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The primary objective of an Airport Layout Plan (ALP) Update and associated narrative is to 
develop and maintain a long-term development program which will yield a safe, efficient, 
economical, and environmentally acceptable air transportation facility. The plan should meet 
the goals and needs of the City of Ontario, Malheur County, and the surrounding communities 
by addressing social issues that may influence airfield development. The plan must also satisfy 
federal and state guidelines for the development of Airport Layout Plans and facilities while 
incorporating characteristics unique to the community that the airport serves. Ultimately, the 
Master Plan Update will provide City officials with a comprehensive planning guide for the 
continued development of the aviation facility for the next 20 years. 

It is important to point out that the ALP Update process is a "snap shot in time." In other words, 
this ALP Update is a 20 year plan being developed based on the variables and information 
available regarding the Ontario Municipal Airport today. The update process is one that the FAA 
recommends repeating every 5-10 years, or sooner as necessary. Should significant events 
take place at the Ontario Municipal Airport that drastically change the role of the airport which 
will be discussed in this report, a new planning study to address these changes can and should 
be initiated. 

An Airport Layout Plan provides long-term guidance for airport development during a 
twenty-year planning period based on forecasts of future aviation activities. The resulting 
guidance includes a schedule of financial and construction priorities and identifies funding 
sources for use in paying for airport improvements for the twenty-year planning period. As 
such, it is both a physical and financial plan for use in guiding local decisions relating to 
airport facilities and their potential improvement. 

The plan recommends improvements in accordance with specific FAA criteria taking into 
consideration changes that have occurred in the City of Ontario, Malheur County and at 
the airport over the past five to ten years since the completion of the previous Airport 
Master Plan. During this period, significant changes have been taking place within the 
aviation industry. These changes include a significant shift in general aviation activity, 
both in Oregon and at airports throughout the country. This shift has resulted in increased 
use of general aviation as a transportation tool for businesses. The Federal Aviation 
Administration (FAA) has also implemented significant changes to the Airport Design 
Advisory Circulars that affect the requirements of the Airport Master Plans, Airport Layout 
Plans and related planning documents. 

The Airport Master Plan and Airport Layout Plan focus on basic aeronautical forecasts, 
need and justification for developments and provide a staged plan for implementing 
recommended development. The stated plan typically looks at 0-5 year, 6-10 year, and 
11-20 year planning horizons. The first phase should focus on correcting any existing 
facility deficiencies or violations of standards that can and should be corrected quickly. 
Subsequent phases typically address features needed to accommodate predicted growth 
based on reasonable assumptions. 

This ALP Update is being sponsored by the City of Ontario, who owns and operates the 
Ontario Municipal Airport. Primary Funding for this study is provided by a grant from the 
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Federal Aviation Administration (FAA), Airport Improvement Program representing 95 
\ percent of the study cost. The remaining five percent is funded by a grant from the 

\ I Oregon Department of Aviation and the City of Ontario. Preparation of this plan is being 
carried out with the assistance of the Airport Advisory Committee, airport users, and 
tenants, local officials, and the general public. This planning document is prepared in 
conformance with the requirements of FAA Advisory Circular (A C) 150/5300-13, "Airport 
Design" including Changes 1 through 11, and Advisory Circular 150/5070-68, Airport 
Master Plans. 

Plan Process 

Development of an ALP Update proceeds through a series of specific steps. The planning 
process is briefly summarized as it relates to the Ontario Airport Layout Plan: 

Inventory 

The airport inventry is a collection of information about the existing airport facilities, including 
characteristics of the existing runway and taxiways, airport access, property holdings, airport 
users, airport services, hangars and aircraft parking aprons, population changes, land uses, 
development trends, changes in employment and income and future trends in the study area. 

Aviation Activity Forecasts 

A level of airport activity that can be anticipated at the airport is determined for set intervals in 
the future. Development of aviation activity forcast for the Ontario Municipal Airport provides an 
idea of future levels of aircraft opertions and the types of aircraft that will operate at the airport. 
Forecasts are developed using various mathematical, market share and trend related projection 
techniques to develop a realistic estimate of the future number of based aircraft, type of aircraft, 
and the total number of aircraft operations that should be planned for. 

Facility Requirements Analysis 

This section compares existing airport conditions against what is needed to meet current activity 
levels and the levels of activity forecast for the future. Using this comparison, it is possible to 
identify where there are deficiences or excess capacity in an airport facility. The output of this 
section is a "wish list" of facility improvements that the airport should attempt to provide. 

Airport Alternatives Analysis 

This portion of the ALP Update takes the applicable facility requirements and identifies a 
number of alternatives or options for meeting those needs at the airport. The options 
considered in the alternatives analysis can range from minor alterations to major 
reconfigurations in the airport property and its facilities. The various alternatives 
designated for this project will form the basis for future airport development at the Ontario 
Municipal Airport. 
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Tied to the development of the ALP Update for the Ontario Municipal Airport is the preparation 
of a series of drawings depicting the existing airport and the proposed changes to the airport 
over the next twenty years. This set of drawings is commonly referred to as the Airport Layout 
Plan (ALP). A description of each drawing included in the ALP drawing set for the Ontario 
Municipal Airport is included in Chapter Six along with a complete drawing set. 

Development Plan 

The development plan and the Airport Capital Improvement Program (ACIP) is a key plan for 
airport decision makers. It is a realistic listing of the required projects needed to satisfy the 
facilities requirements including the most viable manner of meeting these needs. The CIP 
includes a cost estimate based on current construction costs for each development. The CIP 
identifies sources of funding and the phasing of the required improvements. The CIP can be 
found in Chapter 5. 
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This chapter discusses the current classification and Airport Reference Code (ARC) of the 
Ontario Municipal Airport, introduces some of the terminology used in ALP Updates, presents a 
brief history of the airport, and summarizes existing facilities and their condition as of August 
2006. 

Geography 

The Ontario Municipal Airport is located in the northeastern corner of Malheur County, Oregon 
near the Oregon/Idaho border. This area is situated on the Snake River near the main 
concentration of irrigated farmland in the county. Soils in the area are primarily river deposited 
silts and sands. The terrain is generally open with gently rolling terraces and upland areas. 
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Climate 

Elevations range from 2130' near the 
Snake River to 2185' at the airport. 
Figure 1-1 shows the general location 
of Ontario. 

The airport is located 3 miles west of 
downtown Ontario on approximately 
480 acres . Access to the airport is 
from 1-84 through the central business 
district and west on SW 41

h Avenue to 
Oregon state highway OR 201. Exit 
37 4 along 1-84 also provides 
additional direct access via the Yturri 
Beltline. The terrain on the north end 
of the airport falls into a small valley 
and then rises to a range of hills. 
Topography is generally flat in all 
other directions around the airport . 
The coordinates of the Airport 
Reference Point are currently 44 
degrees 1 minute 13 seconds north 
latitude and 117 degrees 0 minutes 45 
seconds west longitude. 

The climate of the Ontario area is generally characterized as a dry, temperate zone with cool 
wet winters and warm, dry summers. Significant temperature fluctuation is often experienced 
during the day. The mean annual temperature is approximately 51 o F with a mean monthly 
temperature in January of 2r F and a mean monthly temperature in July of 76° F. The mean 
maximum temperature of the hottest month (July) is approximately 95° F. Precipitation averages 
9.7 inches annually in the form of rain in the spring and summer and snow in the winter months. 
Snow is usually light and melts quickly. The area is also prone to temperature inversions during 
the winter months. The average growing season lasts approximately 144 days. 
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The Ontario Municipal Airport is closed for only a few days per year due to snow accumulation. 
The airport manager is responsible for snow removal using City equipment. The airport has high 
priority for snow removal to limit the time the airport is closed. Local weather reporting for 
aviation is available from the airport Automated Surface Observation System (ASOS) and 
through the Unicom at the Ontario Municipal Airport. There is no historical wind data for the 
Ontario vicinity. Prevailing winds in this region of the Snake River plain are reasonably 
consistent. 

History 

The Ontario Airport has existed at its present location since the 1930's (Figure 1-2). Initially, 
the airfield was privately owned but was transferred to the American Legion and then to the City 
of Ontario in 1933. With City funding and help from the local pilot's association, land was 
cleared in the approximate vicinity of present day Runway 14-32. In the mid-1930's the City 
improved the runway and constructed a simple 10 foot by 10 foot office building that still stands 
today. 

During the period from 1937 through 1938, Casey Jones started Ontario Flight Services as a 
full-time flight training school. From 1939 through 1940 the Civil Pilot Training Program provided 
flight training from the airfield. 

At the onset of World War II in 1941, 
Bessie Halliday leased Ontario Flight 
Service for a flight training school. Ms. 
Halliday relocated her flight school 
inland from the Portland area due to the 
war. The airport also served as a Navy 
flight school. The runways as they 
currently exist date from 1943 when 
they were constructed by the Works 
Progress Administration (WPA) as an 
emergency alternate airport for B-17 
bombers. 

A runway lighting system was installed 
in 1950 and the FAA Weather Bureau 
and Flight Service Station (FSS) was 
relocated from the Weiser area. 

Commercial service came to Ontario 
Municipal airport in the mid-1940's with 
the arrival of Empire Airlines. Through 
the years this company became West 
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FIGURE 1-2 

Coast Airlines and eventually Hughes Air West. Commercial service was discontinued to 
Ontario in the early 1970's. At that time, the FSS and FAA weather stations were closed . 

Private pilot training peaked during the 1970's when the Fixed Base Operator (FBO) enrolled 
around 100 students. By the end of the 1970's and early 1980's interest in private flight training 
waned and enrollment dropped significantly. 
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Runway 6-24 was closed around 1979 in an attempt to reduce airfield maintenance costs. The 
FBO was relocated to its present location about this time. Runway 14-32 was reconstructed in 
the mid-1980's and the segmented circle and wind cone were relocated to their present location. 
Closure of Runway 6-24 allowed development of a 14-acre industrial park to the east. 
Runway 14-32 was overlaid in 1989 and the existing MIRL system was updated. A portion of the 
municipal golf course was relocated to eliminate a displaced threshold of Runway 32. VASis 
were relocated and REILs installed as part of this project. 

In 1990-91 approximately 7.7 acres of the airport industrial park were sold to Ozawa Research 
for a pump manufacturing business. The business is currently operating at this site. 

In 2003, Runway 14-32 and the parallel taxiway received a crack fill and seal coat, the bypass 
taxiway and several hangar taxilanes were reconstructed. In 2005, Taxiway A-1, the centerfield, 
a Runway 14 Holding Apron and Blast Pad were constructed. The "centerfield" at the Ontario 
Municipal Airport is an infield area between the north and south portions of the primary apron. 
This area has been reserved by airport management with the primary purpose of reducing the 
amount of dirt, dust and debris (F.O.D) that has a tendency to be blown around by prop and jet 
wash. This landscaped and well maintained area also brings and aesthetic appeal to the apron 
and airport. It was designed and built with a specific purpose and it is the desire of the airport to 
keep the area intact throughout the planning period. 

Classification and Airport Reference Code- Ontario Municipal Airport 

According to the National Plan of Integrated Airport Systems (NPIAS) and the Oregon Aviation 
Plan, the Ontario Municipal Airport is classified as a core, Category 3 Regional General Aviation 
airport. Based on the aircraft that currently use the airport the current Airport Reference Code 
(ARC) for Ontario Municipal Airport is B-1. 

Table 1-1 lists examples of typical aircraft that generally can be accommodated at an airport 
classified as B-1. The ultimate classification and associated design standards for Ontario 
Municipal Airport will be determined based on forecasts that have been developed as part of 
this study. 

AIRCRAFT 

Beech King Air B100 
Cessna 150 
Piper Cheyenne 

Fleet Mix 

TABLE 1-1 
Typical Aircraft 

APPROACH CATEGORY 
SPEED 
111 KTS B 
55 KTS B 
110 KTS B 

WINGSPAN DESIGN 
GROUP 

45.8' I 
33.3' I 
47.7' I 

An understanding of the current and projected aeronautical activity at an airport is required in 
order to apply procedures for capacity and delay planning. This aeronautical activity is known as 
the fleet mix and is determined following FAA guidelines. Aircraft fleet mix is the relative 
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percentage of operations conducted by each of the four classes of aircraft A, B, C and 0 (Table 
1-2). 

TABLE 1-2 
Aircraft Classifications 

AIRCRAFT DESCRIPTION 
CLASSIFICATION 
Class A Single-engine: 12,500 pounds or less maximum certified takeoff weight 

(MCnN) I 
Class B Multi-engine: 12,500 pounds or less MCnN I 

Class C Large multi-engine: 12,500 to 300,000 pounds MCnN; includes corporate j 

jets 
Class D Heavy multi-engine: 300,000 pounds MCnN or more 

Source: FAA AC 150/5060-5 Capacity Planning Manual 

Airport Reference Code (ARC) 

The ARC is a coding system developed by the FAA that is used to relate airport design criteria 
to the operational and physical characteristics of the aircraft expected to operate at an airport. 
The ARC has two components associated with the design or critical aircraft. The first 
component, depicted by a letter, represents the aircraft approach category and is related to 
aircraft approach speed. The second component, depicted by a Roman numeral, represents the 
aircraft design group and is directly related to aircraft wingspan. In general, aircraft approach 
speed influences runway design criteria and runway related facilities. Aircraft wingspan is 
associated with the dimensions required for taxiway and taxilane wingtip clearance. 
Descriptions of both aircraft approach categories and aircraft design groups are presented in 
Table 1-3. 

