - -- Tabll -~ - -

I ProJact Total Funding Source Phasal Phaaoll Pha8elli
l 
I 

Cost· FAA·· Local 1995 1996 1997 1996 1999 2()()()'2004 2005·2014 

Phase I 

1 North End Fence Rolocatlon $9,625 $8,663 $866 $9,625 
2 Property AcqulshJon - W. SIde - 8 Acres $1,400,000 $1,260,000 $126,000 $1,400,000 
3 Electric Auto Gate· Corp. Hangar Area $3,000 $3,000 $3,000 
4 PAPI on Runway 16 $8,000 $7,200 $800 $8,000 
5 Construct 1 0 T -Hangars $150,000 $150,000 $150,000 
6 Pave Gravol Parking Lot by Rotating Beacon $23,250 $20,925 $1,Q46 $23,250 
7 Overlay/Restrip Offlco/Torm. Bid Ramp $127,658 $114,892 $5,745 $127,658 
8 Overlay/Restripe South T·Hangar/FBO Ramp $238,293 $214,464 $10,723 $238,293 
9 ConstructS Replacement T-Hangars $100,000 $100,000 $100,000 

Replace City Owned Fuel Storago Tanks $50,000 $50,000 $50,000 

Phaa. " 

11 North T·Hangar Development Taxiway $288,120 $259,308 $28,812 $288.120 
12 Runway Slurry Seal/Res!rlplng $61.088 $54,977 $5,498 $61,086 

13 Construct 6 Raplacament T-Hangara $100,000 $100,000 $100.000 
14 Taxiway Slurry Seal/Rostrlplng $20,373 $18.336 $1,834 $20.373 
15 Devolop South Ramp $359,063 $323.157 $32.316 $359.063 

Replace Obstruction Ught· Mast Hili $1,000 $900 $90 $1.000 
Replace Obstruction Ught· MI. Nebo $1,000 $900 $90 $1,000 

Phase III 

18 Runway Overlay $283,768 $255,391 $25.539 $283.766 

19 Taxiway Ovorlay $181,221 $163.099 $16,310 $181.221 

20 Replace Rotating Baacon $8,000 $7.200 $720 $8.000 
21 Replace Rwy 34 VASI wtIh PAPI $8,000 $7.200 $720 $8.000 
22 OfflCo/Torm. Bid Ramp Siuny Seal/Res!rlpo $23,537 $21.183 $2,118 $23.537 
23 So. T·Hangar/FBO Ramp Slurry Seal/Restrlp $40,303 $36.273 $3,627 $40,303 
24 Lowor Maat HID $500,000 $450.000 $45.000 $500,000 
25 Airline Terminal Dovelopmont $1,415,050 $707,525 $707.525 $1,415,050 
26 Fire Station Development $400,000 $200.000 $200.000 $400,000 

Purchase Fire Truck $100,000 $90.000 $10,000 $100,000 
28 Mobllo Homo Park Acquisition $3.000,000 $2,700.000 $270,000 $3.000,000 

l Totals = $8,900,347 $6,921.592 $1,898,379 $1,412.625 $158.000 $389.201 $100,000 $50,000 $830,642 $5.959.879 I 
• All COSTS ESTIMATED IN 1995 DOUARS. FlIed:Aeap,WQl 02-Aug-95 

.. EUGIBIUTY FOR FAA FUNDING DOES NOT INSURE THAT FUNDS WILL BE AVAILABLE OR GRANTED FOR THE PROJECT. 

-
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FUTURE ACfSS 
TO HE SECTION OF 
THE AiRPORT 

PHASE I PRD.£C7S - 1995 TO 1999 

KeY DeSCRIP1JON COST 

(1) NORTH END FENCE RElOCA 1JON $9,625 

(2) PROPeRTY ACQUIS/1JON - W. SIDE - 8 ACRES $1,400,000 

(3) ELECTRIC AUTO GA TE - CORP. HANGAR AREA $3,000 

(4) PAPI ON RUNWAY 16 $8,000 

(5) CONSTRUCT 10 T-HANGARS $150, 000 

(6) PAVE: GRAVE:l PARKING lOT BY ROTATING BEACON $23,250 

(7) OVE:RlA Y /RESTRIPE OFFICE/TERM. BUILDING RAMP $127,658 

(8) OVE:RlAY/RESTRIPE SOUTH T-HANGAR/FBO RAMP $238,293 

(9) CONSTRUCT 6 REPLACEMENT T-HANGARS $100,000 

(NA) REPLACE CITY OWNED FUEL TANKS $50,000 

NA = NOT KeYED TO ORA WINGS COST = 1995 DOllARS 

L---- ;:--::o~ ~iF'~:~~~~~~~4r==~~_~a~~ 
c 

. ::.' .: .. 

PHASE III PRo.EC7S 2005 TO 2014 
• KeY OESCRIP1JON COST 

(18) RUNWA Y OVE:RLA Y $283,768 

(19) TAXIWA Y OVE:RlA Y $181.221 

(20) RePLACE ROTA 1JNG BEACON $8,000 

(21) REPLACe RWY 34 VASI WITH PAPI $8,000 

(22) OFFICe/TrRM. BUILDING RAMP SLURRY SeAL/RES TRIPE $23,537 

PHASE II PRo.EC7S - 2000 TO 2004 
KeY DE:SCRIP1JON COST 

(11) NORTH T-HANGAR DEVE:LOPMENT TAXIWAY $288,120 (23) SO. T- HANGAR/FBO RAMP SLURRY SeAL/RESTRIPE $40,303 

(NA) LDWER MAST Hill $500,000 

(25) AIRLINE TERMINAL DEVE:lOPMeNT 11,415,050 

(26) FIRE STA 1JON DeVE:lOPMENT $400,000 

(NA) PURCHASe FIRE TRUCK $75,000 

(28) MOBilE HOME PARK ACOUlSl1JON $3,000,000 

(12) RUNWA Y SLURRY SEAL/RESTRIPING $61,086 

(13) CONSTRUCT 6 REPLACeMeNT T-HANGARS $100,000 

(14) TAXIWAY SLURRY SEAL/RESTRIPING $20,373 

(15) DEVE:LOP SOUTH RAMP $359,063 

(NA) REPLACE OBSTRUC1JON LIGHT - MAST Hill $1,000 

(NA) REPLACe OBSTRUC1JON LIGHT - MT. NEBO $1,000 

NA = NOT KEYED TO DRA WINGS COST - 1995 OOllARS NA - NOT KEYED TO ORA WINGS COST - 1995 DOllARS 

2 J • , , 7 

"' 
« 

'" • • 
~ 

< 
c 

"- < 

~~ 
u 

~ 0 
II ~ z 
~ 0 Q 
OK ~ 

~ « 

!q 
" m 

" > S m • 
~ i ~ 
~ ~ < 

0 

SHEET 

FIGURE 7 -1 



Roseburg Regional Airport Master Pion Update FinmJciDl Pion 

PHASE I PRO.IECfS FOR J 99$..1999 

1. Fc:nce Relocation. 
Desaiption: Relocate the fence on the north end of the NOway to a point outside the NOway 

object free BRa This will eliminate the need for a modification to standards for the fence being 

within the nmway safety area and NOWay object free area. This project is eligible for FAA 

funding. 

2. Property Acquisition. 

DcsaiptioD: ~ the 16 aae Ulldevdoped parcel located on the west side of the airport just 

north of the manuf&l:turcd home parle. This parcel is critical to the future expansion of the 

airport. Acquisition should be accomplished as soon as possible. The airside portioo of this 
property (the portion which will have &I:CCSS to the airfield) is eligible for FAA funding. 

3. Elec:tric Gate - Corporate Hangar Area. 

Dcsaiptim Install an electric auto gate with key pad within the corporate hangar area for the 

new (in 1994) driveway. 

4. Install PAPI on Runway 16. 

Description. Install a PAPI (or VASI) on nmway 16 to provide visua1 guidance for night 

approaches from the north to nmway 16. The P API sbould be adjusted to provide safe clearance 

OVI2' Mast Hilllocatcd approximately one mile north of the airport. This project is eligible for 

FAA funding. 

5. T-Hangar CODSIruction - 10 Units 

Desaiption. Construct 10 new aircraft t-hangars. 

6. Pave Gravel Parking Lot Adj&l:Cllt to Rotating Beacon. 
Dcsaiption. Pave the gravel parking lot located lIlj&l:Cllt to the rotating beacon. This projec:t 
is not eligible for FAA funding. 

7. Ovl2'lay &: Restripc OfficcIT cmlinal Building Ramp. 

JQIIIIlUY 1996 

Description. Ovl2'lay and restripc the ramp in front of and to the south of the office/terminal 

building. This project is eligible for FAA funding. 

WitH Pacific. Inc. 
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Roseburg RegloMl A./rport Master PIiJn Update FInmJcIal Pion 

8. Overlay &. Rcstripe South T -HangIll'IFBO Ramp. 
Des<:ription. Ovel'lay and RSlripe the ramp in front of the FBO's (the area nortb of the 

taminaIIoffice building) and bctwcc:n the t-hangars and corporate hangars. This project is 

eligible for FAA funding. 

9. Construct 6 Replacnnm( T-Hangars. 

Description: Cons1luct 6 t-hangars to replace existing wooden units in poor condition. 

10. Replace City Owned Undc:rground Fuel Storage Tanks. 

Dc:saiptim: Replace three existing underground fuel storage tanks owned by the City to meet 

EPA fuel storage tank codes. Consider replacing with above ground tanks. 

PRASE II PROmCIS FOR lQOO.11MH 

11. North T -Hanglll' Development Taxiway. 

Description. Begin development of the north t-hanglll' area on the property acquired under 

project #2 above. This project does not include construction of the t-hangars. Project elements 

iDchxlc the following: 

L Pcrimctcr fence - 1700', 6' dIain link. 
b. Auto gate with key pad controls. 
c. Taxiway access from the ,plII'allel taxiway and t-hanglll' apron taxiways 

bctwccn the t-hangars. 
---------------------

12. Runway Slurry Seal and Rcstriping. 

Dc:saiption. Slurry seal and rcstripe the runway. This project will make it possible to achieve 

the longest usable life from the existing pavement. This project is eligible for FAA funding. 

13. Construct 6 Replacement T-Hangars. 

Description: Cons1luct 6 t-hangars to replace existing wooden units in poor condition. 

