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INTRODUCTION

This Master Plan for Rogue Valley
International-Medford Airport is being
undertaken by the Jackson County
Airport Authority to outline a long
range, orderly direction for airport
development which will yield a safe,
efficient, economical, and environ-
mentally acceptable air transportation
facility. The study is being funded with
passenger facility charges. Technical
work is being led by Coffman
Associates, Inc. with assistance from
David Evans and Associates (airport
layout drawings) and Dr. Lee McPheters
(economic benefit analysis).

In addition to the consultant team and
members of the Airport Authority and
its staff who will be involved in the
study, the Airport Authority has
identified a number of community
planners, state and federal agency
personnel, and representatives of the
aviation community to review the
various aspects of the plan as it is

Aitport/Authority,

developed. The committee will review
workings papers on the project and
provide input and comment throughout
the study to help ensure that a realistic,
viable plan is developed. To assist the
review process, draft working papers are
being submitted in a workbook format.
As new information is developed, it can
be inserted in the workbook behind the
appropriate tab.

The Master Plan provides a step-by-step
or phased outline for development and
gives the Airport Authority advance
notice of pending needs to aid in future
scheduling and budgeting. This allows
for orderly and timely improvements. To
accomplish this, the Master Plan is being
prepared in a systematic fashion that:

e Examines existing and potential
future aviation activity at the airport.

e Examines airfield capacity and
compares it to demand forecasts.




Relates the existing and potential
aviation activity, aswell assafety
and technological advancements
to existing and future facility
requirements.

Formulates and
potential development
natives.

analyzes
alter-

Proposes an airport layout plan
which is compatible with both
aviation demands and the local
environment.

Schedules priorities and phases
proposed development based
upon actual demand and
estimates development costs and
funding sources.

ThisM aster Plan isactually an update of
previous Master Plans that were
undertaken by the Airport Authority in
1986 and 1993. Many of the
recommendations of these M aster Plans
have been implemented. A project to
extend the primary runway to 8,800 feet
ispresently underway. To becompleted
in three phases over the next couple of
years, the project will also extend a
taxiway to the Foreign Trade Zone
which is located on the east side of the
airport. These projects are expected to
create additional demand for air cargo.
In addition, the airport has

experienced significant growth in
passenger demand over the past five
years (increasing by 50 percent),
creating added demand on terminal and
auto parking.

Asaresult, thisupdate will concentrate
on updating those components of the
M aster Plan that are affected by airline
passenger and cargo growth. These
components include the airfield, the
passenger terminal, access and parking,
and cargo and support facilities.
Revisions to the general aviation plan
will also be reflected in the airport
layout plan and the capital improvement
plan.

The forecasts of all sectors of aviation
activity at the airport have been updated
in Chapter Two. This includes the
passenger airlines, air cargo, and genera
aviation. The forecasts outline the
realistic potential for air traffic growth
that can then berelated to future facility
needs on the airport.

The following project schedule depicts
subsequent submittals and a proposed
meeting schedule. The meetings with
the Planning Advisory Committee
should take place at intervals of two
months. On behalf of the Airport
Authority, we would like to thank you
for taking the time to participate.



Chapter One

INVENTORY

The initial step in the preparation of a
20-year master plan is the collection or
identification of information pertinent to
Rogue Valley International - Medford
(formerly known as Medford - Jackson
County Airport) and the surrounding
area. There have been significant
changes in activity at the airport, and the
facilities which serve this demand, since
the last master plan was undertaken in
1992. This chapter will organize the
information, providing a foundation for
subsequent planning analyses. Included
within the analysis will be airside and
landside facilities, nearby airports, and
socioeconomic information on the
Medford area, with special emphasis on
the changes over the past decade.

The information collected for this
chapter was obtained from several
sources: on-site inspections, airport
records, review of other planning
studies, interviews with airport staff,
planning associations or tenants, and a
number of on-line (Internet) sites which
presently provide statistical information
and documents.

m

As with any airport planning study, an
attempt has been made to utilize existing
data, or information in associated
planning documents, to the maximum
extent possible.

AIRPORT SETTING

Rogue Valley International - Medford
Airport serves as a primary commercial
service airport for Southwest Oregon,
with its service area extending into
Northwest California. Situated along
Interstate 5, and only 30 minutes from
the California border, the airport is
located only five minutes from
downtown Medford. The geographic
setting has been depicted on Exhibit 1A.




Located in Jackson County, the
population for the county in the last
decadehasincreaseddy 15 percentto a
level slightly above 175,000. This
exceedsthe growthexperiencedn the
80s, when the county population
increasedby 10.5 percent. M edford is
the largest city in the county,with a
populationn excesxof 60,000. It isthe
industral, medical, and service center
for SouthwestOregonand N orthw est
California.

M edford is strategically located for
reaching domestic and international
makets. In addition to the three
scheduled airlires and a half dozen
charter airlines providing service
throughthe airport,there are over 30
mota freight trucking companies and
eleven freight brokers based in the
Jackson/Josephin€ountyarea. There
are also four integratedcarriers,seven
delivery services, and two freight
forwarders. The Central Oregon and
Pacific Railroad maintainsmain and
branch lines through the area.