TABLE 1-3 
Aircraft Approach Categories* and Design Groups** 

APPROACH APPROACH SPEED DESIGN AIRCRAFT WINGSPAN 
CATEGORY GROUP 
A Less than 91 knots I Up to but not includinq 49 feet 

I 

B 91 knots or more but less II 49 feet up to but not including 79 feet 
than 121 knots 

c 121 knots or more but less Ill 79 feet up to but not including 118 
than 141 knots feet 

0 141 knots or more but less IV 118 feet up to but not including 171 
than 166 knots feet 

E 166 knots or more v 171 feet up to but not including 214 
feet 

VI 214 feet up to but not including 262 
feet 

* An aircraft approach category is a grouping of aircraft based on an approach speed of 1.3 times the stall 
speed of the aircraft at the maximum certified landing weight. 
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**Aircraft design groups are subdivided by the wingspan of the aircraft. The aircraft design group concept 
associates airport dimensional standards with aircraft approach categories, aircraft design groups or to 
runway instrumentation configurations. 

Table 1-4 lists typical aircraft within the A-1 and B-1 or A-ll and B-11 ARC's. The certified 
maximum takeoff weight for each representative aircraft has also been included. The current 
( 1992) Airport Master Plan indicated that the ARC for Runway 14-32 was B-1 with aircraft 
weighing less than 12,500 pounds but predicted changing to B-11 during the planning period as 
more demanding aircraft began to use the airport. For purposes of this study, aircraft in the B-11 
category will be assumed as the design aircraft, or critical aircraft, for Runway 14-32, specifically 
the Raytheon King Air 200. The standards listed above were used as a guide to evaluate the 
existing airfield facilities. Data collected as part of the inventory section will be used to aide in 
identification of the future critical aircraft and to develop the Airport Capital Improvement 
Program (ACIP). 

TABLE 1-4 
Typical Airport Reference Code Aircraft 

A-1 or B-1 ARC Examples: 
Aircraft Approach Speed Wingspan Max Take-Off Weight 
Manufacturer (knots) (feet) (pounds) 
Beech Baron 58P 101 37.8 6,200 
Beech Bonanza V35B 70 33.5 3,400 
Beech King Air B1 00 111 45.9 11 ,799 
Cessna 150 55 33.3 1,670 
Cessna 177 64 35.5 2,500 
Cessna 421 96 41 .1 7,500 
Cessna Citation 1 0 108 47.1 11,850 
Gates Learjet 28/29 120 42.2 15,000 
Mitsubishi MU-2 119 39.1 10,800 
Mitsubishi MU-300 100 43.3 13,890 
Piper Archer II 86 35.0 2,500 
Piper Cheyenne 110 47.6 12,050 
Piper Navajo 100 40.7 6,500 
Rockwell Sabre 40 120 44.4 18,650 
Swearingen Merlin 105 46.3 12,500 
A-ll or B-11 ARC Examples: 
Beech E-18 87 49.2 8,750 
Beech King_ C90-1 100 50.3 9,650 
King Air 200 103 54 .5 12,500 
Beech 1900 120 54.5 15,245 
Cessna 441 100 49.3 9,950 
Cessna Citation II 108 51 .6 13,300 
Cessna Citation Ill 114 50.6 17,000 
Embraer Brasilia 92 64.9 23,800 
Gulfstream I 113 78.5 35,100 

--
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Ontario Municipal Airport is owned and operated by the City of Ontario, Oregon. The Airport 
Manager is selected by the City Manager and is a City employee with responsibility for 
operation and management of the airport. The Airport Manager receives direction from the City 
Manager. The seven member Airport Committee serves in an advisory capacity. The Mayor 
appoints committee members. The Airport Committee and the Airport Manager have formed an 
Airport Layout Plan Advisory Committee for purposes of review and oversight throughout this 
study. 

Existing Airport facilities Description 

The following sections describe the existing facilities at Ontario Municipal Airport. These 
facilities are generally defined as "airside" or "landside". The runway system, associated parallel 
taxiway, aircraft apron and tie-down areas along with any visual or electronic approach 
navigational aids describe the airside facilities. All other facilities located on the airport including 
terminal area and building, aircraft hangars, automobile parking areas, airport support facilities 
and areas and access routes comprise the landside facilities. Figure 1-3 depicts the existing 
airport facilities. 

General 

Land 

The Ontario Municipal Airport currently has 326.93 acres under fee simple ownership based on 
information contained in Exhibit "A" Airport Property Map. 

Airport Pavements 

A Pavement Condition Index (PCI) was completed in 2006 for the Oregon Department of 
Aviation who administered the survey for the Ontario Municipal Airport. Pavement Consultants, 
Inc. performed the PCI field survey in October 2006. 

The 2006 report indicated that PCI's at the airport ranged from a low rating of "failed " with PCI 
numbers ranging from 0 to 10 to a high of "good" with PCI numbers ranging from 55 to 70. 

Runway 14-32 was reported to be "good" with a PCI between 55 to 70. The north half of the 
parallel taxiway had a "fair" rating and the south half rated as "good". Other pavements that 
were reconstructed in 2003 have "excellent" ratings because of the recent construction. These 
pavements include the bypass taxiway, TWBON-01, and six hangar taxilanes including TA 1 ON-
02, TEBON-01, TA30N-01, TA50N-01, TA60N-01 and TA70N-01. Two other hangar taxiways 
on the airport have PCI's that were rated as "very poor" in 2006 with PCI values between 10 and 
25. The two taxilanes contain large areas of alligator cracking indicating partial subgrade failure. 
These two taxilanes will require full depth reconstruction to repair. 

PCI values for apron pavements ranged from ratings of "very poor" to "fair". The western 
portion of the old runway that currently serves as the apron (AO 1 ON-01 and T030N-01) rated 
"fair" in 2006. The old runway/current apron area east of the tied own apron (A01 ON-05) is rated 
"very poor". The apron area indicated in the PCI drawings are not as large as the actual area 
which in reality extends farther to the east. 
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The apron area located south of the old runway/apron (A030N-01) was rated "very poor". This 
pavement is showing extensive amounts of alligatoring and subgrade failure and will need full 
reconstruction to repair. 

Two other apron areas shown on the PCI include an area south of the bypass taxiway (A020N-
01) and another south of the tiedown apron area (A010N-04). Both areas were rated in "fair" 
condition in 2006. Like the other apron areas, these areas have not received seal coating or 
crack filling in the past few years. 

Figure ON-3 depicts the Pavement Condition at Ontario Municipal Airport as of October, 2006. 

Airside Characteristics 

Runway Designations 

Runway numerals are determined from the approach direction to the runway and should be 
equal to one-tenth the magnetic azimuth of the runway centerline, measured in a clockwise 
direction from magnetic north. Although the true bearing of a runway will not change over time, 
the magnetic bearing will change as the location of magnetic north shifts. The magnetic 
declination in the Ontario area is approximately 15 degrees 5 minutes east in 2007. Therefore 
the magnetic bearing for Runway 14-32, based on the magnetic declination for the Ontario area 
is 322° 49' 00". This indicates that the existing numerical runway designation is correct. Table 1-
5 provides a summary of the bearing information for the airport. 

Runway 14-32 

TABLE 1·5 
Runway Bearings 

Runway 14-32 
True Bearing 33r 54' oo" 
Ma_gnetic Variation 15° 05" 00" 
Magnetic Bearing 322° 49' 00" 

Runway 14-32 is 100 feet wide and 5,011 feet long. It has standard non-precision markings in 
good condition. The runway is lighted with Medium Intensity Runway Lighting (MIRL) with 
Runway End Indicator Lights (REIL) on the Runway 32 end. The Runway 14 end has a blast 
pad to reduce dust and debris from blowing onto S.W. 41

h Avenue. The crosswind Runway 6-24 
was marked as closed in 1979 and converted to aircraft tie-down space and taxiways. 

' 

Runway Safety Areas 

The Runway Safety Area (RSA) for a B-1 ARC is 120' wide and extends 240' beyond each 
runway end. The RSA for a B-11 ARC is 150' wide and extends 300' beyond each runway end. 
Both Runway 14 and 32 currently meet ARC B-11 criteria. Runway 14 has been relocated 
approximately 220' to provide for the required RSA. 
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The Runway Object Free Area (ROFA) dimensions at Ontario Municipal airport will 
accommodate a B-11 Airport Reference Code. The dimensions for a B-11 ROFA are 500' wide and 
extend 300' beyond each runway end. The existing runway object free area dimensions on both 
Runway 14 and 32 ends meet these criteria. 

Taxiway 

A full-length 40 foot width parallel taxiway serves the east side of Runway 14-32. The parallel 
taxiway is 240 to 245 feet off the runway centerline and has new retro-reflective markers. Four 
35 foot wide connector taxiways and a 125 foot wide taxiway connects the runway to the apron 
and parallel taxiway. The existing connector taxiways are also provided with retro-reflective 
markers with lighted exit taxiway points at their intersection with the runway. 

Aircraft Parking Apron 

The vast majority of the airport aircraft parking is on the old Runway 6-24 which has been 
transformed into the primary apron area after its closure in 1979. The western portion of this 
pavement area has been more recently overlaid than the more degraded eastern portion and 
therefore functions as the current primary apron area. The primary apron is approximately 
15,400 square yards in area with 31 (or 32) ties downs. There are additional tie down spaces in 
the eastern portion of the old runway/apron but due to insufficient separation for B-11 aircraft, this 
area is not used. Aircraft parking is also available south of the Bypass Taxiway and the primary 
apron. There are approximately 8 (or 9) tie downs available in this area. 

Airfield Lighting 

Runway 14/32 has Medium Intensity Lighting (MIRL). Runway lights and Runway End Identifier 
Lights can be activated by radio by calling CTAF. The parallel taxiway currently does not have 
edge lights but is designated with reflectors. 

NAVAIDS, Radio Communication, and RADAR Coverage 

The Ontario Municipal airport is a non-towered facility. The only aviation communication facility 
associated with the airport is the Aeronautical Advisory Station (UNICOM) broadcast on 
frequency 122.8 MHz. The airport has a Non-Directional Beacon (NOB) located east of Runway 
14-32. It is designated by the three-letter code ONO. Ontario also has GPS instrument 
approach capability. 

The Airport is located within Class G airspace with a ceiling 700 feet above the surface. The 
Boise Air Terminal is located 42 nautical miles southeast of Ontario and is in Class C controlled 
airspace. Figure 1-4 depicts the airspace surrounding Ontario Municipal Airport. 
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A navigational aid (i.e., NAVAID) is defined as a visual or electronic device on the surface or 
airborne that provides point-to-point guidance information on position data to aircraft in flight. A 
VORTAC (VHF Omni-directional Range/Tactical Air Navigation) provides VOR azimuth, TACAN 
Azimuth, and TACAN distance-measuring equipment (DME) at one site. A Non-Directional 
Beacon (NOB) is a low or medium frequency radio transmitter that broadcasts a non-directional 
signal (more specifically an NOB transmits its signal in a pattern that covers all 360 degrees of 
the compass) . Pilots of an aircraft equipped with a receiver can establish bearings to "home-in" 
on the NOB. All radio beacons transmit continuous three-letter identification in codes except the 
compass locators and except during voice transmissions. 

Within the relatively recent past, a new type of instrument approach capability has been 
developed - Global Positioning System or GPS. The United States military orig inally developed 
the Global Positioning System for their use. This system uses a series of satellites stationed in 
permanent orbit above the earth. Using mathematical triangulation, an individual with GPS 
equipment can establish their geographic location anywhere on earth. The Global Positioning 
System has entered the civilian realm, due to its relatively universal coverage, and the minimal 
investment in aircraft instrumentation needed to use GPS capabilities. 

FAR Part 77 and Other FAA Regulations designate non-precision approaches as those using air 
navigation facilities providing only horizontal guidance, or area type navigation equipment, for 
which a straight-in non-precision instrument approach procedure has been approved or 
planned. There are two types of non-precision instrument approaches: 
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The principal difference between these approaches is the circle-to-land approach provides an 
approach to the airport rather than an approach to a specific runway. A straight-in non-precision 
instrument approach provides an approach to a specific runway end. The FAA establishes 
approaches and the procedures that must be flown to use these approaches. The established 
approaches and procedures are published by the FAA in U.S. Terminal Procedures documents 
(a number of private companies also publish these approach procedures for use by pilots). 

The Boise VORT AC is located approximately 40 nautical miles southeast of Ontario Municipal 
Airport. The Meridian NOB is located approximately 32 nautical miles north of the Airport and 
the Ontario NOB is located on the airport. Ontario Municipal Airport has a circling approach 
using the Ontario NOB and a straight-in non-precision GPS approach to Runway 32. 