14. Taxiway Slurry Seal and Rcstriping. 

JanIIIlry 1996 

Description. Slurry seal and rcstripe the taxiway. This project will make it possible to achieve 

the longest usable life from the existing pavement. This project is eligible for FAA funding. 

W&H Pacljic, Inc. 
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Roseburg Regional A/pon Master Pion Update FinDnclal Pion 

IS. Develop South Ramp. 
Desaiption. Extend the existing ramp &n:4 to the south to the f.c:acc line 111 Stewart Parkway. 
This ramp can be usaf fir expaodcd ainnft paddng or for usc by • possible new FBO located 
(D Ibc ClDDICI" of Stewart Parkway and Airway Drive. It will be IICCCSSIII)' to relocate the A WOS 

as a part of this project. This project is eligible for FAA funding. 

16. Rqllal:e ObstructiOll Light 011 Mast Hill (North of the airport). 

Description. Replace the obstruction light located 011 the top of Mast Hill. This project is 

eligible for FAA funding. 

17. Replace Obstruction Light on Mount Ncbo (South of the airport). 

Desaiption. Replace the obstruction light located on the top of Mount Nebo. This project is 

eligible for FAA funding. 

PHASE III PROJECTS FOR 2005-2014 

18. Runway Overlay. 

Desaiption. Overlay and narrow the runway to an ARC B-n standard width of 75'. Replace 

the runway lights 111 the same time to meet FAA standards for runway light spacing distance 
from the runway. This project is eligible for FAA funding. 

19. Taxiway Overlay. 

DcsaiptiOll. Overlay and narrow the taxiway to an ARC B-n standard width of 35'. Replace 

the taxiway lights 111 the same time to meet FAA standards for taxiway light spacing distance 
from the taxiway. This project is eligible for FAA funding. 

20. Replace Rotating Beacon. 

DcsaiptiOll. Replace the rotating beacon. This project is eligible for FAA funding. 

21. Rqllacc VASI 011 Runway 34 with a PAPI. 

JaIUIIJrY 1996 

DesaiptiOll. Replace the V ASI 011 runway 34 with a P API. This project is eligible for FAA 
funding. 

W&H Pacific, Inc. 
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22. Officerrenninal Building IWnp Siuny Seal and R.cslriping. 
Dcsaipticn Siuny sca1111l11 JaIripc abc ramp in fioot and south of the oflice/terminal building. 

This project will mab: it possible ID achieve the longest usable lifc from the existing pavement. 

This project is e1igiblc for FAA funding. 

23. South T -Hangar/FBO Ramp Siuny Seal and R.csIriping. 

DrscripIioD. Sluny sca1111l11 rcsIripc the ramp in ftoot of the FBO's and within the existing (as 

of 1994) t-hangars and corporaIe hangars. This project will make it possiblc ID achieve the 

longest usable liCe from the existing pavement. This project is cligiblc for FAA funding. 

24. Lower the Elevation of Mast Hill. 
Description. Mast Hill has been identified as an obstruction ID the aiIport. This project has 

been included as a place holder to acknowledge the need ID lower the hill. If an opportunity is 
idcmificd ID Iowrr abc hill, it should be fully explorcd. This project is eligible for FAA funding 

but may not be a high enough priority ID be funding given the IXlIDpcting project. 

25. Airline Tenninal Development. 

January 1996 

Dcsaiption. Develop an airline terminal facility for the Roseburg Regional Airport including 

the following facilities: 

I . AirIine ramp for the exclusivc usc of =mutcc airlincrs. 

b. Airline passenger terminaI. 

c. Ek:dric aulD security gates ID allow service and emergency vehiclc access ID the airline 

ramp 011 the north and south ends of the airline passenger terminal building. 

d. Security feDCC around terminaI to meet FAA security standaJds. 
c. AulD parking and access driveways for the passenger terminal building. 

f. Terminal building signagc. 

The initial COIISlruI:Iian of a terminaI may be eligible for FAA funding. It may be possible that 

parts of the taminaJ facility will be e1igiblc for FAA Discretionary Funds, and other parts will 

require local funding. The assumption has been made that approximately 50"10 of the project 

\WUId be FAA fimdcd. At such time as the air\ine traffic exceeds 10,000 passengers perycar, 

the airpat will be eligible ec.- airline "mlitlement" funds which arc c:um:ntIy 5500,000 per year. 

This program (as arc all FAA programs) subject ID change. 

WitH Pacific. Inc. 
7-7 



Roseburg Regional Airpon Master Pion UpdDte FinanciiJl Pion 

26. Fire Statioo Development 
Dcsaiptioo. Develop a joint lISe aiIportImunicipaI fire station with clear aa:ess ooto the 

airfield. 

27. PwdIasc Fire Truck. 
DesaiptiaL Purchase an airaaft fire fighting trucIc which meets FAA staDdards in effect at the 

time of initiatioo of oommcn:iaI air service. 

28. Mobile Home Park Acquisitioo. 
Description. The mobile home park located immediately adjacent to the airport is not in the 

ideal location for a residcotiaIlISe. Should the park be closed by its present owners, efforts 

should be made to acquire the vacant park to prevent it from being developed in a lISe which 

might be incompatible with the airport. 

Total Estimated Cost 

The total estimated cost for all three phases is $8,900,347 with $6,921,592 cootributed through the FAA, and 

$1,898,379 through local govc:mmcntal fimding soun:cs. Financial participatioo in the Phased Development Plan 

is summarized in Table 7-2. 

Local Share 

Federal Share 

TOTALClP 

JiJIIUIJry 1996 

Table 7-2 

PHASED DEVELOPMENT PLAN - FINANCIAL PARTICIPATION 

7-8 

DoDan 

$1,898,379 

$6,921,592 

$8,900,347 

Percent 

21% 

79% 

100% 

W&H Pacific, Inc. 



RosebuTB Regwnal Airport Master Plan Updole Financial Plan 

SOURCES OF FuNDING 

A3 can be SCICZl in Tables 7-1 and 7-2, the pmbninRle soun:e offunding for the proposed projects is through the I 
Fcdcnl A viatia:I AdminisIratioo (FAA). Tbe FAA funds improvc:mcm projects through the Airport Improvement 

Program (AlP). Projects eligible for AlP funding can RCeive up to 90 pen:c:nt federal participation with a 10 

pe:n:c:nt local match. 

In addition to direct financial contributions, under catain circumstances, the local share offederalJy funded 
projects may be mAtched through alternative means. Some of these alternatives include in-kind labor services, 

volunteer services, donated property, and donAted land and buildings. 

Projects net eligible far FAA participation must be fimdcd at the locallcvellthrough public or private investment 

This may be IK:(;OO\jllished through a variety of sources. 

GENERAL OBLIGATION BONDS 

General Obligation Bonds, or G.O. Bonds, are issued by the municipal authority sponsoring a development 

project and repaid through taxes. Because repayment is through taxes, the public must vote to accept the bond 

issmma: These bonds are altractive, in some circumstances, because they are generally issued at lower inten:st 

rates relative to other forms of financing. 

REVENUE BONDS 

Revenue Bonds are also issued by the sponsoring municipal authority of. development project. Unlike G.O. 

Boods, the debt is mired through the project ar sponsoring agmcy's revenues. Because the debt is retired through 

operating income, public voting approval is gencra1ly not required. These bonds carry a higher rate of inten:st 

then General Obligation Bonds due to the method of repayment General Obligation Bond repayment is 

guaranteed by the nnmicipal auIbority, when: as Revenue Bonds may not have these guarantees. Because of the 

potential increased risk, there is a corresponding increase in interest rate. 

JQIUIIlry 1996 W&H Pacific, Inc. 
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Roseburg Regional Airporl Masler Plan Updole Financial Plan 

INSTITUTIONAL FINANCING 

Institutiooal financing ofprojects works much the same as other bank loans. The sponsoring agency must prove 

tbc ability to repay the loan and show sufficient oollatera1. As with other loans, the agency's credit histoly and 
market history will determine the interest rate for the particular project. 

PROJECTED REVENUES AND EXPENSES 

Table 7-3 on the following page presents a five year fon:c:ast of operational revenues and expenses foc the 

planning period 1996 through 2000. Revenues are anticipated to inc:reu: due to new revenue producing 

facilities, i.e., DeW aircraft T -hangars and anticipated incteases in activity at the airport. Some of the incteases 
in revenues will be offset by increased c:xpenscs associated with the development of DeW hangars and the ranoval 

of existing wooden hangars. Neither revenues or expenses have been adjusted for inflation oc anticipated rate 

increases. This was delle to ka:p tbc c:xpcme and revenue base on the same 1995 dollar base as the capital plan. 

As can be seen by looking at the bottom ofTable 7-3, the airport enjoys a positive balance of funds at the end 
of four out of five years in the five year projection. This indicates that the fiscal health of the airport is exceJJcnt 

with good revenue streams and equaJly good cost control. 

J_ry 1996 W&.H Pacific. mc. 
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Roseburg Regional Airport Table 7-3 
5 YEAR COMBINED CAPITAL/OPERATING BUDGET 

Proposed Projected Projected Projected Projected 
95-96 96-97 97-98 98-99 99-00 

BEGINNING FUNDS $111,500 $49,938 $0 $42,466 $24,803 

OPERATING INCOME 
Rental - Land Leases $13,000 $13,000 $13,000 $13,000 $13,000 
Rental - Hangars $85,000 $90,000 $90,000 $95,000 $95,000 
Rental - Tie Downs $8,000 $8,200 $8,405 $8,615 $8,831 
Fuel Flowage $19,500 $19,500 $19,500 $19,500 $19,500 

Interest $5,000 $5,000 $5,000 $5,000 $5,000 
General Fund Trans. $24,000 $24,000 $24,000 $24,000 $24,000 

FAA GRANTS $1,268,663 $7,200 $350,281 $0 $0 

TOTAL OPERATING INCOME $1,534,663 $216,838 $510,186 $207,581 $190,134 

OPERATING EXPENSES 

Seasonal Maintenance $5,500 $6,000 $6,500 $7,000 $7,500 

City Services $1,100 $1,155 $1,213 $1,273 $1,337 
Materials & Supplies $2,000 $2,100 $2,205 $2,315 $2,431 
Telephone & Utilities $22,000 $25,000 $25,000 $27,500 $27,500 
Maintenance $20,500 $21,013 $21,538 $22,076 $22,628 
Insurance $7,000 $7,175 $7,354 $7,538 $7,727 
Other $14,000 $14,350 $14,709 $15,076 $15,453 

TOTAL OP. EXPENSES $72,100 $76,793 · $78,519 $82,778 $84,576 

CAPITAL $1,412,625 $158,000 $389,201 $100,000 $50,000 

TOTAL EXPENDITURES $1,484,725 $234,793 $467,720 $182,776 $134,576 

BALANCE $49,938 ($17,955) $42,466 $24,803 $55,558 
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Appendix A 
FAA Form 7460 

Notice of Proposed Construction 
Or Alteration on an Airport 



(0 Notice of Proposed 
AetonauticaJ Study Number 

I us~,,~ Construction or Alteration 
................ 1iI1"1 

11. Nature of Proj)C)B81 2. Complete Descrlpllon of Structure 

rTYPO B.O .... c. WOI1t Schedukl Detes Please describe. on • separats .-01 paper K noc:essery. o How CansIrvcbon Dper....- I!ogrrrog the proposed construction or alteratton. 