In partnershipwith ORE-CAL T Trade
Corporation, the east side of RVI
Airporthasbecomethe viable location
forthefutureof aircargoon-field.With
Foreign Trade Zonedesignation, and the
services of all necessary federal
inspection agencies for international
traffic,the newly developed Robert F.
Smith North AmericanTrade Cente
represents the newest significant
international port of entry on the W est
Coast of the United States. A newly
constructed apron servicing Airport
Commece Park greatly enhances the
services of the airport. The following
agencieandorganizationarecurrently
in the Park:
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. U nited States Customs Service

. U nited States Immigrationand
N aturalization Service

. United Stales Department of

Agriculture - APHIS
. U nited States Fish and Wildlife

. Southern Oregon Intemational
Trade Council (SOITC)

. Foreign Commercial Service/
Export A ssistance

. InternationalWildlifeRecovery
Center

. K orean Consulate Office

At1,382feetabove sea level, M edford
is protected bysurroundingmountains,
and the areais favored with a mild
climate.A nnual rainfall is18-20 inches,
aboutthe sameas San Francisco. The
seasonsareclearlydefinedfem peratures
are generallymild overall,and yearly
snowfallin thevalley floor is only 3-4
inches. The median winter tem perature
iIs 36 degrees. Summers are warm with
amediantem peraturef 94 degreesand
anaverageof 15daysover100degrees.

AIRPORT SYSTEM
PLANNING ROLE

Airport planning exists at local,
regional andnationallevels. Each level
has a differentemphasisand purpose.
The wupdate of Rogue Valley
International M edfordA irport’ smaster
planprovidegplanningatthelocallevel.
At the state level, the Oregon
Department of Transportation,
Aeronauics Section has prepared a
Satewmde Awviation System Plan. This
document providesan assessmentof
capial needs within the overall
statewide airport system.
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At the national level, Rogue V alley
International - M edford Airport is
includedin theNational Plan of Integrated
Airport Systems 1998-2002 (NPIAS). This
planning document includes 3,344
existingairportswy hicharesignificanto
nationalairtransportatiorandestim ates
that $35.1 billion in infrastructure
developmen(thatiseligibleforFederal
aid) will be needed over the next five
yearsto meetthe needsof all segments
of civil aviation. Airports with
significanttcommerciaberviceaccount
for 82 percentof thetotal development
needs.

AIRPORT ADMINISTRATION
AND HISTORY

RogueV alley International - M edford
Airport is owned and operated by
Jackson County. A seven-member
airportadvisory committee appointed by
the Boardof Commissoners provides
recommendationsto airport admini-
stration regarding airport needs,
operational improvementsand serviceto
tenants. The Airport Director, who
reportsto the county administratorjs
responsible for the operation and
maintenanceof the airport as well as
providing the county with recommend-
ationsfor continuedimprovements at
the airport.

Medord M unicipal Airport began
operdion officiallyon A ugust4, 1930.
The newairstrip,located on the present
site, wascompletd in October 1929.
Thefirsttri-motorpasserger planes on
the Oakland-Seattleun used M edford
asaregular stop.On August 22, 1944,
freshfruit,flowersandfishwereflown
from Medford to New Y ork City,
demonstratingthe possibilities of air
shipment of perishables from M edford
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andtheviabiliy of transcontinental air
freight movements.

During World War 11, the War
D epartment controlled the airmort,
leasing the facility from the City of
M edford. D uring this period, the total
acreageof the airport was increased
from 400 to 550 acres. The added
acreagew asdeededto theCity afterthe
war.

M ercy Flights was establishedat the
airportin 1949. The original mission
was to transportthose ill in outlying
areasto more comprehensivanedical
facilities. Over 10,000 patients have
been flown since the company began.
In 1990 Mercy Flights purchased
M edfordA mbulanceandbeganground
ambulance service under the same
nonprofit philosophy. Presently, the
company has air and ground divisions,
with helicopter services.

In 1952 afederalgrant was received to
purchasethe existing U nited Airlines
Company building, which would be
integated into the terminal building.
An airportbeaconwasadded atop the
control tower at the same time.

TheU .S.ForestServiceair tankerbase
has been providingair supportfor the
suppression of forest fires in the area
since 1958.

In 1971, voters approved transfer of
ow nershipof the airportfrom the City
of M edford to Jackson County. In the
followingyears,the terminal building
was expanded, improvemets were
madeon the airfield, new emergency
response equipment was added, and



other safety and securty projectswere
undertakento meet new demands and
complywithfederalstandards.In 1995,
the Department of Commerce
announcedthat Jackson County had
been aw ardedthe newest foreign trade
zoneinthecountry. Airport Commerce
Park has experieced rapid growth in
thepastfewyears. The latest project on
theairport,the 2,100-foot extension of
the mainrunway ,paralleltaxiw ay ,and
connecting taxiways to Airport
Commerce Park provides enhanced
cargo capacity and greatly expanded
servicecapabilitiesntheabilitytobring
international traffic directly to the
Robert FSmithNorth American Trade
Center.

AIRTRAFFICACTIVITY

Air traffic activities are recaded
monthly by the airport administration
uponreceiptof activitysummariesrom
the airlines. Each of the scheduled
passenger airlines report passerger,
operations, air fraght and air mail
statisticsto theairport. A summary of
theannualizeddatasincel990hasbeen
depictedon Exhibit 1B. A sfootnoted on
the exhibit, the air freightinformation
which is presentedis only from the
scheduledairlineqdanddoesnotinclude
theall-cargocarriers). T otal operations
in each category (air carrier, air taxi,
general aviation and military) on the
airfield are recorded by the airport
trafficcontroltower and posted on the
FederalAviation Administrationvgeb
site each month (www .faa.gov). The
following chapter (aviation demand
forecasts)presentsdetailedsummaries
of the historicalactivity. At this time,
the airport is enplaning (boarding)
approximately 220,000 annual

1-4

passengersthrough the terminal. In
1998, there were 70,000 annual
operationglandingsaandtakeoffs).The
civilian operators em playbaseof 150
aircraft on the airfield.