The types of approaches available at an airport are important in determining the standards used 
for delineating FAR Part 77 Surfaces and other runway geometry guidelines. The airspace 
around Ontario Municipal Airport is traversed by a network of low altitude "Victor" airways, which 
are also shown on the existing area airspace drawing, Figure 1-4. 

Several visual approach aids are currently located on the Airport and available to pilots. These 
include: 

• The rotating beacon located west of and near the midpoint of Runway 14-32 
• A lighted wind cone located west of and near the midpoint of Runway 14-32 
• Visual Approach Slope Indicator (VAS I) near the Runway 32 threshold 
• REILS for Runway 32 

A VASI system is a Visual Glideslope Indicator (VGI) that provides visual descent guidance 
information during the approach to a runway. The VASI glideslope (3° standard) provides safe 
obstruction clearance within a specified trapezoidal area along the extended runway centerline 
from a point 300 feet in front of the touchdown point out to four nautical miles from the runway 
threshold. The system has an effective visual range of three to five miles during the day and up 
to 20 miles or more at night. The standard two-bar VAS I on Runway 32 consists of near and far 
light bars that provide one visual glide path as follows: 

• Above glide path - all lights appear white. 
• Proper glide path- near bars appear white; farther bars appear red. 
• Below glide path -all light bars appear red. 

Wind Indicator 

A mentioned previously, there is one lighted wind indicator located on the airport. This indicator 
is located on the west side of Runway 14-32 near the midpoint. This windsock is situated well 
away from any surrounding buildings and generally provides accurate wind information. The 
windsock and associated segmented circle are in good condition. 
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Meteorological conditions have a direct impact on the operational characteristics of an airport. 
These conditions determine the direction in which aircraft operations may be conducted, the 
frequency of use for each operational configuration and the instrumentation required to assist 
aircraft in landing and departing. 

Local Climate Data 

As previously stated, Ontario has an average annual precipitation of 9. 7 inches. The mean 
maximum temperature for the hottest month (July) is approximately 95° F. 

Runway Wind Data 

Wind direction and speed determine the desired runway alignment and configuration of the 
runway system. Aircraft land and take off into the wind and can tolerate only limited crosswind 
components (the percentage of wind perpendicular to the runway centerline). The ability to land 
and take off in crosswind conditions varies according to pilot proficiency and aircraft type. The 
FAA recommends that airports have runways adequate to provide 95 percent coverage for all 
wind directions and velocities (dependent on the ARC for the critical aircraft). Figure 1-5 depicts 
the wind rose for the Airport. 
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The airport currently has approximately 23 nested T-Hangar or single aircraft hangars. There 
are five multi-aircraft hangars on the airport and four of those are leased by the current FBO. 
The multi-aircraft hangars are of varying sizes. A significant portion of the T-Hangar 
development is nested versions to conserve space. The airport manager's office and the fixed 
based operator office is located in the same building located immediately west of the south end 
of SW 33rct Street. Other aviation related services which operate out of airport buildings include 
two agricultural operations and a city maintenance shop. One agricultural operation is located 
near the airport beacon and the electrical vault building located south of the Bypass taxiway and 
the apron. The other is located north of the apron and east of the FBO Terminal. 

Fuel Facilities 

There is one existing fuel facility located at the Ontario Airport, which is currently owned and 
operated by the FBO. The facility is comprised of one 12,000 gallon above ground tank for Jet 
A and one 6,000 gallon above ground tank for 100 LL aviation gasoline. All of the existing fuel 
facilities are EPA compliant. 

Airport Access 

Primary public access to the airport and directly to the FBO/Terminal building is SW 33rd Street 
which intersects SW 4th Avenue west of OR 201. There are two additional access points on the 
northeast section of the airport. One is immediately east of 33rd Street which intersects SW 4th 
onto the end of the taxi lane that accesses both the airport and the airport maintenance shop. 
The other is Airport Way which is located off OR 201 just south of the current Southeast Hangar 
area. This road provides access to the hangar area and the golf course cart maintenance shop. 
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Airport activity statistics include the tracking of based aircraft and aircraft operations. Based 
aircraft are those aircraft which are stored, and which initiate and terminate their travel activity, 
at a particular airport. An aircraft operation is the activity of an aircraft at a particular airport. A 
take-off, landing, touch-and-go, low pass, simulated approach, and missed approach each 
count as one aircraft operation. As there is no on-field air traffic control tower to provide data, 
airport records and FAA data were used. Data represents years 1995 through 2005, as most 
2006 data was not yet available at time of analysis. However, based aircraft data for 2006 was 
available from airport management, and is included. 

Based Aircraft 

Based aircraft at ONO between 1995 and 2006 are presented in Table 2-1. Figure 2-1 
illustrates the based aircraft trend during this period. According to the FAA Terminal Area 
Forecasts (FAA T AF 2005) and the airport, the based aircraft increased from 52 in 1995 to 82 in 
2006, with no decrease. 

·Table 2-1 
Historic Ba5ed Aircraft 1995-2006 

Year Total 
1995 52 
1996 52 
1997 58 
1998 58 
1999 58 
2000 58 
2001 58 
2002 58 
2003 58 
2004 75 
2005 76 
2006 82 

Source: FAA TAF 2005, Airport Management 
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Historic Based Aircraft 1995-2006 
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Aircraft operations at ONO between 1995 and 2005, as reported in the FAA TAF 2005, are 
presented in Table 2-2. Figure 2-2 illustrates the aircraft operations trend during this period. 
After a decrease in 1996, operations increased until 2000, decreased in 2001 as a result of 
national trends from the events of September 11, 2001, and have increased since. Operations 
over this period range from approximately 15,000 and 16,000. The total operations consist only 
of general aviation operations, as no air carrier/commuter, cargo, or military operations have 
been recorded. 

Itinerant and Local Operations 

General aviation operations are characterized as either local or itinerant. 

Local operations as defined by the FAA are: 

• Operations performed in the local traffic pattern or within sight of an airport 
• Performed by aircraft departing for, or arriving from, flight in local practice areas located 

within a 20-mile radius of an airport 
• Performed by aircraft executing simulated or actual instrument or visual approaches or low 

passes at an airport (touch-and-go operations) 

Itinerant operations are all other operations. The airport's current FAA 5010 Master Record 
indicates that approximately 46 percent of Ontario's annual operations are local traffic with 54 
percent itinerant. Discussions with the airport manager indicate that this split does not seem 
accurate. Per the airport manager, the more realistic split is consistent with accepted 
uncontrolled small general aviation airport activity of 60% local and 40% itinerant. Where 
applicable, this 60%/40% split was utilized throughout the planning period. 

It is important to note the difficulty of tracking aircraft operations and uncontrolled airports such 
as Ontario Municipal. While the State of Oregon Department of Aviation does track airport 
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operations at uncontrolled airports, including Ontario, the counts are not exact. Accepted 
methods in obtaining current operations counts and forecasting future activity have been 
followed throughout this study. In spite of these challenges, both estimated current and forecast 
operations counts do not result in any significant demand based requirements. 

_ ,;: ·• Table 2-2 :• , . 
Historic Aircraft'Operations 199S.-2005 

Year Total 
1995 15,800 
1996 15,400 
1997 15,460 
1998 15,551 
1999 15,644 
2000 15,737 
2001 15,515 
2002 15,608 
2003 15,702 
2004 15,795 
2005 15,889 

Source: FAA TAF 2005 

Figure 2-2 
Historic Aircraft Operations 1995-2005 
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Aircraft Fleet Mix 

The airport's aircraft fleet consists of the types of aircraft using ONO, which is a blend of single, 
multi- and jet engine aircraft. As previously mentioned, since ONO is not a towered airport, the 
definition of specific operations become a challenge, which is best achieved by using both 
industry information, as well as a based aircraft mix as a representation of the overall fleet mix. 
For example, the existing based aircraft are predominately single engine aircraft. However, the 
itinerant users have a higher probability of being larger multi-engine and jet engine aircraft. 
Consequently, an estimate of the fleet mix is established using available information. 
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Data provided by the airport manager indicates approximately 95 - 125 annual operations by 
itinerant jet aircraft. Additionally, the manager reports between 70 and 80 annual operations by 
a based jet aircraft. This accounts for approximately 165 to 205 jet operations annually. The 
airport has also realized in an increase in helicopter operations in the recent past. Helicopter 
training operations originating from the Caldwell Industrial Airport east of Boise have contributed 
to an increase in transient aircraft operations and, therefore, the airport's fleet mix. Of the total 
number of operations noted by the FAA TAF In 2005, the jet operations would account for 1.2% 
and the remaining operations would be split between the single engine, multi-engine aircraft and 
helicopters. 

The split can be established by looking at the based aircraft fleet mix, or by using ratios from 
other sources, such as the FAA data for registered aircraft in Malheur County, Oregon. The 
FAA provides aircraft registration by State/County on its internet website, where Malheur 
County, Oregon is shown with 166 registered aircraft, broken into: 159 fixed wing single 
reciprocating engine; 1 fixed wing multi reciprocating engine; 2 fixed wing multi turbo jet engine; 
and 4 rotorcraft. Airport manager data also indicates that 14 fixed wing multi turbo jet engine 
aircraft use ONO. There may be other fleet mix variations, as ONO does serve aircraft not 
registered in Malheur County, and not all aircraft registered in Malheur County use ONO. 

The ratios generated by this information reflect a mix of 96% single engine aircraft, 1% multi­
engine, 1% percent jet aircraft (which is similar to the previously developed fleet mix 
assumption), and 2% helicopter. Specific make up of these classifications into detailed aircraft 
reference codes is difficult, given. the available data. The absence of a tower at ONO makes 
quantifying of fleet mix as difficult as quantifying operations. 
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Socioeconomic data provides an observation of trends for the community surrounding an 
airport. Population and income per capita add to the understanding of a community. Population 
typically generally correlates with employment, which generally correlates with demand for 
aviation services. Population can also drive economic development, which generally drives 
airport growth. Malheur County's population and per capita income data has been obtained 
from Woods and Poole Economics, Inc. 0/V&P), and is provided for reference. 

Population 

The population of Malheur County between 1995 and 2005 is presented in Table 2-3. Figure 2-
3 illustrates the population trend during this period. Population increased from 1995 to 1999, 
decreased to 2002, and then increased again in 2005. Population over this period range from 
approximately 29,000 and 32,000 persons. 

• .·· · · · < · • Table 2 3 · : · · · · · ' ·. · 
· Hi:~t~;i~·Populatio~~·~9~;2oo;: · 

Year Population 
1995 29,550 
1996 30,211 
1997 30,708 
1998 31,248 
1999 31,558 
2000 31,540 
2001 31,450 
2002 31,248 
2003 31,536 
2004 31,792 
2005 32,046 

-

Source: W&P 

Figure 2-3 
Historic Population 1995-2005 
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Income per capita for Malheur County between 1995 and 2005 is presented in Table 2~4. 
Figure 2~4 illustrates the income per capita trend during this period. Income per capita has 
fluctuated since 1995, but has increased since 2001. Income per capita over this period ranges 
from approximately $16,000 and $18,000. 

Table 2~4 
Historic Income Per Capita 1995~2005 

Year Income Per Capita 
1995 $17,022 
1996 $17,353 
1997 $17,140 
1998 $17,915 
1999 $16,777 
2000 $17,925 
2001 $16,207 
2002 $17,403 
2003 $17,602 
2004 $17,818 
2005 $18,035 

Source: W&P 

Figure 2-4 
Historic Income Per Capita 1995-2005 

I l!!i!!! ~ ~".~ ~ ~?y>~~~;~; · ~: 
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Source: W&P 

Summary 

These factors of based aircraft, aircraft operations, population, and income are each considered 
in various methods to produce results which are compared to each other and to FAA data, to 
indicate which methods best represent the expected change at ONO. 
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The role of the airport gives direction to the projection of aviation demand. ONO provides 
opportunity for general aviation (GA) activity to the Eastern Central Oregon region, and to the 
Boise, Idaho metropolitan area. GA activity is generally defined as that portion of civil aviation 
outside of commercial service and military operations. ONO's service and use area is defined 
by geography, access, and proximity of alternative aviation facilities. 

Being the largest public use airport in Malheur County, Oregon, ONO serves business, 
recreational, and transient aircraft users for the county. Being 50 miles from the Boise Air 
Terminal Airport (BOI), ONO provides GA users a facility which is away from the traffic of a 
commercial service airport. ONO provides relief to BOI activity, and provides GA aircraft access 
to the Boise metropolitan area without having to compete with passenger, cargo, and military 
aircraft using BOI. 

The Airport Reference Code (ARC) for an airport provides information about features of aircraft 
intended to use an airport. This code is based upon the wingspan and approach speed of the 
various aircraft which utilize the airport. The current ARC for ONO is B-1, a category including 
many smaller single-engine aircraft. The planned improvements for ONO will provide a future 
ARC of B-11, a category including many twin engine and smaller jet aircraft. 