, 0-* o T_"ry IDurabon months) End A. For proposals involving transmfttlng stations, include 

r*nA ___ FM_Study_.l.,._: 
effective radiated power IERP) and assigned lrequency 01 
all proposed or modified transmitters on the _roo I" 

13A. NII"., ........ ,.Ad telephone number of IndMduaI. compenY CIOfPO'IItlon •• Ic. proposing thl not known, give ~equency band and .... imum ERP). 
COMtrucilD" Dr altef'ltlon. (Number, Street. City, SUIte, and ZIP Code) B. For proposals involving overhead oMf8, transmission lines, 

I etc .. include !h. olza and tho configura~on 0I1he wires and 
!hair supporting structuraa. 

C. For all proposals, include sha orien1alion, dimensions, and 
construction matsriaJs of the proposed Of aKored atruceura. 

( ) 
D. Dpllonal- Describe tho typo 01 obstruction marl<ing and 

lighting system desired lor your SlruCture. The FAA will 
AIaoC- ToIopN>ne_ recommend ~ marl<ing and IIghling lor tho 

3B. Name. address and tslephona number 01 proponent's representative, W different !han lA. above. IIIruCtU1e in accordance wi!h the _"'" 01 Advisory . 
Circular AC 70/7460-1. An FAA martdng and lighting 
Tecommandation will reflect the minimum acceptable ~ 

.. 01 conspicuity necessary to warn pilots 01 tho presence 01 
an object. However, tho FAA, under C8fIain 
cifcurnstances. will no! object 10 tho us'oI • ayetem (BUCIl 
IS a medium intensity flashing whHe light system Of a _ 

I ) lighting system) oIhor tIlan tIlo recommended standard. 
Area Code Tetephone Number 

4. Location Of Structure S. Height and Elevation ~-""" 
A. Coordinates I ~ k::.r-w of MCOnCIs, B. Nearest City or Town C. Nearest public or military airport. A. Elevation of sita IboYe mean 

Lalhude 01 ,1 UICIS'lIte heliport, fJightpark, or 1Iap4ane bale ... ~I. • 
. 

LongHude 01 ,1 • 111. 0IsIanu 10 OS (1 J. DiI'Iance from IlrUctUre 10 nearesl S. Heigh' of _re Inc:IudirIG 011 
pomt of nearest runway appu!1enanCeS Ind lighting .-

ground or water. 

40. Source 01 coordinal. information 
lor Ham 4A. above. 121. DncIJon 10 OS 121. Olr..-. from _ 10 ai'l>Or1 

C. Ovolo. helghl above ..... 50. level o USGS 7.5' 0 
D::iIy 

IA + SI 
Quod Chon Survey , 

__ "" ....... doUn" 110 """""'"'"' 1_. .E. Describe, on B separate sheet of paper, the location of the site with respect to highways, streets, airports, 

DNADV o HAD 83 0 =iIy 
prominent terrain features, existing structures. etc. Anach 8 copy of a U.S. Geo&ogical Survey quadrangle map 7.5 

, minUle series (or equivalent) showing the construction site. ff available, attach a copy 01 a documented site survey 
with the surveyor's certification. 

I 
FAILURE TO PROVIDE ALL REQUESTED INFORMATION MAY DELAY PROCESSING OF YOUR NOTICE 

Notice is tIQUifed by Part n cllhe Federal Aviabcn RegUlations I'. e.FA Pa., n) pursuant i:I Section 110t Of the Federal Aviation Act oIlt58. u amended (49 U.S.C. app. § 1501) Pnons who 
knoMngIy &rII' wirltu~ YIOWe !he Notice requqmenIS 01 Pili n &I. subjecllO II civil penalty'of $1.000 per dey tIM! the notice i5 recerv9Q, pursuant ID 5ectJon 9011al or Ihe Federal Aviation Act 01 
1958, u~ 149 U.S.C. app § 1471,_1)11 wall as the fine (criminal penalty) of nor more than $500 for rhe IirIt CJhnse Iftd not more than 12.000 tor suosequent dIetas, pwsuanI m Sec:IIan 
802(81 ofttw Federal AviatIOn Ac1 of 1958, II amended 149 U.S.C. app § 1472(a)). 

I I HEREBY CERTIFY Ihal all 01 lhe above slallmenls made by me are lrue, complete, and correclto the best 01 my knowledge. In addition, I 
agnae to obstruction marlt and/or IIghltht alructure In accordance with established marking & lighting standards as neceaaary. .... 11,. or PrrIIId NamI and TIIID 01 Penon F*'II NaKlI I SIgnature 

1 FOR FAA USE ONLY FAA will either return this form or issue B separate acknowledgement 

The Proposal: & Ii 1 , •• 101 Nottoo of CoriIttuctIori. FAA Form 7460-2,. _1IiJ .... "" projod;, _ .. 

\ o DooI"" roqun."""" "FAA. o AlIooat48""""botn ...... ".......-.. 
r o is ralldlrdled IS an ob5In.acn under In)' IIIndaR1 ~ FAR, Pitt n. o WiIIiiIi "'" doyI_'" _ ro_ ill; tIfO'I"''''&gIil 
~ C. n -*I "" bo I huanI" ... _ n.s_"*""" ..-

I 
Dill dIriifIId as an ~ lnMr hltlndlrdl of FAR, Perl n, 

lof __ .. _ by'" ossusmgotroce. 
It>I "" _ is subjoct 10 Oielaro'ng aul!'orily of tne F_ ~ CormisSon (FCC) n an appIic:ation SibpItI C, lid iIIWId ... bo._,, __ 

lor. ccntrudIon permrt is midi to hi FCC on 0( before "'aboYI.~ cia. In II..ICh cases '" dai!fmmabon 

D_bo_D ..... odDbgNodporFAA 
, "*" "" ... dole p!>SCribod by'" FCC for completion" --.. .. "" ... dill tho FCC ..... hi oppIabon. 

NOTE: Reque~'" _ """ _ poriodlll"'" _.Ii-.""", bo ~"-",,, iDIir9-

I 
,."..., CCaiIIt 7On_,. en-. ....... '5 <lays "",,,, 110 __ . 

I o ~ IIiIirIa&g ond Iigt&Ong 110 ""-...y. • 110 _ '1Imjec1" tho 0:0NiI&g IIhrity III hi FCC, I _ III .... -....- wi! bo ... " lIiIIlgIiiCJ. -
I 

, NAD 83 Coordinates (Uae -- _ ... arry 'I, I 0
1 ' 1 

"' 
Longitude j 0

1 ' 1 
• 

""","_wilh ... FAAI Latitude . • 
-~ I S'!iInature IO~ 

I , 
FAA Form 7480-1 1.·031 Do Not Remove CIIl110ns 
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FAA Airport Design 

Computer Model Print-Outs 



AIRPORT AND RUNWAY DATA 
RUNWAY LENGm REQUIREMENTS 

Airport elevation ..................................................................................... 525 feet 
Mean daily maximum temperature of the hottest month ............................ ........ 83.00 F 
Maximum difference in runway centerline elevation ........................................ 28 feet 
Length of haul for airplanes of more than 60,000 pounds................................ 500 miles 
Dry runways 

RUNWAY LENGTIIS RECOMMENDED FOR AIRPORT DESIGN 

Small airplanes with approach speeds of less than 30 knots ............................... 320 feet 
Small airplanes with approach speeds ofless than 50 knots ............................... 840 feet 
Small airplanes with less than 10 passenger seats 

75 percent of these small airplanes ....................................................... 2600 feet 
95 percent of these small airplanes ....................................................... 3130 feet 
100 percent of these small airplanes ............ .............. .................... ... ..... 3750 feet 

Small airplanes with 10 or more passenger seats ................ .......................... 4240 feet 

Large airplanes of 60,000 pounds or less 
75 percent of these large airplanes at 60 percent useful load ............. .... . ... .... 4960 feet 
75 percent of these large airplanes at 90 percent useful load ................. ..... ... 6550 feet 
100 percent of these large airplanes at 60 percent useful load ....... ................. 5570 feet 
100 percent of these large airplanes at 90 percent useful load ........................ 8190 feet 

Airplanes of more than 60,000 pounds.................................. Approximately 5200 feet 

REFERENCE: AC 150/5325-4A, RUNWAY LENGTII REQUIREMENTS FOR AIRPORT 
DESIGN. 
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AIRPORT CAPACITY AND DELAY DATA 

C = Percent of airplanes over 12,500 Ibs but not over 300,000 Ibs ..................... ...... 10 
D = Percent of airplanes over 300,000 Ibs ........................................................... 0 
Mix Index (C+3D) ................................................................................... 10 
Annual demand ...................................................................................... 46,000 
General aviation operations dominate 

AIRPORT CAPACITY AND DELAY FOR LONG RANGE PLANNING 

Runway-use Capacity 
Configuration 

Ratio of 
Annual 
Demand 
ToASV 

Average 
Delay per 
Aircraft 

Minutes of 
Annual Delay 

(Sketch) (OpS/Hour) (Minutes) (000) 
No. VFR IFR ASV Ratio Low High Low High 

8 394 119 715,000 0.06 0.0 0.0 0 0 
7 295 119 625,000 0.07 0.0 0.0 0 0 
5 295 62 385,000 0.12 0.0 0.1 0 5 
6 295 62 385,000 0.12 0.0 0.1 0 5 
18 301 59 385,000 0.12 0.0 0.1 0 5 
16 295 59 385,000 0.12 0.0 0.1 0 5 
19 264 59 375,000 0.12 0.0 0.1 0 5 
4 197 119 370,000 0.12 0.0 0.1 0 5 
12 197 119 370,000 0.12 0.0 0.1 0 5 
3 197 62 355,000 0.13 0.0 0.1 0 5 
11 197 62 355,000 0.13 0.0 0.1 0 5 
2 197 59 355,000 0.13 0.0 0.1 0 5 
10 197 59 355,000 0.13 0.0 0.1 0 5 
13 197 59 355,000 0.13 0.0 0.1 0 5 
17 197 59 355,000 0.13 0.0 0.1 0 5 
14 150 59 270,000 0.17 0.0 0.1 0 5 
15 132 59 260,000 0.18 0.1 0.1 5 5 
1 98 59 230,000 0.20 0.1 0.1 5 5 
9 98 59 230,000 0.20 0.1 0.1 5 5 