Theairlinesproviding scheduled service
include: Horizon, United, and U nited
Express. Non-stop service is currently
provided to Portland, Seattle, San
Francisco, and Los Angeks with
continuing service to Las Vegas,
Spokale, and Vancouver. The top
twenty markets, based on highest
passenger volumes, have changed
somew haduringthe 90s, although the
top marketsareverysimilar. Exhibit 1C
presents the top twenty markets, based
upon ten percent samge passenger
surveysundertakenby the D epartment
of Transportation in 1998. By
comparison,in 1991, the top twenty
marketsw erePortland,San Francisco
Los Angeles, Seattle, San Diego,
Ontario, Burbank, Denver, Orange
Couny, Phoenix, Chicago, Las V egas,
Honolulu, Long Beach, W ashington
D.C.,Minneapolis-StPaul, D allas-Ft.

W orth, Salt L ake City, Boston, and
A nchorage.

LOCAL HISTORY AND
COMMUNITY PROFILE

The Rogue Valley obtained its name
fromtheRogued ndiansw horeferredo
the local area as The Valley of the
Rogue. Gold was discovered in 1852,
bringingminersto thevalley,followed
by farmerswho discoveredthe fertile
soil and favorablegrowingconditions.
The Cdifornia-Oregon Stage Road
provided access to the communities of
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SFO -
PDX -
LAX -
SEA -
SAN -
PHX -
LAS -
ONT -
SNA -
BUR -
DEN -
CHI -
NYC -
WAS -
MSP -
HNL -
SLC -

Number of Passengers
‘ in Sample - Outbound
City plus Inbound

% of Total

San Francisco, California
Portland, Oregon

Los Angeles, California
Seattle/Tacoma, Washington
San Diego, California
Phoenix, Arizona

Las Vegas, Nevada

Ontario, California

Santa Ana (Orange County), California

Burbank, California
Denver, Colorado
Chicago, lllinois

New York, New York
Washington, D.C.
Minneapolis/St. Paul, Minnesota
Honolulu, Hawaii

Salt Lake City, Utah
Anchorage, Alaska
Kansas City, Missouri
Orlando, Florida

Sample Total:

5,298
4,634
2,974
2,805
1,545
1,446
1,422
1,410
1,146
1,142
1,053
791
722
677
536
525
523
453
431
423

41,157

12.9%
11.3%
7.2%
6.8%
3.8%
3.5%
3.5%
3.4%
2.8%
2.8%
2.6%
1.9%
1.8%
1.6%
1.3%
1.3%
1.3%
1.1%
1.1%
1.0%

S

Nz
ACKSON
OUNTY

Airport Authority

Exhibit 1C
TOP-TWENTY O&D MARKETS-1998



A shland,T alent,Phoenix Jacksonville,
and Central Point, until the Oregon&
CaliforniaRailroadreachedthe areain
1883. W hile Jacksonville (the county
seatat thetime)w asexpectedto bethe
next station between Portland and
Sacramentothey did not offer a bonus
to the railroad, and the station was
placed at MiddleFork on Bear Cree
(now M edford).

Thepopulatiornof M edfordhadreached
2,500 by 1896, and it had established
itself as a major shipping and railway
center. Today, M edford is the business,
commercialandprofessionatenterfor
the regon, which includes Southw est
Oregonand N orthwest California. The
lack of local sales taxes attracts
Californiansas well as the density of
retail development in M edford. The
timber industry, agriculture, and tourism
all contributego thelocaleconomy.The

M edford area iBome to awide variety
of largeandsmallm anufacturinglants.

L eading employment groups include
lumber andv ood products, fruit packs,
grain crops, construction products,
micrdilm products,and sophisticated
bearings and cylinders.

AIRSIDE FACILITIES

Airside facilities include runways,
taxiways, lighting, and navigational
aids. Information relevant to the two-
runway system is summarizedin the
following paragraphs. The airfield
facilities are depicted dixhibit 1D.

Thetwo activerunwayson the airfield
areRunwayl4-32(theprimaryrunway)
and Runway 9-27 (the secondary
crosswind runway). Runway 14-32 is
8,800 feet long byl50feet wide, while
Runway9-27is 3,155 feet long by.00
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feet wide. The primary runway is
stressed to handle most aircraft
operatingnthecommerciafleet,while
thecrosswindunwayislimitedtosmall
aircraft weighing less than 12,500
pounds.

Several connecting taxiways and exits
areavailablgo aircraftoperatingonthe
airfield. These are best exemplified on
Exhibit 1D. The recent runway
extensionprojectextendedataxiw ayto

the eastsideof theairfied, connecting
with a ramp on foreign trade zone

property.

Theprimaryrunwg is equipped with
high intensity edge lights, a medium
intensity approach light system with
runway alignment indicator lights (on
the 14 approach), andouchdow reone/
centerlinelighting. This runway also
hasvisualapproachaids:a4-lightPA PI
on Runway14 and a 4-box VASI on
Runway 32. During periods when the
control tower is closed, the airfield
lighting may be activatedwith radio
control.

Thecrosswindunwayisequippedwith
medium intersity edge lights, but no
other navigational aids. Itislimited to
operations by small aircraft.

LANDSIDE FACILITIES

Thelandsidefacilitiesncludeterminal,
fixed base and corporate aviation
facilities, storage hangars, the U.S.
Forest Servicefacilities,and various
facilitiesw hichprovidesupportto the
airport operation.