Projections of Aviation Demand 

The projection of aviation demand provides information on an airport's expected activity, so the 
appropriate action can be planned and implemented to accommodate that activity. Projections 
of aviation demand provide the basis for: 

• Determining the role of the airport, with respect to the type of aircraft to be 
accommodated in the future 

• Evaluating the capacity of existing airport facilities and their ability to accommodate 
projected aviation demand 

• Estimating the extent of airside and landside improvements required in future years to 
accommodate projected demand 

Aviation forecasting depends on the availability and validity of historical information, particularly 
data on local aviation and socioeconomic trends. FAA's national projections of aviation activity 
are also considered for comparison. 

The 2005 data serves as the base year of analysis for airport operations, being the most recent 
year for which a full year of data is available. However for based aircraft projections, the Airport 
has provided current (2006) which is used as the base year of analysis. Projections of short-, 
intermediate-, and long-term activity are based on 5-, 10-, and 20-year milestones, for years 
2010, 2015, and 2025, respectively. Discussion of the methodologies and findings used to 
project based aircraft, aircraft fleet mix, and aircraft operations, follows. 
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Forecasting methods for the projection of aviation activity range from subjective judgment to 
sophisticated mathematical modeling. Each contributing variable is to be appropriately 
considered in the context of its use. For variables which significantly affect the nature and 
extent of facilities, redundancy has been achieved through the utilization of several forecasting 
techniques, to minimize the uncertainty associated with the range of the forecast variable. The 
following methodologies were used. 

Trend Line Analysis 

An historical trend line, or linear extrapolation, is one of the most widely used methods of 
forecasting. This technique utilizes time-series type of data, and is most useful for a pattern of 
demand that demonstrates an historical linear relationship with time. In utilizing this technique, 
an assumption is made that the same factors which have influenced demand will continue to 
affect future demand, and also continue to grow linear with time. While this is a rather broad 
assumption, linear extrapolation often provides a reliable benchmark for comparing the results 
of other analyses. 

Growth Rate Analysis 

The growth rate methodology, or exponential extrapolation, is generally used for projections of 
activity which have shown long-term trends to increase or decrease by an average annual 
percentage. This technique assumes that the historical annual growth rate will continue through 
the future. Population statistics have been shown to demonstrate such a variation, particularly 
for large sample sizes. Projections utilizing this technique tend to be most accurate for large 
data sets, as within large data sets there is generally less variation from year to year in the 
percentage of growth. 

Market Share Methodology 

Market share, ratio, or top-down models are utilized to bring large-scale aviation activity down to 
a local level. Inherent to the use of such a method is the demonstration that the proportion of 
the large-scale activity which can be assigned to the local level is a regular and predictable 
quantity. This method has been used extensively in the aviation industry for aviation demand 
forecasting at the local level, and its most common use is in the determination of the share of 
total national traffic activity that will be captured by a particular region or airport. Historical data 
is examined to determine the ratio of local airport traffic to total national traffic. From outside 
data sources, in this case the FAA, projected levels of national activity are determined and then 
proportioned to an airport based upon the observed and projected trends. 

Socioeconomic Methodology 

Socioeconomic, or correlation analysis, examines the direct relationship between sets of 
historical data. Two socioeconomic analyses have been performed, one relating historical 
aviation activity to population, and one relating historical aviation activity to income per capita. 
Based upon the observed and projected correlation between historical aviation activity and the 
socioeconomic data sets, future aviation activity projections are developed based upon the 
projected socioeconomic data sets. 
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To determine the types and sizes of facilities that should be planned to accommodate aviation 
activity, elements contributing to the activity are forecasted. The number of based aircraft is 
projected, and those projections are used to forecast aviation operations. 

Based Aircraft Projections 

Historical and projected based aircraft with the trend line and growth rate methodologies are 
shown in Table 2-5. For the trend line methodology a linear trend line using the least squares 
methodology has been fit the historical data from 1995-2006. This method results in a 2025 
projection of based aircraft of 119. The growth rate methodology determines the compound 
annual growth rate (CAGR) from 1995 through 2006 (4.23%) and assumes that this growth rate 
will continue through the planning period. The growth rate methodology results in a based 
aircraft projection of 180 aircraft. 

.-. . ~able 2~5/ . . • ., 
· B.~sed Aircraft Proj~ctions 

::· · ... : 

Trend L~ne & Growth· ~ate-Methodologies . 

Trend Line Growth Rate 
Year Based Aircraft Based Aircraft Growth Rate 
1995 52 52 
1996 52 52 0.00% 
1997 58 58 11.54% 
1998 58 58 0.00% 
1999 58 58 0.00% 
2000 58 58 0.00% 
2001 58 58 0.00% 
2002 58 58 0.00% 
2003 58 58 0.00% 
2004 75 75 29.31% 
2005 76 76 1.33% 
2006 82 82 7.89% 
CAGR 4.23% 4.23% 

(1996-20061 
Projected: 

----

2010 84 97 4.93% 
2015 96 119 4.93% 
2025 119 180 4.93% 
CAGR 

I 
1.97% 

I I 
4.23% 

(2006-2025) 
Sources: FAA TAF, Airport Management, Mead & Hunt, Inc. 
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Table 2-6 presents the historical and projected based aircraft utilizing the market share and 
socioeconomic methodologies. The market share methodology examines the share of active 
US aircraft (as listed in the FAA's Aerospace Forecasts (FY 2007-2020)) that ONO has based at 
the Airport. In 2006 the airport had 82 based aircraft out the US total of 226,422, for a market 
share of 0.036%. Assuming that the Airport's market share remains constant through the 
planning period it is projected that ONO will have 108 of the 298,680 active aircraft in 2025. 
This represents a compound annual growth rate of 1.47%. 

The socioeconomic methodology examines the relationship between the Malheur County's per 
capita income and based aircraft at the Airport. Assuming that the number of based aircraft per 
$1 in per capita income remains constant, projections in per capita income from Woods & Poole 
Economics, Inc. indicate that ONO will have 107 based aircraft for a compounded annual 
growth rate 1.41 %, matching the projected growth rate in per capita income. 

' < Table 2-6 

Based Aircraft Projections. · • :,, .c: •• ·.· . 

MarketShare ahd Socioeconomic Methodolog'ies ' "• 

Market Share Socioeconomic 
Total US Malheur Based 

Based Active Market Based County Per Aircraft Per 
Year Aircraft Aircraft Share Aircraft Capita Income $11ncome 
1995 52 188,089 0.028% 52 $17,022 0.00305 
1996 52 191,129 0.027% 52 $17,353 0.00300 
1997 58 192,414 0.030% 58 $17,140 0.00338 
1998 58 204,710 0.028% 58 $17,915 0.00324 
1999 58 219,464 0.026% 58 $16,777 0.00346 
2000 58 217,533 0.027% 58 $17,925 0.00324 
2001 58 211,535 0.027% 58 $16,207 0.00358 
2002 58 211,345 0.027% 58 $17,403 0.00333 
2003 58 209,788 0.028% 58 $17,602 0.00330 
2004 75 219,426 0.034% 75 $17,818 0.00421 

• 

2005 76 224,352 0.034% 76 $18,035 0.00421 
2006 82 226,422 0.036% 82 $18,256 0.00449 
CAGR 4.23% 1.70% 4.23% 0.64% 

(1996-2006) I 
Projected: I 

2010 88 242,766 0.036% 86 $19,197 0.00449 
2015 95 261,404 0.036% 92 $20,538 0.00449 
2025 108 298,680 0.036% 107 $23,832 0.00449 
CAGR 

1.47% 1.47% 1.41% 1.41% 
(2006-2025) 

Sources: FAA TAF, Airport Management, FAA Aerospace Forecasts 2007-2020, Woods & Pool, Mead & Hunt, Inc. 
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Table 2-7 contains a summary of the based aircraft projections and a comparison to the FAA 
TAF. The FAA TAF 2005 shows a forecasted increase to 78 based aircraft in 2010, 81 in 2015, 
and 88 in 2025. These numbers are below the existing based aircraft of 82. Figure 2-5 
illustrates the based aircraft trend, with the 2006 data. 

Table 2-7 

Based Aircraft Projections 

Summary 

Trend Growth Market Socio-Method/Year Historical TAF 
Line Rate Share Economic 

Historical: 
1995 52 
1996 52 
1997 58 
1998 58 
1999 58 
2000 58 
2001 58 
2002 58 
2003 58 
2004 75 
2005 76 
2006 82 I 

Projected: ! 

2010 84 97 88 86 78 
2015 96 119 95 92 81 
2025 119 180 108 107 88 
CAGR 

(2006-2025) 
1.97% 4.23% 1.47% 1.41% 0.37% 

---- - -----'- -----~ 

Source: FAA, Mead & Hunt, lnc7 

Figure 2-5 illustrates the based aircraft trend, with the 2006 data. 
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Figure 2-5 
Historical & Projected Based Aircraft 
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2025 

As a general average of the various methods, the market share is recommended to provide a 
moderate forecast of based aircraft. This method provides a level of growth that is neither 
overly aggressive nor conservative. As the current percentage of the market share of national 
based aircraft held by ONO is maintained, the projected local based aircraft increases to 
numbers greater than those shown by the FAA TAF 2005. As additional aircraft storage 
hangars and tie-down/parking areas become available, the number of based aircraft is expected 
to follow the projected increases of the market share methodology. If the existing growth rate is 
maintained, the based aircraft may increase significantly. The various forecasting methods are 
illustrated to exhibit the variances that could b~ expected over the planning period. 

Aircraft Operations Projections 

Historical and projected aircraft operations are shown in Table 2-6. Methodologies utilized 
include the following : 

• The trend line methodology utilizes a linear trend line using the least squares 
methodology to fit the historical data from 1995-2005. 
The growth rate methodology determines the compound annual growth rate 
(CAGR) from 1995 through 2005 (0.06%) and assumes that this growth rate will 
continue through the planning period. 
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Method/Year 

1995 

1996 

1997 

1998 

1999 

2000 

2001 

2002 

2003 

2004 

2005 

CAGR 

(1995-2005) 

Projected: 
2010 

2015 

2025 

CAGR 

(2005-2025) 

• The operations per based aircraft methodology examines the number of 
operations per based aircraft (209 in 2005), and utilized this number in 
conjunction with the projected number of based aircraft to project the number of 
operations. 
The market share methodology examines the share of total U.S. General 
Aviation Operations (as listed in the FAA's Aerospace Forecasts (FY 2007-
2020)) to ONO's (0.0040% in 2005). 

• The FAA TAF summarizes the FAA TAF projections. 

Table 2-6 

Historical & Projected 

Aircraft Operations 

Trend 
Growth Rate Ops Per Based Aircraft Market Share 

FAA 
Line TAF 

GA Growth Based 
Ops per 

GA GA Total US GA Market GA 
GAOps 

Ops Rate Aircraft 
Based 

Ops Ops Ops Share Ops 
Aircraft 

15,800 15,800 52 304 15,800 15,800 15,800 

15,400 15,400 -2.53% 52 296 15,400 15,400 15,400 

15,460 15,460 0.39% 58 267 15,460 15,460 15,460 

15,551 15,551 0.59% 58 268 15,551 15,551 15,551 

15,644 15,644 0.60% 58 270 15,644 15,644 15,644 

15,737 15,737 0.59% 58 271 15,737 15,737 359,266 ,000 0.0044% 15,737 

15,515 15,515 -1.41% 58 268 15,515 15,515 352 ,983 ,000 0.0044% 15,515 

15,608 15,608 0.60% 58 269 15,608 15,608 368.333 .000 0.0042% 15,608 

15,702 15,702 0.60% 58 271 15,702 15,702 380,467 ,000 0.0041% 15,702 

15,795 15,795 0.59% 75 211 15,795 15,795 400,409 .000 0.0039% 15,795 

15,889 15,889 0.60% 76 209 15,889 15,889 398.510 ,000 0.0040% 15,889 

0.35% 0.06% 3.87% 0.35% 0.35% 1.04% 0.35% 

15,894 15,934 0.06% 88 209 18,381 18,436 462 .396 .000 0.0042% 16,345 

16,019 15,979 0.06% 95 209 19,792 20,137 505 .04 7.000 0.0042% 16,812 

16,267 16,069 0.06% 108 209 22,614 25,520 640 .065.424 0.0042% 17,797 

0.12% 0.06% 1.78% 1.78% 2.40% 2.40% 0.57% 

Source: FAA TAF 2005, Airport Management, Mead & Hunt, Inc 

Figure 2-6 illustrates the projected aircraft operations trend. 

Toothman-Orton Engineering Company 
31 



O ntario Municipal Airport 

Figure 2-6 

ALP Narrative Report 
December 2007 

Historical & Projected Aircraft Operations 
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As a general average of the various methods, the OPBA method is recommended to provide a 
moderate forecast of operations. As the number of based aircraft at ONO increases, the 
corresponding number of operations is expected to also increase. As the based aircraft are 
expected to increase greater than shown in the FAA TAF, the operations are expected to 
increase to the numbers projected by the operations per based aircraft method. 