REFERENCE: AC 150/5060-5, AIRPORT CAPACITY AND DELAY, CHAPTER 2. 
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DECLARED DISTANCES 
ARC~n-~GCONnGURATION 

VISUAL APPROACHES 

Aircraft Approach Category B 
Airplane Design Group n (Large Airplanes) 
Runway 16 is visual 
Runway 34 is visual 
Runway 16/34 length ............................................................................ 4600 feet 
Stopway length at the far end of Runway 16 ...................................................... 0 feet 
Stopway length at the far end of Runway 34 ...................................................... 0 feet 
Clearway length at the far end of Runway 16 .................................................... 0 feet 
Clearway length at the far end of Runway 34 ................................................ .. .. 0 feet 
Runway safety area length beyond the far end of Runway 16 ............................... 300 feet 
Runway safety area length beyond the far end of Runway 34 .............................. 300 feet 
Object free area length beyond the far end of Runway 16 ................................... 600 feet 
Object free area length beyond the far end of Runway 34 ................................... 600 feet 
Distance from approach end of Runway 16 to the threshold ................................. 698 feet 
Distance from approach end of Runway 34 to the threshold ................................. 371 feet 
Distance from start end of Runway 16 to the start of takeoff .................................. 0 feet 
Distance from start end of Runway 34 to the start of takeoff. .................................. 0 feet 
Distance from far end of Runway 16 to the start of clearway ............................ .. ... 0 feet 
Distance from far end of Runway 34 to the start of clearway ................................ 0 feet 
Distance from far end of Runway 16 to the start of departure RPZ .. •..................... 200 feet 
Distance from far end of Runway 34 to the start of departure RPZ ........................ 200 feet 

DECLARED DISTANCES 

Takeoff run available (TORA) 
Takeoff distance available (TODA) 
Accelerate-stop distance available (ASDA) 
Landing distance available (LDA) 

Runway 16 (feet) Runway 34 (feet) 

4600 
4600 
4600 
3902 

4600 
4600 
4600 
4229 

REFERENCE: AC 150/5300-13, AIRPORT DESIGN, APPENDIX 14. 
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DECLARED DISfANCES 
ARC B-n -NON-PRECISION INSTRUMENT APPROACH 

Aircraft Approach Category B 
Airplane Design Group II (Large Airplanes) 
Runway 16 is nonprecision instrument > 314-statute mile 
Runway 34 is visual 
Runway 16/34 length .... . .........• ...................... . ...................•........ . ........ .4600 feet 
Stopway length at the far end of Runway 16 ... . .......... . .......... . .. . ...... . .. ..• .... . . .. .. . . . 0 feet 
Stopway length at the far end of Runway 34 .......... . .............. ........... . ..... . ............ 0 feet 
Clearway length at the far end of Runway 16 ........ . ..•.......... ... .................•.......... 0 feet 
Clearway length at the far end of Runway 34 ..... . .. . '.' .......•..... . ............ . ............... 0 feet 
Runway safety area length beyond the far end of Runway 16 ... .. ......... .. . . .. . .. . ........ 300 feet 
Runway safety area length beyond the far end of Runway 34 ... .. .... . ...... . . . .. . ......... 300 feet 
Object free area length beyond the far end of Runway 16 _ ..... . . . .......................... 600 feet 
Object free area length beyond the far end of Runway 34 ....................... . ........... 600 feet 
Distance from approach end of Runway 16 to the threshold .................. .. ............. 698 feet 
Distance from approach end of Runway 34 to the threshold ....................... .. ....... 371 feet 
Distance from start end of Runway 16 to the start of takeoff ....................... . .......... 0 feet 
Distance from start end of Runway 34 to the start of takeoff ................... .. ............. 0 feet 
Distance from far end of Runway 16 to the start of clearway ..... .. ............. .. ........... 0 feet 
Distance from far end of Runway 34 to the start of clearway ................................. 0 feet 
Distance from far end of Runway 16 to the start of departure RPZ ......................... 200 feet 
Distance from far end of Runway 34 to the start of departure RPZ ............. ........... 200 feet 

DECLARED DISTANCES 

Takeoff run available (TORA) 
Takeoff distance available (TODA) 
Accelerate-stop distance available (ASDA) 
Landing distance available (LDA) 

Runway 16 (feet) Runway 34 (feet) 

4600 
4600 
4600 
3902 

4600 
4600 
4600 
4229 

REFERENCE: AC 150/5300-13, AIRPORT DESIGN, APPENDIX 14. 
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AIRPORT DESIGN STANDARDS 
ARC B-ll - SMALL AIRCRAFl' - VISUAL APPROACHFS 

Aircraft Approach Category B 
AiJplane Design Group n (Small AiJplanes) 
AiJplane \Ving~ ..•................... . . .• ................•............•.................... )r8.~ feet 
Primary runway end is visual 
Other runway end is visual 
AiJplane undercarriage width (1.15 x main gear track) ....................... . . .. ....... 9.00 feet 

RUNWAY AND TAXIWAY WIDTII AND CLEARANCE STANDARD DIMENSIONS 

Runway centerline to parallel runway centerline simultaneous operations when wake turbulence 
is not treated as a factor: 

Aixplane Groupl ARC 

VFR operations ........................ . ... ... .. . ..... . .................................... . .. .. ... )rOO feet 
VFR operations with intervening taxiway ...............•...........•.•....... . .... .. . .... ... )rOO feet 
VFR operations with two intervening taxiways .•.............................. . . . . . .. . . . ...... )rOO feet 
IFR approach and departure with approach to near threshold ............... .. .. . ......... 2500 feet 

less 100ft for each 500 ft of threshold stagger to a minimum of 1000 ft. 

Runway centerline to parallel runway centerline simultaneous operations when wake turbulence 
is a factor: 

VFR operations .. .. . . ..... . .. . ..... . ... . . . .. ... . . . . .. . ..... . ........ . .. .... .. . ... . . ..... . ....... . . 2500 feet 
IFR departures .. . .. . .. . .. . ........... . ..... . . . .. . ........ . .. . .. •........................ ..... .... . 2500 feet 
IFR approach and departure with approach to near threshold ........ •. . ......... .. ........ 2500 feet 
IFR approach and departure with approach to far threshold .•.......... . .... . . . .. . . . . . . .. . 2500 feet 

plus 100 feet for each 500 feet of threshold stagger 
IFR approaches ....................................................•.•............... . ............. 3400 feet 

Runway centerline to parallel taxiway/taxi1ane centerline ....................... . . . 164.4 
Runway centerline to edge of aircraft parking ....................................... 250.0 
Taxiway centerline to parallel taxiway/taxi1ane centerline ......•................ • 104.8 
Taxiway centerline to fixed or movable object ....................................... . 65.3 
Taxi1ane centerline to parallel taxi1ane centerline ........................ .. ........... 96.9 
Taxi1ane centerline to fixed or movable object .. .. ................ .. ................. 5)r.4 

Runway protection zone at the primary runway end: 
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Length ...............................•.•......................................................... 1000 feet 
Width 200 feet from runway end ....••................•..............•...................... 250 feet 
Width 1200 feet from runway end ............................................................ 450 feet 

Runway prolection zone at other runway end: 

Length ...............................................................•......•.................... 1000 feet 
Width 200 feet from runway end ............ ..... .....•............... ...................... 250 feet 
Width 1200 feet from runway end ............................................................ 450 feet 

Departure runway prolection zone: 

Length ...................................................................... . ................... . 1000 feet 
Width 200 feet from the far end of TORA .. ...... ........................................ . 250 feet 
Width 1200 feet from the far end of TORA ... .. ..................... .. .................... 450 feet 

Runway obstacle free zone (OFZ) width .......... .. ................. . .. . ........ . .... 250.0 250 feet 
Runway obstacle free zone length beyond each runway end .....•.......•.... ..... . ..... .. .. 200 feet 
Approach obstacle free zone width ................. •... ..........•.......... ....•...... 250.0 250 feet 
Approach obstacle free zone length beyond approach light system ..•... ................... 200 feet 
Approach obstacle free zone slope from 200 feet beyond threshold ..................... ..• .. . 50: 1 
Inner-transitional surface obstacle free zone slope ..............................•................... 0: 1 

Runway width ........ . .... ...... . ....... ... . .. . ..... .... ...... . ..... .. .......... . .. . .. . .. . ........... 75 feet 
Runway shoulder width ............................................................................ 10 feet 
Runway blast pad width ... ... ................. .......................... ...... . .. . ................ 95 feet 
Runway blast pad length ..... ..... ................ ....... ................... ... ................... 150 feet 
Runway safety area width ..... ... ................... ...... .................. .. ................... 150 feet 
Runway safety area length beyond each runway end 

or stopway end, whichever is greater ......... . ........................... . .. ............ ..... 300 feet 
Runway object free area width ..................... ..... .. ......... . ..... . .. . ..... ............•. . 500 feet 
Runway object free area length beyond each runway end 

or stopway end, whichever is greater ..•.................................................... .. 600 feet 
Clearway width ............... ... .............................................•..................... 500 feet 
Stopway width .......................................... ... .......................................... 75 feet 

Taxiway width .... . .. . ... . ....... .. ...... ..... ... .. ............ ............... ... ........... 24.0 35 feet 
Taxiway edge safety margin ......... . ........................ •.. •.....•.. . .......... ..... ... ..... 7.5 feet 
Taxiway shoulder width ..................•......... ... ...........•......... •....................... . 10 feet 
Taxiway safety area width ..... ... ................ . .. ... .................... ............. 79.0 79 feet 
Taxiway object free area width . ...•..........••.................•...................... 130.6 131 feet 
Taxilane object free area width .. . ................ .. .... ............................... 114.8 115 feet 
Taxiway wingtip clearance . ... .................... . ....... .................... . ......... 25.8 26 feet 
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Taxilane wingtip clearance .. . ....................... . .............•...... . ................. 17.9 18 feet 