TERMINAL

Orignally constructed in the early 50s,
theticketing wingf theterminalfaces
ontoRunwayl14-32 w hilethebagclaim
wingfacesontothe crosswind runway.
T heseparatiorbetw eerthebuildingand
the primaryrunway createinadequate
clearancego the buildingand aircraft
parkingpositions. Within the building,
passengercirculationsrelativelyclear,
although the interior can become
congestedduring peak periods. The
airlineoffices and bag make-up areas
are located immediately behind the
ticketing counters, but area is limited.

The departure lounges offer both
ground-level and second-level boarding.
Thebagclaim area consists of a single
flat-bed recirculatingdevice. Food
service and concessionsare centraly
located. Total enclosed space on the
ground level has been estimated at
31,550squarefeet. The terminal layout
has been depicted oBxhibit 1E.

The rentd car return lot is located
adjacento theticketingentrancew hile
therental carreadylotislocatedat the
exitfromthebagclaimwing. There are
100 parkingspacesin the ready loaand
64 spacesin the return lot. Rental car
counters are located in the building
corridorbetw eerthedeplaningareaand
the bag claim area.

V ehiclgparkingislocatednfrontof the
terminal, and is accessed from the
terminal loop road, which has two
throughlanes. There are 433 parking
spacesin the short-term/long-ternhot,
with an additional 225 parking spaces
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availablein the overflow lots. The
employee lot is south of the rental car
return lot, and has 183 parking spaces.

The airportadministrationoffices are
locatedin a separatebuilding,opposite
therentalcarreadylot. Thisbuilding is
nearly5,000 square feet, and supported
by 27 parking spaces.

GENERAL AVIATION

Generalviationfacilitiesarelocatedon
the west side of the airfidd. Several
companiegrovideservicesto general
aviatiornaircraftaircargooperatorsand
persons wishing to charter aircraft.

Logan & ReavisAviationis a full-
service fixed base operator (FBO)
providing fuel, parking, pilot lounge,
flightschoolandflighttraining.aircraft
rentals, sightseeing tours and rides,
charters,aircraftmaintenanceaircraft
modfications, aircraft painting and
aircraft interiors.

M edfordAir Serviceis a full-service
FBO providing fuel, parking, pilot
lounge, aircraft maintenance and parts.

Jet CenterM FR (which has purchased
Pacific Flights) is a full-serviceFBO
providing fuel, parking, charters, aircraft
maintenanceavioncs service,aircraft
sales and leasing, catering, pilot
supplies, crew cars, and pilot lounge.

T hereareseveralothersoperatoronthe
airfield contributingp general aviation
adivity, including Mercy Flights,
EricksonAir Crane, Civil Air Patrol,
U.S. Forest Service, Superior Air
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Charter, Pacific Air Research and
Medord Air Cargo. The special needs
created by each dheseoperationawill
beconsidered during the preparatioh
the master plan.

AIR CARGO

FedEx, United Parcel Service, and
Airborre Expressoperate on the airfield.
FedExconstructedfacilitysouthof the
terminalin 1990. Thisfacility provides
supportto CessnaCaravangfourflights
perday),whichareoperatedoy Empire
Airlines.M edford Air Cargo operates a
facility just south of the terminal, as
well as a storage and inspection facility
with cold storage & truck dock within
the North American Trade Centdrhe
air cargohanding companyrepresents
proactivaelevdopment of cargo capacity
on-field andhasbeeninstrumentathus
far in the establishmentof Airport
Commercpark. UPS and Airborne are
supportedby a combingion of twin-
enginepropelleraircraftand smalljets
operatedby A meriflight. Airborne has
constructeda facilty next to the “J”
hangars, which are at the northern end
of the storage hangar area.

SUPPORT FACILITIES

Theairport’ xistingaircrafrescueand
firefighting(A RFF)station is locaed
south of the terminal building. The
storage/maintenandeuildingislocated
on the west side of the airfield.

U ndergrounduel storagei shandledby
eachof theFB Os. T otal capacity of Jet-
A on the airfied is 76,000 gallons,
w hileAvGasapacityis45,000gallons.
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ENROUTE NAVIGATION
AND AIRSPACE

Several types of navigational aids are
available for aircraft enroute to the
airport: very high frequency
omnidirectional range beacons (VOR),
nondirectional beacons (NDB), Loran-C,
area navigation (RNAV), and the global
positioning system (GPS).

VORs provide azimuth readings to
pilots of properly equipped aircraft,
while NDBs provide nondirectional
signals. The Rogue Valley VORTAC,
located immediately north of the
airport, is depicted on Exhibit 1F.
Loran-C utilizes a system of
transmitters, but varies from VOR in
that pilots are not required to navigate
using a specific facility. RNAV permits
aircraft to operate an any desired path
using VOR transmitters, when the
aircraftis properly equipped. However,
the latest enroute navigational aid
available to pilots is GPS.

Initially developed by the U.S.
Department of Defense, it is being
increasingly used in civilian aircraft
navigation. A system of satellites has
been deployed to transmit electronic
signals which aircraft may in turn use
to calculate their relative location. The
FAA is proceeding with a program to
gradually replace all traditional enroute
navigational aids with GPS by the year
2020. A wide area augmentation
system (WAAS) is being installed to



meet navigation performance
requirements for domestic enroute,
terminal, non-precision approach and
precision approach flight phases.
WAAS is designed to enhance the
accuracy, integrity, and availability of
GPS signals, contributing to increased
aviation system capacity and efficiency.
The augmentation improves signal
accuracy from 100 meters to less than
10 meters and provides the availability
and integrity needed to use GPS signals
as the primary means of navigation.