Projections Summary 

Table 2-7 summarizes the forecasts developed in this section. ONO plays an important role in 
the State of Oregon, providing the Eastern Central Oregon region and the Boise, Idaho 
metropolitan area with a general aviation facility that meets many of the corporate and GA 
needs for business, recreation and tourism users. The based aircraft and operational 
projections indicate increases in both categories over the forecast period . These increases are 
based solely upon Oregon aviation activity. The projected aircraft operations do not consider 
the growth in the Boise, Idaho metropolitan area, which may very well contribute additional 
activity to ONO during the planning period. 
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Table2-l· 

Summary· of F,orecasts 

Operations 

Year Air Commuter/ Military GA 
Carrier Air Taxi Itinerant 

1995 0 0 0 12,800 
1996 0 0 0 12,400 
1997 0 0 0 12,460 
1998 0 0 0 12,551 
1999 0 0 0 12,644 
2000 0 0 0 12,737 
2001 0 0 0 12,575 
2002 0 0 0 12,668 
2003 0 0 0 12,762 
2004 0 0 0 12,855 
2005 0 0 0 12,949 
2006 0 0 0 12,800 

Projected: 
2010 0 0 0 7,352 
2015 0 0 0 7,917 
2025 0 0 0 9,046 
CAGR 0% 0% 0% -1.78% (2006-2025) 

Source: FAA TAF, Airport Management, Mead & Hunt, Inc. 
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GA 
Local 
3,000 
3,000 
3,000 
3,000 
3,000 
3,000 
2,940 
2,940 
2,940 
2,940 
2,940 
3,000 

11 ,029 
11,875 
13,569 

7.95% 
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Total Based 
Operations Aircraft 

15,800 52 
15,400 52 
15,460 58 
15,551 58 
15,644 58 
15,737 58 
15,515 58 
15,608 58 
15,702 58 
15,795 75 
15,889 76. 
16,072 82 

18,381 88 
19,792 95 
22,614 108 

1.81% 1.47% 
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Chapter Three- Demand/Capacity and Facility Requirements 

This chapter of the Airport Layout Plan Update assesses the relationship between demand and 
facility needs based on the 20 year forecasts for the planning period presented in Chapter Two. 
Operational areas will be evaluated to determine existing and future facility requirements. These 
include: 

• Airside 
• Landside 
• Ground Access 
• Airspace and Approaches 
• Land Use Compatibility 

The capacity of existing airport facilities, runways, taxiways, etc., will be determined based on 
criteria set forth in FAA Advisory Circular 150/5060-5, "Airport Capacity and Delay". The 
forecast aviation demand for each planning horizon year will be evaluated against the airport's 
specific facilities available capacity to determine any additional facilities needed within each 
planning period. Recommendations for facility improvements will then be developed to alleviate 
existing or projected deficiencies. 

Demand/Capacity Analysis 

Airport capacity is a- function of the number of available runways and the runway/taxiway 
configuration. Specific capacity is determined using two principal measures, Annual Service 
Volume and Hourly Capacity, including Visual Flight Rules (VFR) and Instrument Flight Rules 
(IFR) conditions. 

Airfield capacity as presented in Advisory Circular 150/5060-5, "Airport Capacity and Delay", is 
referred to as Annual Service Volume (ASV). Annual Service Volume is defined as "a 
reasonable estimate of an airport's annual capacity". 

Airfield capacity determination can involve highly detailed analysis. However, detailed analysis 
is generally appropriate at airports experiencing demand levels at .9" approaching an airfield's 
capacity or Annual Service Volume. Figure 2-1, Capacity and Annual Service Volume (ASV) for 
Long Ran'ge Planning in AC 150/5060-5, provides a quick method of determining if projected 
demand will approach hourly capacity and annual service volume. If using Figure 2-1 results in 
a decision that airfield capacity is not a constraint, a detailed airport capacity analysis will not be 
needed and the capacity arrived at using Figure 2-1 will be used to identify the Annual Service 
Volume and hourly capacity of the Ontario Municipal Airport. 

Annual Service Volume 

Annual Service Volume takes into consideration a number of parameters to arrive at airfield 
capacity levels. These include: 

• Aircraft mix; 
• Percentage of runway use; 
• Percentage of touch & go operations; 
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Ontario Municipal Airport has a single runway configuration. Runway 14-32 is 4,307 feet long 
(with the relocated Runway 14) by 100 feet wide. Ontario Municipal Airport has a circling 
approach using the Ontario NOB and a straight-in non-precision GPS approach to Runway 32. 

Figure 2-1 in FAA Advisory Circular 150/5060-5, provides various runway configurations typical 
of those at airports throughout the United States. These configurations are used for determining 
Annual Service Volume. The configuration most closely reflecting the operational and physical 
characteristics of Ontario Municipal Airport was selected from the numbered diagrams 
presented in Figure 2-1 to use in determining Annual Service Volume. Runway Use Diagram 
Number 1 most closely corresponds to the operational configuration at Ontario Municipal 
Airport, since the airport has a single runway. It should be noted that these runway use 
diagrams assume there is at least one runway that is equipped with a precision instrument 
landing system. This is important since the hourly IFR capacity identified for each Runway Use 
Diagram is based on the availability of a precision approach. Since the Ontario Municipal 
Airport does not currently have a precision approach, the IFR Hourly Capacity listed in Table 20 
is not applicable. 

The mix index is the percentage of aircraft operations by multi-engine aircraft in Aircraft Class C 
(aircraft with maximum certificated takeoff weights between 12,500 pounds and 300,000 
pounos) and Aircraft Class D (aircraft with maximum certificated takeoff weights greater than 
300,000 pounds). The formula for determining Aircraft Mix is: 

%(C + 30) = AIRCRAFT MIX 

Large aircraft are assigned more weight in this equation since their wake turbulence requires 
increased separation for subsequent aircraft operations. The increased separation adds delays. 
and hence reduced capacity. Table 3-1 is a reproduction of Runway-use diagram Number 1 
from Figure 2-1 in the referenced Advisory Circular. The mix index for Ontario Municipal Airport 
is approximately 1%. The Annual Service Volume for Ontario Municipal Airport as identified in 
Table 3-1 therefore is approximately 230,000 operations. 

Projected demand at Ontario Municipal Airport by the Year 2025 is forecast to be approximately 
21 ,400 annual operations. These projected operations represent a little more than 9 percent of 
the estimated (230,000 annual operations) airfield capacity. Therefore, existing airfield capacity 
will be adequate to accommodate projected demand throughout the planning period. 
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TABLE 3-1 
Runway Use Diagram Number One 

vJRLIHWCIYiCQnfigwrc.ltion 

~--------------~ 

Hourly Capacity 
Ops/Hr 
VFR IFR 

0 to 20 98 
21 to 50 74 
51 to 80 63 
81 to 120 55 
121 to 180 51 

59 
57 
56 
53 
50 

Source: FAA- AC 150/5060-5, C&B 1994. 

Hourly Airfield Capacity 
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Annual 
Service Volume 
Ops/Yr 

230,000 
195,000 
205,000 
210,000 
240,000 

Hourly airfield capacity is an estimate of the number of operations an airport can accommodate 
during a given hour of the day. Hourly capacity is an important consideration, since this 
measure determines if an airport can accommodate. the projected peak hour operations during 
the planning period. 

Figure 2-1, in FAA Advisory Circular 150/5060-5, previously referenced, was also used to 
estimate hourly capacity at the Ontario Municipal Airport. The VFR hourly capacity at the Airport 
is approximately 98 operations and potential IFR capacity would total approximately 59 
operations with the availability of a precision approach to the airport. Peak hour (VFR) demand 
at the Airport is projected to total 7 operations by the year 2025. Therefore, the hourly airfield 
capacity will be adequate to accommodate projected VFR demand throughout the planning 
period. 

FAA guidelines suggest that facility improvements should be considered to increase capacity 
when annual operations reach 60% of the Annual Service Volume. Since demand at the Airport 
will not reach this threshold level within the 20-year planning period, runway development for 
capacity purposes is not anticipated. 

Very Light Jets and the Ontario Municipal Airport 

A new segment is emerging in General Aviation - the Very Light Jet (VLJ). Per the National 
Business Aircraft Association, the very light jet is a jet aircraft weighing 10,000 pounds or less 
maximum certificated takeoff weight and certificated for single pilot operations. These aircraft 
will possess at least some of the following features: (1) advanced cockpit automation, such as 
moving map GPS and multi-function displays; (2) automated engine and systems management; 
and (3) integrated autoflight, autopilot and flight-guidance systems. 

Several manufacturers are currently producing the VLJ or have plans to do so. Predominant 
manufacturers include Eclipse Aviation (Eclipse 500), Cessna Aircraft (Mustang) and Adam 
Aircraft (A700 AdamJet) among many others. 

Industry forecasts indicate the potential for 4,000 to 5,000 VLJs to be in service in the United 
States by 2017. Up to 40% of these new aircraft are anticipated to replace the existing 
turboprop fleet, 20% replacing the existing business jet fleet and 40% as additional aircraft in 
the business jet fleet. It is anticipated that the VLJ will be highly utilized in the air taxi market. 
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The many VLJs are being specifically designed and built to operate at general aviation airports 
with relatively shorter runway lengths and less stringent airport design requirements than those 
necessary for the more contemporary business jet fleet. Nearly all VLJs will have an ARC of A-1 
with approach speeds less than 91 knots and wingspans less than 49 feet. Because of their size 
and operational characteristics, the main impacts on airports like Ontario Municipal are 
expected to be capacity related. In other words, while the facility is designed to accommodate 
this ARC, a significant increase in airport operations because of VLJs may require some airports 
to consider capacity enhancements such as additional runways and taxiways. 

Based on capacity calculations in this chapter, is not anticipated that the VLJ will have an overly 
significant impact on Ontario Municipal throughout the planning period even considering the 
optimistic VLJ forecasts. In general, as an emerging market, it is just too early to tell the exact 
impacts VLJs could have on the General Aviation airport system. Without doubt, the concept 
and progress of the VLJ market will warrant close attention throughout the planning period. 

Facility Requirements 

With future demand/capacity analysis complete, facility requirements necessary to meet the 
identified future activity and demand can now be evaluated. Requirements for Airside facilities, 
Landside facilities, Ground Access, Airspace, Airport Traffic Pattern and Instrument Approaches 
and Land Use Compatibility will be discussed. 
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Runway Length 
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A description of the airport's role and a review of 
FAA runway length criteria are essential in 
determining the required runway length at the 
Ontario Municipal Airport. Runway length is a 
function of airport elevation, mean maximum 
temperature of the hottest month, aircraft take-off 
weight, aircraft engine performance, runway gradi­
ent, runway moisture, etc. All of these variables 
affect the lift of aircraft departing the runway 
surface. Runway length can be determined using 
the respective manufacturer's performance curves 

or by using the procedures outlined in the FAA Advisory Circulars. 

The Ontario Municipal Airport is classified a Utility Airport, serving Category B aircraft on a 
regular basis. Category B aircraft are those with an approach speed of 91 knots or more but 
less than 121 knots. 

Currently, the airport accommodates aircraft in Airplane Design Group II, i.e., aircraft with 
wingspans from 49 to but not including 79 feet. During the planning period the airport is 
expected to continue to handle more than 500 annual itinerant operations by aircraft in Design 
Group II (wingspans up to but not including 79 feet). For purpose of this study, the designated 
critical aircraft is the King Air 200. The King Air 200 has an Airport Reference Code of B-11. Per 
the FAA Aircraft Characteristics Database, the King Air 200 has wingspan of 54.5 feet, an 
approach speed of 103 knots and a maximum takeoff weight of (MTOW) 12,500 pounds. 

The current and future airport role and runway functions of Ontario Municipal Airport are: 

• Airport Role: Utility Airport 
• Runway 14-32: Utility Runway - aircraft in Approach Categories A and B 
• Airport Reference Code: B-11 

Typical aircraft in the B-1 and B-11 Airport Reference Codes include both single engine and light 
twin engine aircraft such as the Cessna 150/172, Mooney Ovation, Piper Cherokee/Arrow, 
Beech Bonanza/ Baron, Beech King Air 90F and King Air 200 etc. In addition, business jets 
such as the Cessna Citation I and CitationJet can be accommodated. 

Table 3-2 presents runway length requirements for Runway 14-32 based on the Airport 
elevation of 2,193 feet above mean sea level (AMSL) and the mean maximum temperature of 
95 degrees F for the hottest month of the year. The runway length requirement for Runway 14-
32 ranges from approximately 1 ,000 feet to 4, 710 feet for all small airplanes (aircraft with 
maximum takeoff weights of 12,500 pounds or less). If large airplanes with maximum takeoff 
weights of 60,000 pounds or more were to operate at the airport, the runway length would range 
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up to 5, 780 feet. However, these large aircraft are not projected to operate at Ontario on a 
regular basis. 