Threshold surface at primary runway end: 

Distance out from threshold to start of surface . . .. . .. . .... . ........ . ..... . ......... . . . ... . ....... 0 feet 
Width of surface at start of trapezoidal section ....... . ..............•.. . ................... .. . 250 feet 
Width of surface at end of trapezoidal section ................................................. 700 feet 
Length of trapezoidal section . .. . ................ . . . .................... . ... . ................... 2250 feet 
Length of rectangular section .................. . ...•........................................... 2750 feet 
Slope of surface ... . ... . .. . ..... . ...................... .. ...... . ................. ...... . .................. 20: 1 

Threshold surface at other runway end: 

Distance out from threshold to start of surface .. . ................... . ...................... . .... 0 feet 
Width of surface at start of trapezoidal section ..... . .. . ................ . .................. .. . . 250 feet 
Width of surface at end of trapezoidal section .. .. . . ......... . ... .. .. . . . . . ................ . .... 700 feet 
Length of trapezoidal section . . . .. .... . ........ . . . . .. .. . ..... . ..... . .. . .. . ... .. ..... .... ....... 2250 feet 
Length of rectangular section ....... .. ...... . ................................................... 2750 feet 
Slope of surface ................. . ...................... .. . . .................. .. ................ . .... .. .. 20: 1 

REFERENCE: AC 15015300-13, AIRPORT DESIGN. 
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AIRPORT DESIGN STANDARDS 
ARC B-ll - LARGE AIRCRAFT - VISUAL APPROACHES 

Aircraft Approach Category B 
Airplane Design Group n (Large Airplanes) 
Airplane wingspan .................•........................................................... 78.99 feet 
Primary runway end is visual 
Other runway end is visual 
Airplane undercarriage width (1.15 x main gear tnlCk) .................................... 9.00 feet 
AiJport elevation ..................................... ....... ..................................... 525 feet 

RUNWAY AND TAXlWAY WIDTH AND CLEARANCE STANDARD DIMENSIONS 

Runway centerline to parallel runway centerline simultaneous operations when wake turbulence 
is not treated as a factor: 

VFR operations ........................................................ . ............................ 700 feet 
VFR operations with intervening taxiway .............. .... .................................... 700 feet 
VFR operations with two intervening taxiways ................................................ 700 feet 
IFR approach and departure with approach to near threshold ............................. 2500 feet 

less 100ft. for each 500 ft. of threshold stagger to a minimum of 1 ()()(} ft. 

Runway centerline to parallel runway centerline simultaneous operations when wake turbulence 
is a factor: 

VFR operations ................................................................................... 2500 feet 
IFR departures .................................................................................... 2500 feet 
IFR approach and departure with approach to near threshold 2500 feet 
IFR approach and departure with approach to far threshold ............................... 2500 feet 

plus 100 feet for each 500 feet of threshold stagger. 
IFR approaches .................................................................................... 3400 feet 

Runway centerline to parallel taxiway/taxilane centerline ........................ 239.4 
Runway centerline to edge of aircraft parking ..................................... 250.0 
Taxiway centerline to parallel taxiway/taxilane centerline ........................ 104.8 
Taxiway centerline to fixed or movable object ...................................... 65.3 
Taxilane centerline to parallel taxilane centerline .................................... 96.9 
TaxiJane centerline to fixed or movable object ...................................... 57.4 

Runway protection zone at the primary runway end: 

240 feet 
250 feet 
105 feet 

65.5 feet 
97 feet 

57.5 feet 

Length ............................................................................................. 1 ()()(} feet 
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Width 200 feet from runway end ...... ... ..... . .................. . .. . ........ . ...... . ... .. . ... . 500 feet 
Width 1200 feet from runway end . . .................... . ....................... . .............. 700 feet 

Runway protection zone at other runway end: 

Length ........................•........ •.. . .. ............................•.................... ... .. 1000 feet 
Width 200 feet from runway end .............................................................. 500 feet 
Width 1200 feet from runway end .....................................•............ .. .......... 700 feet 

Departure runway protection zone: 

Length ......................................................•..................... . .... . ............. 1000 feet 
Width 200 feet from the far end of TORA.. ................... . ................. . ............ 500 feet 
Width 1200 feet from the far end of TORA .......... . .... . ................. . .. . ... . .......... 700 feet 

Runway obstacle free zone (OPZ) width ............................................ 400.0 400 feet 
Runway obstacle free zone length beyond each runway end ....................... . ....... 200 feet 
Approach obstacle free zone width........ ..•... ........... ...••..•. ................ 400.0 400 feet 
Approach obstacle free zone length beyond approach light system ........................ 200 feet 
Approach obstacle free zone slope from 200 feet beyond threshold ............ .... ........... 50: 1 
Inner-transitional surface obstacle free zone slope .................................. .. ............... 0: 1 

Runway width ...........•............................................................................ 75 feet 
Runway shoulder width......... ...•............... . ........ ............ ........................... 10 feet 
Runway blast pad width ................... . ..................................... ... .. ... ............ 95 feet 
Runway blast pad length .................................. . ............................ .. . .... .. . 150 feet 
Runway safety area width .................................•........•............................. 150 feet 
Runway safety area length beyond each runway end 

or stopway end, whichever is greater................................ . ...................... 300 feet 
Runway object free area width . . ........... . .................................................... 500 feet 
Runway object free area length beyond each runway end 

or stopway end, whichever is greater ........................................................ 600 feet 
Clearway width .................................•....•.............................................. 500 feet 
Stopway width ..........•...•........................................................................ 75 feet 

Taxiway width •.....•.....•...............•................................................ 24.0 35 feet 
Taxiway edge safety margin ..................................................................... 7.5 feet 
Taxiway shoulder width ............................................................................. 10 feet 
Taxiway safety area width ............................................................ . .. 79.0 79 feet 
Taxiway object free area width ........................................................ 130. 6 131 feet 
Taxilane object free area width ............ . ............................................ 114.8 115 feet 
Taxiway wingtip clearance ............................................................... 25.8 26 feet 
Taxilane wingtip clearance ............................................................... 17.9 18 feet 
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Threshold surface at primary runway end: 

Distance out from threshold to start of surface ................... . ... . .................. . ...... . . 0 feet 
Width of surface at start of trapezoidal section ..................... . . . .......... .. ........... 400 feet 
Width of surface at end of trapezoidal section .... . .. •. .....•..... .•.. . ..•.................... 1000 feet 
Length of trapezoidal section .. . .... ........ . .. . . .. .... .. . . ....... . .. . . •......... . .. . ......... . . 1500 feet 
Length of rectangular section .......... . .......... . .... . ....... . ..... . . . .... . ....... .... ........ 8500 feet 
Slope of surface .. .. . . . . . . . . . . . . .. . . . . . . . . . .. ... .. . .. . . .. . . . . .. . .. .... . . . .. . .... . . . . . . . . . . . . . . .. . ... . . 20: 1 

Threshold surface at other runway end: 

Distance out from threshold to start of surface ..... " . ........... . .. . .......................... 0 feet 
Width of surface at start of trapezoidal section..................................... . .......... 400 feet 
Width of surface at end of trapezoidal section ... . .. .. . ........ , .. " . . . . . . .. . . . . . . . . . . .. ... 1000 feet 
Length of trapezoidal section ............ .. .. . .. ............... . .. ...... .. .. .. ......... ....... . 1500 feet 
Length of rectangular section . . ;................................................... .. .. ... ..... 8500 feet 
Slope of surface . . ........................................................ . ........................... .. 20: 1 

REFERENCE: AC 150/5300-13. AIRPORT DESIGN. 
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AIRPORT DESIGN STANDARDS 
ARC B-n -LARGE AIRCRAFf 

NON-PRECISION INSTRUMENT APPROACHES 
Aircraft Approach Category B 
Airplane Design Group n (Large Airplanes) 
Airplane wingspan ............................................................. .............. 78.99 feet 
Primary runway end is nonprecision instrument > 314-statute mile 
Other runway end is visual 
Airplane undercarriage width (1.15 x main gear track) .................................. 9.00 feet 
Airport elevation ................................................................................. 525 feet 

RUNWAY AND TAXIWAY WIDTIi AND CLEARANCE STANDARD DIMENSIONS 

Runway centerline to parallel runway centerline simultaneous operations when wake turbulence 
is not treated as a factor: 

Airplane Group/ARC 

VFR operations ............ . .......................... .. ... ................................... ..... 700 feet 
VFR operations with intervening taxiway ...................................................... 700 feet 
VFR operations with two intervening taxiways ................................................ 700 feet 
IFR approach and departure with approach to near threshold ........ .... ................. 2500 feet 

less 100 ft for each 500 ft. of threshold stagger to a minimum of 1000 ft. 

Runway centerline to parallel runway centerline simultaneous operations when wake turbulence 
is a factor: 

VFR operations ..............................•...................••....................•.......... 2500 feet 
IFR departures ... ... ............. . ................•..............................................•. 2500 feet 
IFR approach and departure with approach to near threshold ....•........................ 2500 feet 
IFR approach and departure with approach to far threshold ..... ... •.................. .. . 2500 feet 

plus 100 feet for each 500 feet of threshold stagger 
IFR approaches ......................................... . ......................................... 3400 feet 

Runway centerline to parallel taxiway/taxilane centerline ......................... 239.4 
Runway centerline to edge of aircraft parking .. ...................................... 250.0 
Taxiway centerline to parallel taxiway/taxilane centerline ......................... 104.8 
Taxiway centerline to fixed or movable object ...................................... 65.3 
Taxilane centerline to parallel taxilane centerline ..................................... 96.9 
Taxilane centerline to fixed or movable object ...................................... .57.4 

Runway protection zone at the primary runway end: 

B-ll 

240 feet 
250 feet 
105 feet 

65.5 feet 
97 feet 

57.5 feet 



Length ............................................................................................. 1700 feet 
Width 200 feet from runway end .............................................................. 500 feet 
Width 1900 feet from runway end ............................................................ 1010 feet 

Runway protection zone at other runway end: 

Length ............................................................................................. 1000 feet 
Width 200 feet from runway end .............................................................. 500 feet 
Width 1200 feet from runway end .............................................................. 700 feet 

Departure runway protection zone: 

Length............................ ................................................................. 1000 feet 
Width 200 feet from the far end of TORA ...................................... :............. 500 feet 
Width 1200 feet from the far end of TORA ...... .. .......................................... 700 feet 