There are a number of other public and
private use airports located within the
immediate area which have been
depicted within the area airspace on
Exhibit 1F. The vicinity airports do
not create any airspace conflicts with
MFR.

EXISTING LAND USE,
ZONING AND
AREA PLANNING

Existing land use in the airport vicinity
was examined in detail for the F.A.R.
Part 150 Noise Compatibility Study in
1986. The study recommended that a
number of properties, primarily north of
the airport, be acquired for noise
compatibility purposes. Many of these
properties (although not all) were
subsequently acquired. The area
around the airport continues to be a
mixture of scattered single family
residential, industrial/commercial
development, and agricultural uses.
The density of development is greater
on the south end of the airport, towards
the city.
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Zoning in the immediate vicinity of the
airport (which includes jurisdictional
areas of both Medford and Jackson
County) is depicted on Exhibit 1G,
which is taken from an exhibit which
was included in the Environmental
Assessment for Proposed Improvements,
prepared by David Evans and
Associates in March 1999. The AD-MU
district was designed to ‘prevent the
establishment of airspace obstructions
. and to encourage desirable and
appropriate land uses for areas located
In  proximity to major airports”
according to the Jackson County Land
Development Ordinance (1989).

Jackson County also has Airport
Approach (AA) and Airport Concern
(AC) overlay zones. The AA overlay
zone restricts the height of structures or
activities that could be a hazard to
aircraft taking off or landing. The AA
zone is ‘intended to prevent the
establishment of airspace obstructions
in air approaches through height
restrictions and other land use controls™
according to the Land Development
Ordinance. The AC overlay zone
follows FAR Part 77. The AA overlay
zone regulations supersede those of the
underlying zoning designation. The AC
overlay zone permits the uses of the
underlying zoningdistrict, but prevents
airspace obstructions, has height
restrictions, and requires a deed
declaration to recognize the airport3
pre-existence for all single-family
dwellings. In the AC overlay zone, a
deed declaration is required only if a
dwelling is located within the 55 DNL
airport noise contour.
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With regard to other planning studies
in the vicinity of the airport, the Oregon
Department of Transportation is
undertaking a Highway 62 Corridor
Solutions Project for the portion of
Highway 62 (Crater Lake Highway)
between Medford and White City.
Traffic on this highway has increased
over the past few years to the point that
it now carries a higher volume than
Interstate 5 (through Medford). Any
improvements are not expected to begin
construction until 2003; however,
airport master planning alternatives
and/or recommendations will need to be
coordinated with potential highway
corridor solutions to avoid potential
conflicts.

SUMMARY

The information discussed on the
previous pages is intended to provide an
overview of the airport history, activity
levels, existing facilities, and
community profiles. It is not intended
to be all-inclusive of data which was
available or collected to-date for this
planning effort. In the following
chapters, additional information will be
presented to supplement this data in
support of planning analyses. Initially,
in the development of aviation demand
forecasts (Chapter Two), a more
comprehensive overview of historical
activity statistics will be presented,
while in the facility requirements
analysis (Chapter Three), summaries of
existing terminal functional areas and
hangar/ramp storage areas will be
presented. The information and datain
total will be used to define the airport3
ability to accommodate projections of
aviation demand.
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DOCUMENT SOURCES

A variety of sources were used during
the inventory process. The following
listing reflects a partial compilation of
these sources. Inaddition, considerable
information was provided directly to the
consultant by the Rogue Valley
International - Medford Airport
administration staff on visits to the
airport in late June 1999. It should be
recognized that operational statistics,
airport tenants, and local community
profile information continues to change
over time. At the conclusion of the
planning effort (estimated at nine
months), the consultant will update
information prior to finalizing the
document. The following documents
were referenced in the initial
preparation of this chapter:

AirNav Airport Information, web site:
www.airnav.com

Airport Facility Directory, Northwest
U.S., U.S. Department of Commerce,
National Oceanic and Atmospheric
Administration, July 15, 1999.

Airport Master Plan, Medford-Jackson
County Airport, Prepared for Jackson
County by The Airport Technology and
Planning Group, Inc., September 1993.

Airport Master Plan and Noise
Compatibility Study for Medford-
Jackson County Airport, Prepared for
Jackson County by Coffman Associates,
Inc., February 1986.

site:

Aviation Database, web

www.avweb.com




Draft Environmental Assessment, Rogue
Valley International-Medford Airport,
Proposed Improvements, Prepared for
Jackson County by David Evans and
Associates, Inc., March 1999.

FAA Aerospace Forecasts, Fiscal Years
1999-2010, Office of Aviation Policy and
Plans, Federal Aviation Administration,
March 1999.

FAA Long-Range Aerospace Forecasts,
Fiscal Years 2015, 2020, and 2025,
Office of Aviation Policy and Plans,
Federal Aviation Administration, June
1999.

Federal Aviation Administration, web
site: www.faa.gov

G.C.R. & Associates, Inc. web site:

www.gcrl.com

Jackson County Airport Authority, The
History of Rogue Valley International-
Medford (formerly known as Medford-
Jackson County Airport), By Hattie B.
Becker, 1995.
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Klamath Falls Sectional Aeronautical
Chart, U.S. Department of Commerce,
National Oceanic and Atmospheric
Administration.

ORE-CAL Trade Corporation, web site
information.