Runway 14-32 at its previous length of 4,307 feet by 100 feet, would accommodate 100% of the 
small Category A and B aircraft in Airplane Design Groups I and II throughout the planning 
period. This includes the designated critical aircraft, the King Air 200. As discussed in Chapter 
1, the threshold of Runway 32 has been relocated to meet FAA Runway Safety Area and Object 
Free Area requirements. In addition, efforts to lengthen Runway 14-32 have preceded this 
study and actual construction of the extension was completed in the fall of 2007. Funded by 
"ConnectOregon" funds, the extension project consisted of lengthening Runway 14-32 by 693 
feet resulting in a new runway length of 5,011 feet. In essence, this 5,000+ foot runway length 
could have many positive impacts on the airport, specifically the availability of the airport to 
more corporate jet and Life Flight aircraft. In many circumstances, insurance providers for such 
entities require a runway length of at least 5,000 feet before approval of fleet operations into a 
specific airport will be given. 

It is important to note that while this additional length may provide for increased jet activity, it is 
not anticipated that operations of jet aircraft larger that ARC B-11 will significantly increase 
throughout the planning period. Aircraft up to and including ARC B-11 will still account for the 
predominant type of activity at the Ontario Municipal Airport. 

TABLE 3-2 
Runway Length Requirements 

Airport Elevation 
Mean Maximum Temperature of the hottest month 
Maximum difference in runway centerline elevation 
Length of haul for airplanes of more than 60,000 pounds 

Runway lengths Recommended For Airport Design 
Small airplanes with approach speeds of less than 50 knots 
Small airplanes with less than 10 passenger seats: 

75 percent of these small airplanes 
95 percent of these small airplanes 
100 percent of these small airplanes 

Small airplanes with 1 0 or more passengers 
Large airplanes of 60,000 pounds or less: 

75 percent of these airplanes at 60 percent useful load 
75 percent of these airplanes at 90 percent useful load 
100 percent of these airplanes at 60 percent useful load 
100 percent of these airplanes at 90 percent useful load 

Airplanes of more than 60,000 pounds 

Source: Toothman-Orton Analysis, FAA AC 150/5300-13 
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95° F 
5 Feet 
500 Miles 

980Ft. 

3,260 Ft. 
3,950 Ft. 
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5,500 Ft. 
7,090 Ft. 
6,280 Ft. 
9,060 Ft. 
5,780 Ft. 
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Per FAA airport design standards, runway width for airplane design group II is 75 feet. The 
current width of Runway 14/32 is 100 feet thus exceeding the standard. There is currently no 
requirement to reduce the existing width of the runway. However, when the time comes for an 
overlay or reconstruction of the runway, it is anticipated that the FAA will compare the cost of 
paving the additional width versus relocating the runway edge lighting system inbound. Until this 
cost comparison is complete or unless extreme financial difficulties are experienced by the City 
in maintaining the existing pavement, it is recommended that the current runway width of 1 00 
feet be retained throughout the planning period. 

Runway Weight Bearing Capacity 

The current Runway 14-32 pavement strength of 30,000 pounds single wheel and 50,000 
pounds dual wheel loading will accommodate the majority of general aviation aircraft projected 
to operate at the airport throughout the planning period. The B-11 Airport Reference Code 
includes large aircraft, those with maximum gross takeoff weights above 12,500 pounds, which 
range up to 65,000 pounds maximum gross takeoff weight (MGTW). The designated critical 
aircraft at the Ontario Municipal Airport, the Beech King Air B-200, has an MGTW of 12,500 
pounds, which can be accommodated on the existing pavement section. 

While foreseeable conditions do not indicate the need for additional airfield pavement strength, 
a regim~n of routine pavement maintenance on Runway 14-32, such as crack filling and asphalt 
seal coat treatments every 3 to 5 years, should be utilized to extend the current pavement life. A 
nominal overlay will also likely be required in the latter stages of the planning period to sustain 
pavement quality due to the effects of weathering and oxidation. Such maintenance overlays 
are typically needed to reduce crack filling and other maintenance costs. 

Runway Safety Area and Object Free Area 

The B-11 ARC also requires a 150 feet wide by 300 feet long Runway Safety Area (RSA) and a 
500 feet wide by 300 feet long Object Free Area (OFA). Table 3-3 lists all runway and taxiway 
width and clearance dimensions for the B-11 ARC recommended for Ontario Municipal Airport. 
These dimensions were obtained using the FAA's Airport Design program and are referenced in 
subsequent sections of this chapter. 

Both the Runway 14 and 32 ends currently meet the RSA and OFA criteria for the B-11 ARC. 
The fence currently bordering the golf course and within the OFA has been approved by the 
FAA. The fence is built on frangible post couplings to reduce damage in the event of an aircraft 
accident/incident. 

Runway/Taxiway Separation 

The required separation distance between the runway and parallel taxiway centerlines is 240 
feet for airports accommodating aircraft of B-11 ARC. The current runway/taxiway centerline 
separation is at least 240 feet and therefore meets this requirement. 
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TABLE 3-3 
Runway and Taxiway Width and Clearance Dimensions 

AIRCRAFT APPROACH CATEGORY 

AIRPLANE DESIGN GROUP 

Airplane wingspan 

Primary runway end (RWY 32) approach visibility minimums 

Runway 14 end 

Airplane undercarriage width (1.15 x main gear track) 

Airport elevation 

B 

II (~12,500 pounds) 

78.99 feet 

not lower than 1 mile 

visual 

14.66 feet 

2193 feet 

RUNWAY AND TAXIWAY WIDTH AND CLEARANCE STANDARD DIMENSION 

Runway centerline to parallel taxiway/taxilane centerline 

Runway centerline to edge of aircraft parking 

Taxiway centerline to parallel taxiway/taxilane centerline 

Taxiway centerline to fixed or movable object 

Taxilane centerline to parallel taxilane centerline 

Taxilane centerline to fixed or movable object 

Runway protection zone at the primary runway end: 

Length 

Width 200 feet from runway end 

Width 1200 feet from runway end 

Runway protection zone at other runway end: 

Length 

Width 200 feet from runway end 

Width 1200 feet from runway end 

Runway obstacle free zone (OFZ) width 

Runway obstacle free zone length beyond each runway end 

Runway width 

Runway shoulder width 

Runway safety area width 

Runway safety area length beyond each runway end or stopway end, 

whichever is greater 

Runway object free area width 

Runway object free area length beyond each runway end or stopway end, 

whichever is greater 

Taxiway width 

Taxiway safety area width 

Taxiway object free area width 

Taxilane object free area width 

Taxiway wingtip clearance 

Taxilane wingtip clearance 
REFERENCE: AC 150/5300-13, AIRPORT DESIGN 
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240 Feet 240 Feet 

250 Feet 425 Feet 

105 feet N/A 

65.5 Feet 65.5 Feet 

97 Feet >97 Feet 

57.5 Feet 57.5 Feet 

1,000 Feet N/A 

500 Feet N/A 

700 Feet N/A 

1000 Feet N/A 

500 Feet N/A 

700 Feet N/A 

400 Feet N/A 

200 Feet N/A 
75 Feet 100 Feet 

10 Feet 10 Feet 

150 Feet 150 Feet 

300 Feet 300 Feet 

500 Feet 500 Feet 

300 Feet 300 Feet 

35 Feet 35 Feet (min) 

79 Feet 79 Feet 

131 Feet 131 Feet 

115 Feet 60-115 Feet+ 

26 Feet N/A 

18 Feet N/A 
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FAA criteria recommend a minimum 95% wind coverage for airports accommodating small 
aircraft (less than 12,500 lbs.) in approach categories A and B, for a 12 mph (1 0.5 knot) 
crosswind component. These tabulations show that the existing Runway 14-32 alignment 
provides 97.2% coverage for Category A & B aircraft, which exceeds FAA design minimums. 

Taxiways 

Additions or improvements to an airport taxiway system 
are generally undertaken to increase runway capacity 
and improve safety. An efficient runway/taxiway system 
will increase an airport's ability to handle arriving and 
departing aircraft. An efficient taxiway system will also 
expedite aircraft ground movements between the 
runway system and the terminal areas. 

It is anticipated that the existing taxiway configuration at 
the Ontario Municipal Airport is sufficient to 
accommodate demand throughout the planning period . 

Based Aircraft Apron 

Of the 82 aircraft currently based at the airport, 73 are stored in aircraft hangars in ratios similar 
to those currently experienced . Table 3-4 presents the distribution of based aircraft projected to 
be tied down on the aircraft parking apron. Based aircraft tied down on the ramp represent 
approximately 11 percent of the total based aircraft. 

It was assumed that future based aircraft will be located at tie-downs and stored in aircraft 
hangars in ratios similar to those currently experienced. Table 3-4 presents the distribution of 
based aircraft projected to be tied-down and hangared throughout the planning period. 

Transient Aircraft Apron 

A number of assumptions were used in determining apron requirements for transient aircraft. 
The assumptions are listed as follows: 

1. Transient operations represent approximately 20% of the peak day itinerant operations 

2. The number of transient aircraft total 50% of peak day transient operations 

3. Space should be provided for 75% of peak day transient aircraft 

4. 80% of peak day transient aircraft are single-engine 

5. 20% of peak day transient aircraft are multi-engine 
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Based Aircraft Apron & Hangar Requirements 

2006 2010 2015 2025 

Single Engine 9 70 10 77 11 80 12 87 
Multi-Engine - 2 - 2 - 3 - 4 
Turbojet - - - - - - - -
Other - - - - - - - -
Rotor - 1 - 1 - 1 - 1 

Total 9 73 10 80 11 84 12 92 

Source: Toothman-Orton analysis 

There is a distinction between transient aircraft operations and itinerant aircraft operations. 
Transient aircraft operations are a substrate of itinerant aircraft operations. For example, an 
aircraft based at the Ontario Municipal Airport that is flying to or from Mountain Home would be 
performing an itinerant operation. In the vast majority of instances an aircraft based at the 
Ontario MunJcipal Airport would return to its hangar once it returned to the Airport. A transient 
aircraft would be an aircraft that is based at another airport, for instance, Lewiston, that is flying 
to Ontario Municipal Airport for business or other purposes. The distinction is that the aircraft 
based at Lewiston would require transient apron tiedown space when it is parked at the Ontario 
Municipal Airport while the based aircraft typically would not. 

Table 3-5 summarizes the requirements for transient aircraft parking spaces at the Ontario 
Municipal Airport. Transient aircraft parking space requirements at the airport are projected to 
increase from 2 spaces at present during the peak day, to 4 spaces by the year 2025. 

Overall apron space requirements can be tabulated using the information provided in Table 3-5 
and 3-6. Per FAA guidance, approximately 360 square yards of apron space are adequate to 
accommodate each transient aircraft. Based aircraft generally require less apron space, 
approximately 300 square yards per aircraft. Additional guidelines suggest that an area large 
enough to support two aircraft be provided in front of a terminal building. Based on this 
suggestion, it is recommended that three spaces, no less than 720 square yards per space, be 
reserved. This is a liberal estimate and should adequately accommodate three large corporate 
jet aircraft if necessary. 

Table 3-6 summarizes the overall Aircraft Apron Space Requirements for the airport throughout 
the planning period. The ability of the existing based apron to accommodate 43 based aircraft is 
based on an average of 360 square yards per aircraft, based and transient. In the 10 and 20 
year timeframes, additional space consideration of 10% for transient parking was assumed. A 
review of this table shows that there is no need for additional aircraft apron space during the 
course of the planning period. However, there is a need to reconfigure the existing apron to 
allow jet traffic to operate efficiently on this apron. A detailed discussion of the configuration of 
the overall aircraft parking apron will be presented later in the next chapter. 
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LCoNI~~~-~~! ________________ [ 2PJt~~ ~~10 I201~J ?02~; 
Peak Day Operations 53 58 61 68 
Peak Day Itinerant Operations 21 23 24 27 
Peak Day Transient Operations 4 5 5 6 
Transient Aircraft 2 3 3 5 
Transient Spaces 2 -- 2 3 

. 
4 -- -

I Peak Space Demand 2 2 3 4 
Aircraft < 12,500 pounds 1 1 2 3 
Aircraft > 12,500 pounds 1 1 ,_ 1 _j_ 

Source: Toothman-Orton Analysis 

TABLE 3-6 
Aircraft Apron Space Requirements 

2006 2010 2015 2025 
S. Y. 

1 

Aircraft S. Y. Aircraft S. Y. Aircraft- S. Y. I Aircraft 

PROJECTED DEMAND 

Transient Aircraft 

Transient Aircraft 720 2 720 2 1080 3 1440 4 

3 Additional Aircraft 2,160 2,160 2,160 2,160 
Transient Subtotal 2,180 2,180 3,240 3,600 

- -·-- .. ---

Based Aircraft 

Based single engine 2,700 9 3,000 10 3,300 11 4,500 15 
FBO spaces 1,800 3 1,800 3 1,800 3 1,800 3 

Misc. 20% 900 960 1,020 1,260 
Based Subtotal 5,400 5,760 6,120 7,560 
Total Apron Demand 7,580 14 7,940 15 9,360 17 11,160 22 

Existing Apron Total 15,400 43 15,400 43 15,400 43 15,400 43 
Additional Requirement 0 0 0 0 0 0 0 0 
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Runway 14/32 is currently equipped with a Medium Intensity Runway Lighting (MIRL) system. 
The MIRL will be sufficient throughout the planning period. 