Runway obstacle free zone (OFZ) width ............................................ 400.0 400 feet 
Runway obstacle free zone length beyond each runway end ................................ 200 feet 
Approach obstacle free zone width ............ .. ..................................... 400.0 400 feet 
Approach obstacle free zone length beyond approach light system ......................... 200 feet 
Approach obstacle free zone slope from 200 feet beyond threshold ........................... 50: 1 
Inner-transitional surface obstacle free zone slope .. .. ............................................. 0: 1 

Runway width ............................................ .. ......................................... 75 feet 
Runway shoulder width ............................................................................ 10 feet 
Runway blast pad width ................................................................ .. ......... 95 feet I 
Runway blast pad length ......................................................................... 150 feet 
Runway safety area width ........................................................................ 150 feet 
Runway safety area length beyond each runway end 

or stopway end, whichever is greater ............................................ .. ........... 300 feet 
Runway object free area width ................................................................... 500 feet 
Runway object free area length beyond each runway end 

or stopway end, whichever is greater ........................................................ 600 feet 
C:l~y width ..................................•........................•......................... 500 feet 
Stopway width ..............•................•.................•................................•.... 75 feet 

Taxiway width . .............. . ................. . ............................................ 24.0 35 feet 
Taxiway edge safety margin ...................................................................... 7.5 feet 
Taxiway shoulder width............................................................................ 10 feet 
Taxiway safety area width ................................................................ 79.0 79 feet 
Taxiway object free area width .............. .. ............ .. ........................ ... 130. 6 131 feet 
Taxilane object free area width .......... .. ............ .... ............................. 114.8 115 feet 
Taxiway wingtip clearance ............................................................ .. 25.8 26 feet 
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Taxilane wingtip clearance ........................................... . .................... 17.9 18 feet 

Threshold surface at primary runway end: 

Distance out from threshold to start of surface .. . .. . . . ..... . .. . . . ........ . .. . ..... . .. .. .. . .. .. ... 0 feet 
Width of surface at start of trapezoidal section ... . ..................... .. ........ . .......... .. . 400 feet 
Width of surface at end of trapezoidal section .. .. ...................... .................... . . .1000 feet 
Length of trapezoidal section ......................... . ...........•........................... .. 1500 feet 
Length of rectangular section . ...........•...............•............... .. ... . ................. 8500 feet 
Slope of surface. .. .. . . .. . . . . . .. . . . . . . .. .. . ... . ... . .. . . . . . . . . . . . . . . . . . . . . ... . .. . .. .. . . . .. . . .. .. . . . . . . . . .. 20: 1 

Threshold surface at other runway end: 

Distance out from threshold to start of surface ....................... ...... ...................... D feet 
Width of surface at start of trapezoidal section . . .. . ................... .. . . .................. 400 feet 
Width of surface at end of trapezoidal section..... .. ................. ... ... ... . ............. 1000 feet 
Length of trapezoidal section ....... . .. . ....... . .. . ........... . ............ •. .. ... . .. ......... . 1500 feet 
Length of rectangular section .... . ..... . .. . .... . ..... •.... . ... . .. . ....... . . .. . .. ......... . ..... 8500 feet 
Slope of surface ......... . ...... . . .. . . .......... •..... .. .. •.............. . . ... •.................... . .... 20: 1 

REFERENCE: AC 15015300-13, AIRPORT DESIGN. 
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Appendix C 
Integrated Noise Model 

Input Cases 



BEGIN. 

SETUP: 

TITLE <ROSEBURG 1995 1115195> 
AIRPORT <ROSEBURG REGIONAL AIRPORT> 

ALTITUDE 525 
TEMPERATURE 83 F 

RUNWAYS 
RW 16-34 0 0 TO 4600 0 

AIRCRAFT: 

TYPES 
AC CNA500 
AC COMlEY 
AC CNA441 
AC BEC58P 
AC GASEPV 
AC GASEPF 

TAKEOFFS BY FREQUENCY: 

TRACK TR1 RWY 34 STRAIGHT 5000 LEFT 180 D 400 
STRAIGHT 40000 

OPER BEC58P STAGE 1 D=0.237 N=O.0l2 
OPER GASEPV STAGE 1 D=0.359 N=0.019 
OPER GASEPF STAGE 1 D=0.937 N=0.049 

TRACK TR2 RWY 34 STRAIGHT 8500 LEFT 180 D 4000 
STRAIGHT 40000 

OPER CNA441 STAGE 1 D=0.291 N=0.015 
OPER BEC58P STAGE 1 D=0.237 N=O.012 
OPER GASEPV STAGE 1 D=0.359 N=0.019 
OPER GASEPF STAGE 1 D=0.937 N=0.049 
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1995 Noise Contours 
Integrated Noise 

Model Input Case 



TRACK TR3 RWY 34 STRAIGHT 7000 RIGHT 20 D 5000 
STRAIGHT 2000 LEFT 20 D 5000 
STRAIGHT 40000 

OPER CNA500 STAGE 1 D=1.249 N=O.066 
OPER COMJET STAGE 1 D=0.106 N=O.OO6 
OPER CNA441 STAGE 1 D=1.164 N=0.061 
OPER BEC58P STAGE 1 D=1.899 N=O.loo 
OPER GASEPV STAGE 1 D=2.873 N=0.151 
OPER GASEPF STAGE 1 D=7.496 N=0.395 

TRACK TR4 RWY 16 STRAIGHT 7000 RIGHT 90 D 4000 
STRAIGHT 40000 

OPER CNA441 STAGE 1 D=0.055 N=0.OO3 
OPER BEC58P STAGE 1 D=0.756 N=0.0234 
OPER GASEPV STAGE 1 D=0.135 N=0.007 
OPER GASEPF STAGE 1 D=0.351 N=0.018 

TRACK TR5 RWY 16 STRAIGHT 7000 RIGHT 20 D 4000 
STRAIGHT 2000 LEFT 20 D 4000 
STRAIGHT 40000 

OPER CNA500 STAGE 1 D=0.312 N=0.016 
OPER COMJET STAGE 1 D=0.027 N=O.OOI 
OPER CNA441 STAGE 1 D=0.073 N=O.OO4 
OPER BEC58P STAGE 1 D=0.119 N=0.OO6 
OPER GASEPV STAGE 1 D=0.180 N=0.009 
OPER GASEPF STAGE 1 D=0.0468 N=0.025 

TRACK TR6 RWY 16 STRAIGHT 7000 LEFT 85 D 4000 
STRAIGHT 40000 

OPER CNA441 STAGE 1 D=0.018 N=O.OOI 
OPER BEC58P STAGE 1 D=0.030 N=O.OO2 
OPER GASEPV STAGE 1 D=0.045 N=0.OO2 
OPER GASEPF STAGE 1 D=0.117 N=0.006 

TRACK TR19 RWY 16 STRAIGHT 7000 LEFT 180 D 4000 
STRAIGHT 40000 

OPER GASEPV STAGE 1 D=0.539 N=0.028 
OPER GASEPF STAGE 1 D=1.405 N=0.074 
OPER BEC58P STAGE 1 D=0.356 N=0.019 
OPER CNA441 STAGE 1 D=0.218 N=O.Oll 
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LANDING BY FREQUENCY: 

TRACK TR8 RWY 34 STRAIGHT 10000 LEFI' 90 D 5000 
STRAIGHT 8000 LEFT 90D 5000 
STRAIGHT 65oo 

OPER CNA441 PROF=STD3D D=1.213 N=0.012 
OPER COMJET PROF=STD3D D=0.089 N=O.ool 
OPER CNA500 PROF=STD3D D=1.042 N=O.Oll 

TRACK TR9 RWY 34 STRAIGHT 10000 LEFI' 20 D 10000 
STRAIGHT 1oo RIGHT 20 D 10000 
STRAIGHT 6000 

OPER CNA441 PROF=STD3D D=0.303 N=0.oo3 
OPER COMJET PROF=STD3D D=0.022 
OPER CNA500 PROF=STD3D D=0.260 N=0.003 

TRACK TRIO RWY 34 STRAIGHT 8000 RIGHT 23 D 5000 
STRAIGHT 7500 LEFT 84 D 5000 
STRAIGHT 7000 LEFT 90 D 4000 
STRAIGHT 3000 LEFT 90 D 4000 
STRAIGHT 6000 

OPER BEC58P PROF=STD3D D=0.119 N=0.006 
OPER GASEPV PROF=STD3D D=0.018 N=O.OO9 
OPER GASEPF PROF=STD3D D=0.468 N=0.025 

TRACK TR11 RWY 34 STRAIGHT 8000 RIGHT 15 D 5000 
STRAIGHT 8000 LEFT 90 D 4000 
STRAIGHT 3000 LEFT 90 D 4000 
STRAIGHT 6000 

OPER BEC58P PROF=STD3D D=1.068 N=0.056 
OPER GASEPV PROF=STD3D D=1.616 N=0.085 
OPER GASEPF PROF=STD3D D=4.216 N=0.222 

TRACK TR12 RWY 34 STRAIGHT 8000 LEFI' 15 D 5000 
STRAIGHT 8000 LEFT 90 D 4000 
STRAIGHT 3000 LEFT 90 D 4000 
STRAIGHT 6000 

OPER BEC58P PROF=STD3D D=2.0802 N=O.064 
OPER GASEPV PROF=STD3D D=1.078 N=0.057 
OPER GASEPF PROF=STD3D D=2.811 N=0.148 

TRACK TR13 RWY 34 STRAIGHT 14000 LEFI' 90 D 4000 
STRAIGHT 7000 LEFI' 90 D 4000 
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STRAIGHT 9500 LEFI' 90 D 4000 
STRAIGHT 3500 LEFI' 90 D 4000 
STRAIGHT 6000 

OPER GASEPV PROF=STD3D D=0.718 N=0.038 
OPER GASEPF PROF=STD3D D=1.874 N=O.099 
OPER BEC58P PROF=STD3D D=0.475 N=0.025 

TRACK TR14 RWY 16 STRAIGHT 8000 RIGHT 10 D 5000 
STRAIGHT 100 LEFI' 10 D 5000 
STRAIGHT 3500 

OPER CNA500 PROF=STD3D D=0.260 N=0.003 
OPER COMJET PROF=STD3D D=0.022 
OPER CNA441 PROF=STD3D D=0.303 N=0.003 
OPER BEC58P PROF=STD3D D=0.356 N=0.019 
OPER GASEPV PROF=STD3D D=0.431 N=0.023 
OPER GASEPF PROF=STD3D D=1.405 N=0.074 