Rogue Valley International - Medford
Airport, web site:
www.jacksoncounty.org

Southern Oregon Regional Economic
Development, Inc. web site:
www.soredi.org

State of Oregon, Department of
Transportation, web site:
www.odot.state.or.us/region3

U.S. Terminal Procedures, Northwest
U.S., U.S. Department of Commerce,
National Oceanic and Atmospheric
Administration, July 15, 1999.



Chapter Two

FORECASTS

Facility planning must begin with a
definition of the demand that may
reasonably be expected to occur over the
specified planning period. In airport
planning this involves forecasts of
aviation activity indicators that define
the level of airport demand. Forecasts of
commercial service, general aviation,
and air cargo are used as a basis for
facility, financial, and environmental
planning.

The previous planning efforts conducted
at the airport have each included a set of
comprehensive forecasts for long-range
tacility planning. Because aviation
activity can be affected by many
influences, it is important to remember

Airport Authority

that forecasts are to serve only as
guidelines and that planning must
remain flexible enough to respond to
unforeseen facility needs. This makes it
important to review an airport’s activity
on a regular basis to determine if
changes to the guidelines are necessary.

A good example of this has been the
increase in enplaning passengers
through the airport over the past five
years, and the recent construction of
facilities on the airport to serve
international markets. These changes can
have a dramatic affect on the need for
new or improved facilities. Aviation is
dynamic, and creates changing needs
throughout the system.

Using a broad spectrum of local,
regional, and national aviation industry
information, the forecasts are developed
for the following elements: commercial
service passenger enplanements, fleet
mix, air freight, air mail, based aircraft,
military activity (although this is very
insignificant at Medford), peaking
characteristics, operations, and annual
instrument approaches. The forecasting




analysisbeginswithareviewof trends
at the national level.

NATIONAL AVIATION
TRENDS

COMMERCIAL AIRLINES

Thecommerciahviationindustryinthe
United States experienced its fifth
consecutiveyear of traffic growth in
1998. Passenger enplanements grew by
2.1 percentin 1998. This growth was
attributed in part to strong U.S.
economic growth and to continued
economic expansion. However,
domesticcapacityincreasedy only 0.6
percentin 1998, resultingn anall-time
high load factor of 70.1 percent.

The smaller regionals/commuter
industry continued to grow at
significantlyhigherratesthanthelarger
air carriersin 1998, with passerger
enplanementsncreasingoy 7.3 percent

in 1998. Like their large counterparts,
they alsoachievedanall-timehighload
factor of 56.5 percent in 1998.

The regional/commuter fleet has
continuel to be upgraded, with
increasing numbers of regional/
commuterairlinesoperatng 30 to 75
seat regioral jets. The use of these
aircraft is expected to continue the
greater acceptance of the regional/
commuter airlines by the travding
public.

The FA A projectionsfor commercial
service and regional/commuter
passenger enplanements indicate
relativelystrong growth. Asshown on
Exhibit 2A, commercialenplanements
are projected to grow at an average
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annualrateof approximatelB.4percent
through the year 2010.
Regional/commuteenplanementsare
projectedto grow at an annual average
rate of 5.4 percent during the same
period.

AIR CARGO

U .S.aircarrier’ @aircargotraffican 1998
continuedto grow at ratesclose to past
trends,withdomesticand international
revenueton miles (RTM s) up 4.3 and
7.3 percent, respectively. Cargo
freight/expressRTM s are forecast to
morethandoubleoverthenextl2years
asmoderatdo strongeconomia@ctivity
both domesticallyand internationally
fuels the demand for the speedy
movemenbf goodsandproductdy air.
The annual rate of growth of
freight/expressverthe 12-yea period
is 5.6 percent.

Significantlyslower growth is forecast
for air mail, as electronicalternatives
(fax,e-mail etc.)cutintothevolumeof
mailmovedby air. Both domestic and
international RTM s are projected to
increase at annual rates of 3.5 percent
over the forecast period.

Theworld’ sair cargo fleet is expected
to doublein size during the next 20
yearsfromroughlyl1,450unitsin 1998
to more than 2,800 units by 2017.
Thereisatrendtow ards increasing use
of wide-bodyfreighterqsuch as 767s,
A310s A300s, DC-10-30s, M D-11s,
and 747s). By 2017, as much as 50
percent of the total freighter fleet is
projectedto be wide-body. The small
freighter fleet
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continuesto be dominatedby the 727.
These are expected to remain the
primary aircraftin the small freighter
categoryforthenextdecade. A fter that,
the 737-300and A -320areexpectedio
receiveusein thiscaegory. The older
D C-8sand707sin themediumnarrow -
bodycategoryareexpectedo bephased
out over time, but the only newer
aircraftwhich currently fits into this
category is the 757-200.

A shasbeentruein the past, converted
aircraft(rather than newly built units)
will be the primary source of future
freightercapacity.In the past couple of
yearsFedExundertookamajorD C-10-
10 conversiornprogram w hichresulted
in atotal of 79 aircraftbeingconverted
fortheiruse M ore of the same should
be expected in the future.

GENERAL AVIATION

Thegeneralaviationfleetisprojectedo
total 220,804 in 2010, an increase of
amost 26,000 aircraft (1.0 percent
annualgrowth)overthe 12-year forecast
period. The current forecast assumes
thatthebusinesauseof generalaviation
aircraftwillexpandatamorerapidpace
than personal useT hemoreexpensive
and sophigicated turbine-powered part
of the fixed wing fleet is expected to
growattripletherateof thatforecastfor
thepistonaircraftcategories. T he fleet
forecasts have been summaized in
Exhibit 2B.