Runway 32 is currently equipped with both a Runway End Identifier Light (REIL) system and a 
Visual Glideslope Indicator (VGI), specifically a two box Precision Approach Path Indicator 
(PAPI). Runway 14 is not currently equipped with either system. It is recommended that both a 
REILand VGI be installed to Runway 14. It is recommended that a PAPI be installed and 
maintained on both runways throughout the planning period. The installation of these new 
systems should increase the level of safety to pilots using the Ontario Municipal Airport. 

The parallel taxiway is currently not lit but is marked with blue reflectors. Although not a specific 
requirement, as traffic begins to increase throughout the planning period, an upgrade from the 
existing taxiway reflector system should be considered as a general facility improvement. 

The existing electrical vault and airport rotating beacon are aging. In particular, the rotating 
beacon is becoming difficult to maintain. Replacement of the electrical vault and the rotating 
beacon with more modern systems is recommended within the planning period. 

Helipads 

The potential for Bureau of Land Management (BLM) helicopter operations for forest firefighting 
activities exists at Ontario Municipal Airport throughout the planning period. Helicopters typically 
hover taxi on the ramp for refueling and maneuvering. A significant amount of debris can be 
generated from the downwash, causing the potential for impacts of this debris on fixed wing 
aircraft located on the ramp. Due to the generally incompatible nature of helicopters and fixed 
wing aircraft, at minimum, it is recommended that at least two paved helipad locations be 
reserved at the airport to accommodate such operations. 

landside Requirements 

Aircraft Hangars 

The Ontario Municipal Airport has a variety of aircraft storage hangars housing approximately 
73 aircraft. These aircraft are situated in hangars located east of Runway 14-32. Access to 
these hangars is provided off the parallel taxiway and then via the east-west bypass taxiway or 
the apron area. 

The distribution of forecast based aircraft in storage hangars during the course of the planning 
period was determined based on present aircraft distribution, projected development of 
corporate hangar facilities, and experience at other airports. Aircraft owners at Ontario Municipal 
Airport have shown a desire to hangar their aircraft. The availability of existing storage space 
has enabled the vast majority of aircraft owners to hangar their aircraft out of the elements. 

The following assumptions were used in distributing based aircraft in hangars throughout the 
planning period: 

• All multi-engine turbine aircraft will be located in corporate hangar space 
• Multi-engine piston aircraft will be located in T-hangar space 
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• Approximately 90% of single engine piston aircraft and other aircraft will be located in 
hangar space 

• All rotor-craft will be located in corporate hangars 

The larger multi-engine turbine aircraft and rotorcraft forecast to be based at the airport are 
projected to be located in corporate hangars. Table 3-7 presents a breakdown of the projected 
hangar facilities at the airport throughout the course of the planning period. A review of this table 
shows the need for significant additional hangar construction at the airport. 

Table 3·7 indicates that approximately 17 new small hangar sites and a minimum of one 
corporate hangar will be required by the end of the planning period. Additional corporate sites 
and fewer small hangar sites may be required during the planning period depending on the type 
of hangars that become popular during the period. 

Single 
Engine 
Multi-
Engine 
Turbojet 
Other 
Rotor 

··-··-···"·-·-··········-··--··-
Total 

g 

2006 

I 70 0 

I 0 0 

0 0 
0 0 
0 0 

TABLE 3-7 
Ontario Municipal Airport 

Based Aircraft Hangar Requirements 

2010 

o I 77 0 o I 

2 I 0 0 2 I 
0 0 0 0 
0 0 0 0 
1 0 0 1 

--·····-.. ····--·····--· .. - ······--···-····-···-··---·-····-· ···-···-··--····· ·--··-· ·····-···-·-··--····-·-·-····-·······-·····-····· ······-·-·--···-···-·- ····-···-·-· ····--····-·· 
70 0 3 77 0 3 

I 
70 0 ~ I 70 0 ~ I 0 0 7 0 

Source: Toothman-Orton analysis 

Airport FBO/Fueling Facilities 

2020 

87 0 0 

0 0 3 

0 0 0 
0 0 0 
0 0 1 

4 

70 0 3 
17 0 1 

There is currently one full-service FBO on the airport. In addition, both 1 OOLL and Jet A fuel is 
available. Fuel is available through the FBO or a 24 hour card control system. The 12,000 gallon 
above ground tank of Jet A and the 6,000 gallon above ground tank of 1 OOLL should be 
sufficient.throughout the planning period. 

Airport Terminal Building and Automobile Parking 

The FBO and Airport Manager's office are currently co-located in the existing terminal building 
located off of SW 33rd Street. The existing building is old and lacks adequate space to properly 
accommodate the FBO and Airport Management operations throughout the planning period. It is 
recommended that a new terminal building be constructed at the airport. At minimum, it is 
recommended that a new terminal building include public restrooms, an office and counter 
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space for FBO activities, an Airport Manager's office and a pilot's lounge. The inclusion of eating 
facilities, such as a restaurant, can also be considered. 

There are approximately 15 parking spaces available at the existing terminal building with 
additional capacity of another 15 spaces available if necessary. This is considered adequate 
throughout the planning period. 

While the location of the existing terminal building is an option for a new terminal building, 
Chapter Four will discuss additional options. 

Currently, securing AlP funding for terminal buildings at G.A. airports such as Ontario Municipal 
Airport is challenging. Considering current FAA funding availability and eligibility criteria, it 
should be expeCted that funding for a new terminal building will have to come from local funding 
sources. 

Utilities and Storm Drainage 

As the airport prepares for future hangar and terminal development, the proper access to power, 
water and sewer will be necessary. Access to power and water is anticipated to .be sufficient 
throughout the planning period. However, as will be discussed in Chapter Four, moderate sewer 
improvements are anticipated to be needed. Based on proposed development plans, it appears 
a minimum of two sewer lift stations will be required to meet future demand. In addition, the 
need to replace portions of the existing 8" sewer line is anticipated. 

Storm drain issues should also be addressed. This issue is currently proving to be a challenge 
while engineering projects at the airport. 

To determine specific needs, further study will be necessary. It is recommended that a Utility 
and Drainage Master Plan Study be completed prior to any significant development occurs. 

The ALP drawing set includes a drawing that identifies the layout of existing utilities at the 
Ontario Municipal Airport. 

Snow Removal (SRE) and Aircraft Rescue Firefighting (ARFF) Equipment and 
Storage 

Snow removal at the airport is currently conducted by City equipment and manpower based on 
an agreement between the City and the airport. While plowing of the runways, taxiways and 
ramp is properly conducted by the City, ·airport management has stated the desire to have a 
dedicated piece of SRE available at the airport for snow. removal and other airport maintenance 
duties. It is recommended that a multi-utiliiy piece of equipment, su.ch a front end loader, be 
acquired by airport management to assist in this capacity. To help protect the new equipment 
from the elements, an SRE building is also recommended for this and other airport vehicles. 

As a non-certificated, general aviation airport, the availability of ARFF is not required by the FAA 
at the Ontario Municipal Airport. While this scenario is not anticipated to change within the 
planning peri~d, at minimum, it is recommended that a mutual aid agreement with a local 
firefighting agency be established to assist with ARFF duties in the event of an accident or 
incident at the airport. If able, it is further recommended the that City consider the acquisition of 
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a surplus piece of firefighting apparatus to locate at the airport for first response capabilities in 
the future. 

Containment Facilities 

With two agricultural operators currently operating out of the airport, the requirement for proper 
containment facilities should be mandated by the City of Ontario for these and future such 
operations. Considering the sensitivity toward environmental issues today, it is recommended 
that the City of Ontario approach this issue in a proactive manner. 

Airport Security 

After September 11th, 2001, heightened security for all aviation related activity has been a 
mainstay. Currently there are no mandatory security measures in place by the Federal 
Government or the State of Oregon that will impact the Ontario Municipal Airport. That said, 
both the United States Department of Homeland Security and the Aircraft Owners and Pilots 
Association (AOPA) have introduced voluntary measures to assist airport owners and operators 
in raising the security and awareness around the airport. It is highly recommended that the City 
of Ontario review such information and implement appropriate measures. 

To better secure the airport, the installation of a perimeter fence and floodlighting is 
recommended. Combined with gate restricted access and additional floodlighting, fencing would 
be an effective measure in restricting unauthorized human access as well as wildlife access to 
the airport thus increasing both security and safety at the airport. 

Ground Access 

There are currently three locations to access the airport. Airport Way and SW 61
h Avenue off of 

OR 201 and the main airport entrance, SW 33rd Street off of SW 41
h Avenue. These three 

access points currently provide adequate access to existing and future development on the 
airport. 

New access should be considered to the southwest portions of the airport where it is anticipated 
that new hangar and new terminal development can be accommodated. The construction of a 
reconfigured OR 201 with a new frontage road will provide an excellent opportunity for improved 
access to the airport. More specifics on this reconfiguration will be discussed in Chapter Four. 

Unauthorized vehicle access is currently a concern along Airport Way. Vehicles accessing the 
golf shop off of Airport Way have made their way onto the airport and mixed with aircraft activity. 
The FAA highly discourages any such interaction between vehicles and aircraft. As previously 
discussed, the installation of fencing and gates should reduce such occurrences and will also 
greatly increase the general security at the airport. 

Airspace, Airport Traffic Pattern and Instrument Approaches 

To ensure the safe operation of aircraft around an airport, protection of the airspace from 
obstructions which may pose hazards to aircraft is extremely important. Federal Aviation 
Regulation (FAR) Part 77, Objects Affecting Navigable Airspace, is one of the main 
mechanisms in place to protect airport airspace. In general, FAR Part 77 airspace requirements 
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for various airports are determined by the weight of the aircraft that predominantly operate at an 
airport and the type of instrument approach, if any, that exists or is planned. 

Airport runways which predominantly accommodate aircraft of less than or equal to 12,500 
pounds maximum gross weight (MGW) are known as "Utility" runways. Runways which 
accommodate aircraft of greater than 12,500 pounds (MGW) are know as "Other Than Utility 
Runways". Either FAR Part 77 runway designation can include visual only runways or runways 
with a precision or non-precision instrument approach. Once a runway has been designated as 
either utility or other than utility and the type of approach identified, specific airspace dimensions 
can be determined. 

For civilian airports, FAR Part 77 identifies the following "imaginary" airport airspace surfaces. 

• Primary Surface 

• Approach Surface 

• Transitional Surface 
• Horizontal Surface 
• Conical Surface 

For purposes of FAR Part 77, Runway 14/32 at the Ontario Municipal Airport is considered a 
utility runway with an existing and future non-precision instrument approach (GPS). The GPS 
approach is to Runway 32 only. Runway 14 is anticipated to remain a visual runway throughout 
the planning period. A description of each FAR Part 77 airspace surface and specific. 
dimensions for the Ontario Airport are as follows: 

Primary Surface 

A rectangular surface longitudinally centered on the runway. For hard surfaced runways, the 
surface extends a distance of 200 feet beyond each runway end. Its elevation is the same as 
that of the runway. The width of the Primary Surface is set by the most demanding type of 
approach existing or planned for either end of the runway. Widths can be 250 feet, 500 feet or 
1,000 feet if the existing or planned approach has approach visibility minimums as low as % 
statute mile or a precision instrument approach. 

The current width of the Primary Surface at the Ontario Municipal is 500 feet. There is a fence 
that currently penetrates the Primary Surface on the west side of Runway 14/32. The 4 foot high 
chain link fence was installed along the border of airport property and the golf course to restrict 
access of golfers onto airport property. The fence was approved by the FAA and it is built on 
frangible post couplings to reduce the likelihood of damage in the event of an aircraft 
accident/incident. The exact impacts, if any, on any future instrument approach will be 
ascertained upon completion of an aeronautical survey and a new non-precision instrument 
approach written by the FAA. 
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The Approach Surface begins at the ends of the Primary Surface and slopes upward and 
outward. An Approach Surface is applied to each runway end and is based upon the type of 
approach planned for that runway end. For visual and utility runways, the Approach Surface 
slope extends for a distance of 5,000 feet at a slope of 20:1. For all non-precision instrument 
runways other than utility the distance is 10,000 feet at a slope of 34:1. For all precision 
instrument runways the slope is 50:1 for 10,000 feet then 40:1 for additional 40,000 feet. The 
ultimate width of the Approach Surface is dependant upon the specific visibility of the approach 
minima to that runway end. 

The Approach Surface for both Runways 14 and 32 at the Ontario Municipal Airport is 5,000 
feet in length with a slope of 20:1. Due to the non-precision instrument approach to Runway 32, 
the ultimate width is 2,000 feet wide. The ultimate width of the Runway 14 is 1,250 as a visual 
runway. 

Transitional Surface 

A sloping area which begins at the edge of the primary surface and slopes upward at a ratio of 
7:1 until it intersects the horizontal surface. 

Horizontal Surface 

An oval-shaped, level area situated 150 feet above the airport elevation, the perimeter of which 
is established by swinging arcs of specified radii from the center of each end of the Primary 
Surface of each runway and connecting the adjacent arcs by lines tangent to those arcs. The 
radius of each arc is: 

• 5,000 feet for all runways designated as utility or visual 
• 10,000 feet for all other runways. The arcs at either end will have the same value. 