TRACK TR15 RWY 16 STRAIGHT 1000 LEFI' 90 D 5000 
STRAIGHT 5500 LEFI' 90 D 5000 
STRAIGHT 2500 LEFI' 90 D 4000 
STRAIGHT 3500 

OPER GASEPV PROF=STD3D D=0.431 N=0.006 
OPER GASEPF PROF=STD3D D=0.351 N=0.018 
OPER BEC58P PROF=STD3D D=0.089 N=0.005 

TRACK TR16 RWY 16 STRAIGHT 15000 LEFI' 90 D 5000 
STRAIGHT 2500 LEFI' 90 D 4000 
STRAIGHT 3500 

OPER GASEPV PROF=STD3D D=0.18 N=O.OO9 
OPER GASEPF PROF=STD3D D=0.586 N=0.031 
OPER BEC58P PROF=STD3D D=0.148 N=0.008 
OPER CNA441 PROF=STD3D D=0.076 N=O.OOl 
OPER COMJET PROF=STD3D D=0.006 
OPER CNA500 PROF=STD3D D=0.065 N=O.OOl 

TOUCHNGOS BY FREQUENCY: 

TRACK TR17 RWY 34 STRAIGHT 7000 LEFI' 90 D 2500 
STRAIGHT 2500 LEFI' 90 D 2500 
STRAIGHT 10500 LEFI' 90 D 2500 
STRAIGHT 2500 LEFI' 90 D 2500 
STRAIGHT 3500 

OPER GASEPV STAGE 1 PROF=STD3D D=7.410 N=0.151 
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OPER GASEPF STAGE 1 PROF=STD3D D=19.332 N=0.395 
OPER BEC58P STAGE 1 PROF=STD3D D=0.0258 N=0.OO5 

TRACK TR18 RWY 16 STRAIGHT 9000 LEFT 90 D 2500 
STRAIGHT 3000 LEFT 90 D 2500 
STRAIGHT 12500 LEFT 90 D 2500 
STRAIGHT 3000 LEFT 90 D 2500 
STRAIGHT 3500 

OPER GASEPV STAGE 1 
OPER GASEPF STAGE 1 
OPER BEC58P STAGE 1 

PROF=STD3D D=1.853 
PROF=STD3D D=4.833 
PROF=STD3D D=O.064 

PROCESSES: 

CONTOUR LDN AT 55 60 65 70 75 
wrrn TOLERANCE = 1 
REFlNE=6 
XSTART=-I0000 
YSTART=-I0000 
XSTOP=I0000 
YSTOP=I0000 
PLOT 

END. 
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BEGIN. 

SETUP: 

TITLE <ROSEBURG 2014 2/8/95> 
AIRPORT <ROSEBURG REGIONAL AIRPORT> 

ALTITUDE 525 
TEMPERATURE 83 F 

RUNWAYS 
RW 16-34 0 0 DT 500 TO 4600 0 DT 371 

AIRCRAFT: 

TYPES 
AC CNA500 
AC COMJET 
AC CNA441 
ACBEC58P 
AC GASEPY 
AC GASEPF 

TAKEOFFS BY FREQUENCY: 

TRACK TR1 RWY 34 STRAIGHT 5000 LEFT 180 D 4000 
STRAIGHT 40000 

OPER BEC58P STAGE 1 D=0.363 N=0.019 
OPER GASEPY STAGE 1 D=0.549 N=0.029 
OPER GASEPF STAGE 1 D=1.433 N=0.075 

TRACK TR2 RWY 34 STRAIGHT 8500 LEFT 180 D 4000 
STRAIGHT 40000 

OPER CNA441 STAGE 1 D=0.455 N=0.023 
OPER BEC58P STAGE 1 D=0.363 N=0.019 
OPER GASEPY STAGE 1 D=0.549 N=0.029 
OPER GASEPF STAGE 1 D=1.433 N=0.075 
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TRACK TR3 RWY 34 STRAIGHT 7000 RIGHT 20 D 5000 
S~GHT2oooLEFT20D5ooo 

S~GHT40000 

OPER CNA500 STAGE 1 D=1.911 N=O. I01 
OPER COMJET STAGE 1 D=0.162 N=O.OO9 
OPER CNA441 STAGE 1 D=1.781 N=0.094 
OPER BEC58P STAGE 1 D=2.904 N=0.153 
OPER GASEPV STAGE 1 D=4.395 N=0.231 
OPER GASEPF STAGE 1 D=11.465 N=0.603 

TRACK TR4 RWY 16 S~GHT 7000 RIGHT 90 D 4000 
S~GHT40000 

OPER CNA441 STAGE 1 D=0.083 N=O.OO4 
OPER BEC58P STAGE 1 D=0.136 N=0.007 
OPER GASEPV STAGE 1 D=0.206 N=O.Oll 
OPER GASEPF STAGE 1 D=0.537 N=0.026 

TRACK TR5 RWY 16 S~GHT 7000 RIGHT 20 D 4000 
S~GHT 2000 LEFT 20 D 4000 
S~GHT40ooo 

OPER CNA500 STAGE 1 D=0.478 N=0.025 
OPER COMJET STAGE 1 D=0.041 N=0.002 
OPER CNA44I STAGE 1 D=O.llI N=O.OO6 
OPER BEC58P STAGE 1 D=0.I82 N=O.OIO 
OPER GASEPV STAGE 1 D=0.275 N=0.014 
OPER GASEPF STAGE 1 D=0.717 N=0.038 

TRACK TR6 RWY 16 STRAIGHT 7000 LEFT 85 D 4000 
STRAIGHT 40000 

OPER CNA44I STAGE 1 D=0.028 N=O.OOI 
OPER BEC58P STAGE 1 D=0.045 N=O.OO2 
OPER GASEPV STAGE 1 D=0.069 N=O.OO4 
OPER GASEPF STAGE 1 D=0.I79 N=O.OO9 

TRACK TRI9 RWY 16 S~GHT 7000 LEFT 180 D 4000 
S~GHT40000 

OPER GASEPV STAGE 1 D=0.824 N=0.043 
OPER GASEPF STAGE 1 D=2.I50 N=0.1l3 
OPER BEC58P STAGE 1 D=0.545 N=0.029 
OPER CNA44I STAGE 1 D=0.334 N=0.029 
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LANDING BY FREQUENCY: 

TRACK TR8 RWY 34 STRAIGHT 10000 LEFf 90 D 5000 
STRAIGHT 8000 LEFI' 90 D 5000 
STRAIGHT 6500 

OPER CNA441 PROF=STD3D D=1.856 N=0.019 
OPER COMJET PROF=STD3D D=0.135 N=O.OOl 
OPER CNA500 PROF=STD3D D=1.593 N=0.016 

TRACK TR9 RWY 34 STRAIGHT 10000 LEFf 20 D 10000 
STRAIGHT 100 RIGHT 20 D 10000 
STRAIGHT 6000 

OPER CNA441 PROF=STD3D D=0.464 N=0.005 
OPER COMJET PROF=STD3D D=0.034 
OPER CNA500 PROF=STD3D D=0.398 N=O.OO4 

TRACK TRIO RWY 34 STRAIGHT 8000 RIGHT 23 D 5000 
STRAIGHT 7500 LEFf 84 D 5000 
STRAIGHT 7000 LEFI' 90 D 4000 
STRAIGHT 3000LEFI'90D 4000 
STRAIGHT 6000 

OPER BEC58P PROF=STD3D D=0.185 N=O.OlO 
OPER GASEPY PROF=STD3D D=0.275 N=0.014 
OPER GASEPF PROF=STD3D D=0.717 N=0.038 

TRACK TRl1 RWY 34 STRAIGHT 8000 RIGHT 15 D 5000 
STRAIGHT 8000 LEFI' 90 D 4000 
STRAIGHT 3000 LEFI' 90 D 4000 
STRAIGHT 6000 

OPER BEC58P PROF=STD3D D=1.634 N=0.086 
OPER GASEPY PROF=STD3D D=2.472 N=0.130 
OPER GASEPF PROF=STD3D D=6.449 N=O.339 

TRACK TR12 RWY 34 STRAIGHT 8000 LEFI' 15 D 5000 
STRAIGHT 8000 LEFI' 90 D 4000 
STRAIGHT 3000 LEFI' 90 D 4000 
STRAIGHT 6000 

OPER BEC58P PROF=STD3D D=1.089 N=0.057 
OPER GASEPY PROF=STD3D D=1.648 N=0.067 
OPER GASEPF PROF=STD3D D=4.299 N=0.226 

TRACK TR13 RWY 34 STRAIGHT 14000 LEFI' 90 D 4000 
STRAIGHT 7000 LEFI' 90 D 4000 
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STRAIGHT 9500 LEFT 90 D 4000 
STRAIGHT 3500 LEFT 90 D 4000 
STRAIGHT 6000 

OPER GASEPV PROF=STD3D D=1.099 N=0.058 
OPER GASEPF PROF=STD3D D=2.866 N=0.151 
OPER BEC58P PROF=STD3D D=0.726 N=0.038 

TRACK TR14 RWY 16 STRAIGHT 8000 RIGHT 10 D 5000 
STRAIGHT 100 LEFT 10 D 5000 
STRAIGHT 3500 

OPER CNA500 PROF=STD3D D=0.398 N=O.OO4 
OPER COMJET PROF=STD3D D=0.034 
OPER CNA441 PROF=STD3D D=0.464 N=0.005 
OPER BEC58P PROF=STD3D D=0.545 N=0.029 
OPER GASEPV PROF=STD3D D=0.659 N=0.035 
OPER GASEPF PROF=STD3D D=2.150 N=0.113 

TRACK TR15 RWY 16 STRAIGHT 1000 LEFT 90 D 5000 
STRAIGHT 5500 LEFT 90 D 5000 
STRAIGHT 2500 LEFT 90 D 4000 
STRAIGHT 3500 

OPER GASEPV PROF=STD3D D=0.165 N=O.OO9 
OPER GASEPF PROF=STD3D D=0.537 N=0.028 
OPER BEC58P PROF=STD3D D=0.136 N=0.007 

TRACK TR16 RWY 16 STRAIGHT 15000 LEFT 90 D 5000 
STRAIGHT 2500 LEFT 90 D 4000 
STRAIGHT 3500 

OPER GASEPV PROF=STD3D D=0.275 N=O.014 
OPER GASEPF PROF=STD3D D=0.896 N=0.D47 
OPER BEC58P PROF=STD3D D=0.227 N=0.012 
OPER CNA441 PROF=STD3D D=0.116 N=O.001 
OPER COMJET PROF=STD3D D=0.008 
OPER CNA500 PROF=STD3D D=0.1oo N=0.001 