The general aviation industry is
particularlyvulnerableto an economic
slowdown or recession. The recent
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turnaroundin the demandfor general
aviationproductsand services, tenuous
asitis, has occurred during a period of
unprecedentedeconomicgrowth. No
one actuallyknow show theindustry or
its customerswill reactto a protracted
slowing of demand or an economic
recession.

AIRPORT SERVICE AREA

Theserviceareaforanairportisdefined
by its proximity to other airports
providingsimilarservices. The closest
commercial service airport to M edford
is at KlamathFalls,whichis 76 miles
east of M edford. However, Klamath
Fallsdoesnotpresentlyhavejetservice.
Of the remainng five commercial
serviceairportsin the state,the nearest
iIsEugeng(w hichhasjetservice) andis
located 167 miles north of M edford.
Thenearestcommercialerviceon the
California side is Redding,
approximately 150 miles south of

M edford.T herefore, the airport services
asizeableareafor scheduled passenger
services.ltisclassified by the FAA asa
non-hubfacility enplanindessthan0.5
percent of the national passenger
enplanements(w hich are approaching
600 million).

The general aviation service area is
more closely defined, with services
availableat smaller airfieldssuch as
A shlandandGrantsPass. T herefore, for
forecastingourposesyregisteredaircraft
willbeexaminedorJacksonCounty(or
aportionof theCounty) thencompared
to the levels of based aircraft at M FR.



SOCIOECONOMIC
FORECASTS

L ocalsocioeconomidorecastgrovide
an indication of the potential for
sustaininggrowth in aviation activity
over the plannng period; therefore,
severalvariables have been examined:
populationemploymentandpercapita
income(PCPI). Each of these variables

forecastperiodsthrough The Complete
Economic and Demographic Data Source
(CEDDYS), as maintainedby W oods&
Poole Economics, W ashington, D.C.

Historical sodoeconomicinformation
has been presented ifmable 2A for the
years 1970, 1980, 1990, 1996, 1998,
withforecast$or2005,2010,2015,and
2020.

were researched for historical and

TABLE 2A

Historical Socioeconomic Data and Projections

Jackson County, Oregon

I ncome Per

Y ear Total Population Total Employment Capita (1992%)
1970 95,510 36,130 11,336
1980 133,000 58,790 15,120
1990 147,300 76,540 17,443
1996 168,390 92,360 19,508

1998 (Est.) 174,590 97,100 20,268

FORECASTS
2005 199,220 110,130 22,128
2010 216,880 118,720 23,496
2015 234,930 126,760 24,860
2020 253,050 134,200 26,253

Source: The Complete Economic and Demographic D ata Source, W oods & Poolf

Economics, Inc. 1999.

FORECAST METHODOLOGY

The most reliable approach to
estimatingaviationdemandis through
theutilizationof oneor moreanalytical
techniques. M ethodologies frequently
considered include: trend Iline
projections, correlation/regression
analysis, and market share analysis.

2-4

Trendlineprojectionsareprobablythe
simplest and most familiar of
forecasting techniques. By fitting
growth curves to historical data, then
extendinghemintofutureyearsabasic
trend line projection can be produced.
A basicassumption with this technique
isthat outsice factors will continue to
affect aviation demand in
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much the same manner as in the past.

A sbroadasthisassumptiormaybe,the
trendlineservesasareliabldoenchmark
for comparing other projections.

Correlatioranalysigrovidesameasure

of direct relaionship between two
separae sets of historic data. Should
there be a reasonable correlaton

betw eerthedatasets,furtherevaluation

using regression analysis may be
employed.

In regression analysis,valuesfor the
aviationdemandelementin queston,
thedependentvariableareprojectedon
the basis of one or more other
indicators,the independent variables.
Historicalvaluesfor all variablesare
analyzedto determire the relationship
betw eertheindependenanddependent
variables.T hese relationships may then
be used, with projeced values of the
independat variable(s), to project
correspondingraluesof the dependent
variable.

M arket share analysis involves a
historical review of the activity at an
airportor airportsy stemasapercentage
shareof a larger statewideor national
aviationmarket. Trend analysis of this
historical share of the maket is
follow edby projectiorof theshareinto
the future. These shares are then
multipliedby forecass of the activity
within the larger geographicalareato
produceamarketshareprojection.T his
methodhasthesamdimitationsastrend
line prgections, and similarly can
provideausefulcheckonthevalidityof
other forecasting techniques.
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Forecastswill be developed in the
following sectionsfor the following
categories:

. Commercial service.

. Airfreightandairmailactivities.

. General aviation activities.

. Military activities.

. Peaking charateristics (for
commercial and general
aviation).

. A nnual instrument approaches

(all categories).

Theforecasts will provide the basis for
planning horizon milestones for use in
examiningaviationfacilitiesdevelop-
ment over the planning period.

COMMERCIAL SERVICE
FORECASTS

Commerciakervice activity consists of
commerciahirlines reporting traffic to
the B ureau ofT ransportatiorBtatistics,
U.S. Departmenbf Transportationpn
Form 41. The regional/commuter
airline industry, providing scheduled
servicewithaircrafthaving60 seats or
less, report their traffic data to the

D epartmenof T ransportationDfficeof
Airline Information, either on DOT
Form 298-C or Form 41. Since the
trafficstatisticsarein tum used by the
FA Atodistributeentittemenftunds;the
reportedenplanementigureshavebeen
usedin thefollowinganalyseqwiththe
excepton of 1998 which was not yet
available).It should be noted that these
figuresdiffer somewhat from figures
collectedand reported by the airport
administration office, although



not by a significant amount. Non-
revenue passengers were not included.