Conical Surface 

A sloping area whose inner perimeter conforms to the shape of the horizontal surface. It 
extends outward for a distance of 4,000 feet measured horizontally, while sloping upward at a 
20:1 ratio. 

Figure 3-1 depicts the FAR Part 77 Surfaces. 
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Figure 3-1 
FAR PART 77 Surfaces 
Source: National Geodetic Survey 
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Instrument Approaches 

The availability of an instrument approach 
to aircraft operators utilizing an airport is 
extremely important to the accessibility, 
capacity and safety of the airport during 
times of Instrument Meteorogical 
Conditions (IMC). 

As discussed earlier, Runway 32 is 
currently served by a non-precision GPS 
approach with minimums of 800 foot 

8 ceiling and 1 % statute mile visibility for B 
~ Category aircraft. This existing GPS 
~ approach is an overlay of the NDB 
~ approach to the airport. As part of the 
~ Runway 14/32 extension project previously 
i. discussed, efforts to improve minimums to 
= the new runway end are underway. At this 

time, an Area Navigation (RNAV) GPS 
approach with Localizer Performance with 
Vertical Guidance (LPV) minima is being 
studied for Runway 32. Per the FAA, LPV 
approaches currently utilize the Wide Area 
Augmentation System (W AAS) to provide 
vertical guidance down to approach 
minimum heights as low as 250 feet above 
touchdown. 

It remains to be seen if the Ontario 
Municipal Airport can support such low 

minimums with a new approach. An aeronautical survey to determine possible obstructions that 
may affect potential new approach minimums will be initiated in March of 2007. Funded locally, 
the findings of the survey will have direct impacts on the actual minimums that can be achieved 
at the airport. While improvements to the existing minimums are desired, new visibility 
minimums of less than 1 mile will require significant reconsideration of various FAA design 
standards and FAR Part 77 surfaces. It is therefore recommended that any future non-precision 
GPS approach obtain the lowest ceiling minimums while maintaining visibility minimums to as 
low as 1 mile. 

It is also important to note that utilization of the new LPV approach will be subject to the proper 
equipment in the aircraft and the proper training of the pilot(s) flying the aircraft. In order to fly 
the LPV approach, specific aircraft equipment and pilot training is required. At this time, 
relatively few small general aviation aircraft are equipped with such equipment as the costs are 
still quite high. In the meantime, pilots should still be able to use the resulting non-LPV 
(LNAVNNAV) minimums without the specific equipment and training requirements associated 
with LPV. 

Figure 3-2 shows the current approach plate and associated specifics for the existing NDB/GPS 
approach to Runway 32 at Ontario Municipal. 
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Table 3~8 summarizes the facility requirements for Ontario Municipal Airport over the next 20 
years. The existing runway and taxiway configuration at the Ontario Municipal Airport generally 
meets all major FAA airport design standards and separation requirements for ARC B-11 as 
shown in Table 3-3. Although no major airfield configuration changes or additions have been 
identified, the recommended airside and landside facility improvements will significantly 
enhance the safety, viability and usability of the airport to its users and the City of Ontario 
throughout the planning period. 

TABLE 3-8 
Summary of Facility Requirements 

Runway 14/32 

• REIL- Runway 14 
• PAPI- Runways 14 and 32 
• Asphalt Overlay 

Taxiway 

• Medium Intensity Taxiway Lighting (MIRL) System 

Apron 

• Reconfiguration and expansion to accommodate B-11 traffic 
(including business jet aircraft) 

• New terminal building 
• Hangar development areas 
• New taxilanes to accommodate new hangar development 
• New sewer lift stations 

; GENERPim1 e~erEJirnMfi=NH~ricEME"Nms · " · , · , , , ': 
c c C C C C> c c C c c C C ccC >c CCC c > c ccC c Cc c-c ' cc cc C c , CCC c I 

• Routine pavement maintenance 
• Perimeter fencing and access gates (security) 
• Apron floodlighting (security) 
• Snow Removal Equipment (SRE) 
• Airport Master Plan Update 
• Utility and Drainage Master Plan 
• Helipads 
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Perhaps one of the greatest threats to the viability of an airport today is the encroachment of 
incompatible land use. Height restriction zoning, per FAR Part 77, and other land use zoning to 
protect the airport from incompatible. land uses such as residential development is highly 
encouraged by airport sponsors. 

When discussing land use compatibility around an airport, there is a very distinct difference 
between height restriction zoning and basic land use zoning. As its name implies, height 
restriction zoning generally conforms to FAR Part 77 with the intent of protecting the airspace 
around an airport from objects or structures which may pose hazards to aircraft operators. On 
the other hand, the intent of land use zoning should be to prevent incompatible land uses from 
being allowed near an airport where the impacts of airport operations, such as noise and/or 
aircraft accidents, can have a potentially negative impact on that land use. One of the most 
obvious examples of an incompatible land use is residential development within various areas 
around and airport. A good, comprehensive municipal land use compatibility plan takes such 
considerations into account and incorporates both height restrictions and basic land use 
restrictions. Coupled with other proactive measures, such as voluntary noise abatement 
programs and selective fee-simple land acquisition, such a comprehensive plan will protect both 
the airport and the surrounding community. 

It is also important to note that as an airport which receives FAA funds, the City of Ontario is 
bound by various FAA grant assurances. Regarding land use compatibility, FAA Grant 
Assurance 21 states that the airport sponsor will, " ... take appropriate action, to the extent 
reasonable, including the adoption of zoning laws, to restrict the use of land adjacent to or in the 
immediate vicinity of the airport to activities and purposes compatible with normal airport 
operations ... " 

Currently the City of Ontario, City Code, Title 1 Oa, Substantive Zoning Regulations, includes 
Chapter 1 Oa-45, AD, Airport Development Zone. Per the code, the purpose of the Airport 
Development Zone is, " ... to protect airport facilities from incompatible land uses; to provide for 
future airport expansion; and to insure compatibility at the airport with future land use." 

Chapter 10a-45 does contain good, comprehensive language designed to protect the airport per 
the grant assurances. It was observed that specific areas of applicability of the Code are 
predicated on FAR Part 77. It is recommend that FAR Part 77 be specifically mentioned in the 
Code. FAR Part 77 is federal law. As such, there are specific notification requirements under the 
regulation which should be discussed. Furthermore, it is strongly recommended that language in 
the Chapter be revised to incorporate current FAA terminology. Specifically, a "clear zone" is no 
longer recognized by the FAA. The new terminology and FAA airport design standard is a 
Runway Protection Zone (RPZ). The RPZ is depicted on in the ALP drawing set. Additionally, 
while the use of an avigation easement is included in the Code, the inclusion of a Fair 
Disclosure Statement is also recommended. 

The City of Ontario Planning Department confirmed that the City currently does not have an 
Airport Overlay Zone in place as a supplement to Chapter 1 Oa-45. As recommended in the 1992 
Master Plan, the creation of a Airport Overly Zone by the City is still strongly recommended. 
When implemented properly, Airport Overly Zones are a very effective tool for local decision 
makers in protecting the airport from incompatible land uses. 
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A copy of Chapter 1 Oa-45, the current City Land Use and Zoning Map and an example of a Fair 
Disclosure Statement can be found in Appendix 1. 

Again, as discussed in the 1992 Master Plan, The Oregon Department of Aviation provides 
excellent land use compatibility guidance for airports via its "Airport Land Use Compatibility 
Guidebook". The State of Oregon also encourages the implementation of an Airport Overlay 
Zone. The State guidebook provides a comprehensive model from which municipalities can 
create such an overlay zone. The latest version of the recommended State overlay zone model 
can be found in Appendix 1. 

Another challenge for many airports regarding land use compatibility, including Ontario 
Municipal, is multi-jurisdictional land use controls around the airport. In other words, the airport 
sponsor does not control land use outside of the immediate boundary of the airport - in this 
instance Malheur County. Malheur County currently has an Airport Overlay Zone in place for the 
airport. Article L. AA Airport Approach Overlay Zone, addresses both height zoning and specific 
land use zoning. A copy of the current Malheur County Airport Approach Overlay Zone can be 
found in Appendix 1. 

Conversations with the City Planning and Zoning Department revealed that the City and County 
enjoy a cooperative relationship in regard to the airport and planning and zoning issues. The 
County regularly provides the City ample opportunity to view and approve development 
proposals that may impact the airport. 

Airport Traffic Pattern and Land Use Compatibility 

At the onset of this project, the feasibility of changing the current airport traffic pattern from the 
standard left hand pattern to a right hand pattern was to be studied. The purpose for this review 
was to determine if a change in the traffic pattern would help alleviate possible aircraft impacts 
over a proposed high school near the airport. 

During the course of this study, a bond initiative to fund the proposed school failed and the 
Ontario School District has backed out of a land deal on which the school was to be built. In a 
letter to the airport manager dated November 4, 2005, the FAA states its specific concerns 
regarding the location of the school near the airport and the potential negative impact airport 
operations could have on the school. In a conversation with the Ontario School District, such 
concerns by the airport management and the FAA regarding the proposal were a major reason 
that this project failed. 

Conversation with the Ontario School District also revealed that they are currently exploring 
other options for a new school location. More importantly, it was made clear by the school 
district that they now have a better understanding of the concerns of airport management and 
the FAA regarding a school near the airport. Any future site considerations for a new school will 
not include sites near the airport. A copy of tlie November 4, 2005, letter can be found in 
Appendix 1. 

It is generally accepted by the airport community, the FAA and the Oregon Department of 
Aviation that schools within the immediate vicinity of an airport is considered an incompatible 
use. While not specifically mentioned in Chapter 1 Oa-45 of City Code, the broad terminology in 
the Code, " ... to protect airport facilities from incompatible land uses; to provide for future airport 
expansion; and to insure compatibility at the airport with future land use ... ," should most 
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certainly extend to future proposed schools. At this time, there is no further need to consider a 
change in the traffic pattern. 

Land Use Compatibility Summary 

While a change in the traffic pattern may have been helpful in reducing impacts on the school, it 
would have been a reactionary measure. The traffic pattern situation underscores the need for 
an airport sponsor to be proactive in the planning and zoning process. The creation of a 
comprehensive land use plan that encompasses height restriction zoning and general land use 
zoning, in addition to an Airport Overlay Zone, represents this proactive approach. An ordinance 
or other similar mechanism to enforce the recommendations in the comprehensive plan should 
then follow. 

Via Chapter 1 Oa-45 of City Code, the City is being proactive in its approach toward the airport 
and land use compatibility. To increase its effectiveness, the creation of an Airport Overly Zone 
to supplement Chapter 1 Oa-45 of City Code is recommended. Also, revisions to the various 
language in Chapter 1 Oa-45 to match current FAA terminology is strongly recommended. Lastly, 
it is encouraged that the City continue to work together with Malheur County to foster the 
positive, cooperative relationship they share in protecting the airport and the surrounding 
community from incompatible land uses. 
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With future demand and facility requirements identified in previous chapters, this chapter will 
describe the various development alternatives considered throughout the study process to 
accommodate the identified demand and facility requirements. Airside, landside and ground 
access alternatives were all considered. A "preferred" alternative from each of these categories 
has been selected by the Airport Committee and the Airport Manager and each preferred 
alternative will serve as the basis for the ALP drawing set included in Chapter Six. 

Airside Alternatives 

Runways/Taxiways 

As has been discussed in the previous chapters, the 
existing ARC of the Ontario Municipal Airport is officially 
listed as B-1. The recommended future ARC is B-11. The 
existing configuration of the airport will be able to 
accommodate the change in ARC with relatively few 
changes and impacts. Upon completion of the previously 
discussed runway extension, the runway and taxiway 
system at the Ontario Municipal Airport is anticipated to 
meet future demand thus, no extensive alternative 
discussions regarding the runway and taxiway system were 
necessary. 

Aircraft Apron 

While no major airside modifications are anticipated, the 
need for future transient tiedown space and the 
reconfiguration of the existing ramp to better accommodate 
anticipated future activity, including jets, will be necessary 
at the airport within the planning period. To meet these 
requirements, four aircraft apron alternatives were 
considered. Technical drawings of these alternatives, 
Options 1 through 4, can be found in Appendix 2 along with 
the derived advantages and disadvantages of each Option. 
After consideration of each of these Options, Option 1 was 
selected by the Airport Committee and the Airport Manager 
as the preferred aircraft apron alternative. Figure 4-1 
depicts preferred Option 1. Following is a summary of the 
pros and cons of Option 1. 
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Option 1 (Preferred Aircraft Apron Alternative): 

Pros 

• New construction in lieu of retrofit 
• Minimizes disruption to existing operations during construction 
• Provides three large aircraft parking spaces 
• Adequate tie-down space for 20-year forecast 
• Preserves the "centerfield" (See Page 9, paragraph 3) 
• Sets the stage for future airport expansion and future FBO site 

Cons 

• Moves aircraft further away from the existing FBO 
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• May require phased construction due to FAA justification requirements 
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