TOUCHNGOS BY FREQUENCY: 

TRACK TR17 RWY 34 STRAIGHT 7000 LEFT 90 D 2500 
STRAIGHT 2500 LEFT 90 D 2500 
STRAIGHT 10500 LEFT 90 D 2500 
STRAIGHT 2500 LEFT 90 D 2500 
STRAIGHT 3500 

OPER GASEPV STAGE 1 PROF=STD3D D=11.334 N=0.231 
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OPERGASEPF 
OPERBEC58P 

STAGE 1 PROF=STD3D D=29.567 N=0.603 
STAGE 1 PROF=STD3D D=0.394 N=0.008 

TRACK TR18 RWY 16 STRAIGHT 9000 LEFT 90 D 2500 
STRAIGHT 3000 LEFT 90 D 2500 
STRAIGHT 12500 LEFT 90 D 2500 
STRAIGHT 3000 LEFT 90 D 2500 
STRAIGHT 3500 

OPER GASEPV STAGE 1 
OPER GASEPF STAGE 1 
OPER BEC58P STAGE 1 

PROF=STD3D D=2.833 
PROF=STD3D D=7.392 
PROF=STD3D D=0.099 

PROCESSES: 

CONTOUR LDN AT 55 60 65 70 75 
WITH TOLERANCE=2 
REFINE = 6 
XSTART=-1OO00 
YSTART=-lOooO 
XSTOP=I0000 
YSTOP=10000 
PLOT 

END. 
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Appendix D 
Glossary of Aviation Terms 



Glossary of Aviation Terms 

Active Aircraft - Aircraft registered with the FAA and reported to have flown during the 
preceding calendar year. 

ADO - Airports District Office. The "local" office of the FAA which coordinates planning and 
construction projects. Staff in the ADO are typically assigned to a particular state - ie: Oregon, 
Idaho, or Washington. The ADO for Oregon, Washington, and Idaho is located in Renton 
Washington. 

AlP Funds - AlP stands for Airport Improvement Funds and is an FAA program which pays 
90% of eligible airport improvement projects. The local sponsor of the project (ie: airport owner) 
has to come up with the remaining 10% known as the "match". 

Air Taxi - Operations of aircraft "for hire" for specific trips, commonly referred to an aircraft 
available for charter. 

AIrcraft Approach Category - A grouping of aircraft based how fast they come in for landing. 
As a rule of thumb, slower approach speeds mean smaller airport dimensions, faster speeds mean 
larger dimensions from runway widths to the separation between runways and taxiways. 

The aircraft approach categories are: 

Category A - Speed less than 91 knots; 
Category B - Speed 91 knots or more but less than 121 knots; 
Category C - Speed 121 knots or more but less than 141 knots; 
Category D - Speed 141 knots or more but less than 166 knots; and, 
Category E - Speed 166 knots or more. 

Airplane Design Group - A grouping of airplanes based on wingspan. As with Approach 
Category, the wider the wingspan, the bigger the aircraft is, the more room it takes up for 
operating on an airport. The Airplane Design Groups are: 

Group I: 
Group II: 
Group ill: 
Group IV: 
Group V: 
Group VI: 

Up to, but not including 49 feet 
49 feet up to, but not including 79 feet 
79 feet up to, but not including 118 feet 
118 feet up to, but not including 171 feet 
171 feet up to, but not including 214 feet 
214 feet up to, but not including 262 feet 
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Hangar Queen - An airplane which is seldom flown spending most of its time in an aircraft 
hangar - may be highly polished and well maintained. 

Hangar Flying - A situation in which pilots or aviation enthusiasts gather to talk about flying. 
Mayor may not be in a hangar. Exploits discussed mayor may not be grounded in truth (can be 
somewhat akin to telling fish stories). I 
HIRL - High Intensity Runway Lights. High intensity (ie: very bright) lights are used on 
instrument runways where landings are made in foggy weather. The bright runway lights help 
pilots to see the runway when visibility is poor. 

Home Built Aircraft - An aircraft built by an amateur as opposed to an FAA Certified factory 
built aircraft. 

Horizontal Surface - One of the FAR Part 77 Imaginary (invisible) Surfaces. The horizontal 
surface is an imaginary flat surface 150 feet above the established airport elevation, the perimeter 
of which is constructed by swinging arcs (circles) with a radius of 5,000 feet for all runways 
designated as utility or general; and 10,000 feet for all other runways from the center of each end 
of the primary surface and connecting the adjacent arc by straight lines. The resulting shape looks 
like a football stadium - and could also be described as a rectangle with half circles on each end 
with the runway in the middle. 

IFR (Instrument Flight Rules) - IFR refers to the set of rules pilots must follow when they are 
flying in bad weather. Pilots are required to follow these rules when operating in controlled 
airspace with visibility (ability to see in front of themselves) of less than three miles and/or ceiling 
(a layer of clouds) lower than 1,000 feet. 

ILS (Instrument Landing System) - An ILS is a system used to guide a plane in for a landing 
in bad weather. Sometimes referred to as a precision instrument approach, it is m designed to 
provide an exact approach path for alignment and descent of aircraft. Generally consists of a 
l()C<lli:rer, glide slope, outer marker, middle marker, and approach lights. This type of precision 
instrument system is being replaced by Microwave Landing Systems (MLS). 

Instrument Runway - A runway equipped with systems to help a pilot land in bad weather. 

Itinerant Operation - All aircraft operations at an airport other than local, ie: flights which come 
in from another airport. 

Landing Area - That part of the movement area intended for the landing and takeoff of aircraft. 

Large Aircraft - An aircraft which weights more than 12,500 lbs. 

Ldn - Day-night sound levels, a method of measuring noise exposure. 
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Local Operation - Aircraft operation in the traffic pattern or within sight of the tower, or aircraft 
known to be departing or arriving from flight in local practice areas, or aircraft executing practice 
instrument approaches at the airport. 

WRAN C - A navigation system using land based radio signals which allows a person to tell 
where they are and how fast they are moving, but not how high you are off the ground. (See 
GPS) 

MAIBR - Medium-intensity Approach Lighting System with Runway alignment indicator lights. 
An airport lighting facility which provides visual guidance to landing aircraft. 

Minimums - Weather condition requirements established for a particular operation or type of 
operation. 

MIRL - Medium Intensity Runway Lights. Runway lights which are not as intense as HIRL's 
(high intensity runway lights) . Typical at medium and smaller airports which do not have 
sophisticated instrument landing systems requiring operations in fog. 

MLS - Microwave Landing System. An instrument landing system operating in the microwave 
spectrum which provides lateral and vertical guidance to aircraft with compatible equipment, and 
also sometimes referred to at the Mythical Landing System. 

Movement Area - The runways, taxiways and other areas of the airport used for taxiing, takeoff 
and landing of aircraft, ie: aircraft movement. 

MSL - Elevation above Mean Sea Level. 

Navigational Aid (Navaid) - Any visual or electronic device which helps a pilot navigate. Can 
be for use to land at an airport or for traveling from point A to point B. 

NDB - Non-Directional Beacon which transmits a signal on which a pilot may "home" using 
equipment installed in the aircraft. 

Non-Precision Instrument Approach - A non-precision instrument approach provides guidance 
to pilots trying to land in bad weather. It does not provide the 'precision' guidance of an 
precision instrument approachl 

OAS - Oregon Aeronautics Section. 

Obstruction - An object (tree, house, road, phone pole, etc) which penetrates an imaginary 
surface described in FAR Part 77. 
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PAP! - Precision Approach Path Indicator. A system of lights located by the approach end of 
a runway which provides visual approach slope guidance to aircraft during approach to landing. 
The lights typically show green if a pilot is on the correct flight path, and tum red of a pilot is too 
low. 

PIR - Precision Instrument Runway. A runway served by a ·precision" instrument approach 
landing system. The precision landing systems allows property equipped airplanes and trained 
pilots to land in bad weather. 

Precision Instrument Approach - A precision instrument approach is a system which helps guide 
pilots in for a landing in thick fog and provides "precise" guidance as opposed to a non-precision 
approach which is less precise. 

Primary Surface - One of the FAR Part 77 Imaginary Surfaces, the primary surface is centered 
on top of the runway and extends 200 feet beyond each end. The width is from 250' to 1,000' 
wide depending upon the type of airplanes using the runway. 

REll.s - Runway End Identifier Lights. These are distinctive flashing lights which help a pilot 
identify the runway. 

Rotorcraft - A helicopter. 

RPZ - Runway Protection Zone - An area off the end of the runway which is intended to be 
clear in case an aircraft lands short of the runway. The size is small for airports serving only 
small airplanes and gets bigger for airports serving large airplanes. The RPZ used to be known 
as a clear zone - which was a good descriptive term because you wanted to keep it clear. 

Segmented Circle - A system of visual indicators designed to show a pilot in the air which 
direction the airplanes fly in the landing pattern at that airport. 

Small Aircraft - An aircraft which weights less than 12,500 Ibs. 

Tie down - A place where an aircraft is parked and "tied down". Can be grass or pavement. 

T-Hangar - An aircraft storage hangars which resembles the shape of a "T". 

Transitional Surfaces - One of the FAR Part 77 Imaginary Surfaces, the transitional surface 
extend outward and upward at right angles to the runway centerline and the extended runway 
centerline at a slope of 7: 1 from the sides of the primary surface and from the sides of the 
approach surfaces. 

Transport Airport - An airport designed and constructed to serve large commercial airliners. 
Portland International and SEATAC are good examples of transport airports. 
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Utility Airport - An airport designed and constructed to serve small planes. Aurora State Airport 
in Oregon, Nampa Airport in Idaho, or Arlington Airport in Washington are examples of utility 
airports. 

VASI- Visual Approach Slope Indicator. A system of lights located by the approach end of a 
runway which provides visual approach slope guidance to aircraft during approach to landing. 
The lights typically show some combination of green and white if a pilot is on the correct flight 
path, and tum red of a pilot is too low. 

War Bird - A military aircraft owned by a civilian. Most typically of World War IT vintage, 
more recently Cold War era fighter jet aircraft from communist block countries. 
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