To determinethe types and sizes of
facilities necessary to properly
accommodatéutureairine activity, two
basicelementanustbeforecastannual
enplanedpassengersndannualaircraft
operations. From projections of these
two indicators, peak periad activity
levelswill be calculatedand appliedto
various facility needs assessments in
subsequent chapters.

PASSENGER ENPLANEMENT
FORECASTS

Historical M FR passenger enplane-
ments, U.S. domestic enplanements,
U.S.commuter/regionanplanements,
and JacksonCountypopulationfigures
were examined for the period since
1990. While the airport did not
experience any net growth in
enplanementbetw eenl990 and 1994,
theaverageannualgrowthrateaveraged
7.0 percentover the past five years.
Over the full eight-year period the
averageannualrate of growthwas4.5
percent. A projection of MFR
enplanementsising an annual growth
rate of 4.5 percent was developed,
providing the following projections:
2005-297,830; 2010-371,460; 2015-
463,300; and 2020-577,850.

If atimeseriesregression analysis is
developedof MFR enplanementsfor
1990-1998thecorrelatiorcoefficients
only 0.81, which is not considered to
have good predictive reliability

(therefore, no forecast was developed).

The socioeconomic data was not
available on a year-to-year basis,
reducing the effectiveness of
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comparisons against M FR enplane-
mentsorregressioranalysistherefore,
regression-based forecasts using
socioeconona dataw ere not developed.

M arketshareanalysiswasundetaken,

using twadifferentU .S.variables: total
domesticenplanementsand regional/
commuteenplanementsA sillustrated
previously (in Exhibit 2B), the

regional/commter segmenthasgrown

at a faster pace in this decade.

Themarketshareanaly sigsndicatedhat
M FR’s share of the U.S. domestic
enplanementmarket has increasedto
nearly .04 percent. It’'s share of the
regional/commutermarket has also
increasedover the past fiveyears, but
droppedalittlein 1998 to .33 percent.
Static projectionsof the marke shares
were applied against enplanement
forecastslevelopedor FAA Long-Range
Aerospace Forecasts to provide two
marketshareforecasts.The analysis has
been summarized ifhable 2B.

The Jackson County populdion was
comparedto MFR enplanenents for
enplanement-per-capitatios. In 1990,
theratiowas1.042. By 1995, it had
increasedto 1.091, and by 1998 had
reached 1.245. Considering that the
commercialserviceareais largerthan
justJacksonCounty jt makessensethat
the ratio should be greater than 1.0 (a
1:1 ratioiscommon in small markets if
passerger demand is not leaking to
competing airports)However, the size
of the service areis difficultto define.
A ssumingit extendsequidistantto the
nearestcommerciabkerviceairportsthe
service area population may be



TABLE 2B
Market Share Forecasts
Rogue Valley International - M edford Airport
U.sS. U.sS.
Passenger Domestic Regional
Enplaned Enplanements Market Enplanements Market
Y ear (MFR) (millions) Share (%) (millions) Share (%)
1990 153,503 424.1 .0362 37.2 413
1991 140,687 413.3 .0340 38.7 .364
1992 155,795 430.3 .0362 44.7 .349
1993 154,626 434.0 .0356 49.2 314
1994 152,438 472.1 0.323 55.3 276
1995 180,812 496.3 0.364 55.8 324
1996 180,964 5245 0.345 60.0 .302
1997 213,126 543.0 0.393 61.6 .346
1998 218,593 554.6 .0394 66.1 .331
FORECASTS
MFR MFR
Projection Projection
2005 688.6 .04 275,440 97.6 .33 322,080
2010 828.0 .04 331,200 123.8 .33 408,540
2015 978.7 .04 391,480 151.3 .33 499,290
2020 1,129.0 .04 451,600 180.6 .33 595,980

estimated at 320,000 (this assumes
JacksonJosephineCurryandaportion
of Douglas Counties in Oregon, and a
portion of Siskiyou County in
California).With population projected
to increaseby nearly 50 percent in
JacksonCownty by 2020, it has been
assumedthat the per capitaratio will
continue to increase with greater
populationin theservicearea. The per
capitaratiohasbeenprojectedat 1.35in
2005,1.4in2010,1.45in2015,and1.5
in 2020. T his has provided forecasts of
M FR enplanenents as follows: 2005-
268,950,2010-304,2002015-340,840;
and 2020-379,300. The analysis has
been summarized ihable 2C.

Eachof theforecasscenariodavebeen
summarizedn Table2D. The per-capita
analysishas been used to definethe
prefered forecast since it reflects
populationgrowthin the areaand an
increasing propensity to fly. The
preferredorecastrepresentsan average
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annualgrowthrateof 2.5 percent. The
projections have also beesummarized
on Exhibit 2C, where they are also
comparedagainstthe FA A’ sTerminal
Area Forecast. Subsequent planning will
be basedupon planning activity levels
(rather than a specifieear),whichwill
allow the airport to plan facility
improvements based upon actual need.

FLEET MIX AND
OPERATIONS FORECASTS

The fleet mix defines a number of key
parameters in
induding critical aircraft,stagelength

capabilities,
configurations. A fleet mix projection

and

airport

terminal

planning,

gate

has been developed after reviewing




current schedule information, the
carriersservingtheairport,andthenew
aircrdt being purchased by these
carriers. Since the possibility existsfor

new carriersto enter the market the
fleet mix composition may assume
aircraftin seatingrangesw hichdo not
currently serve the airport.

TABLE 2C
Enplanements - Per-Capita Analysis
Rogue Valley International - Medford Airport
MFR Jackson County Enplanements

Y ear Enplanements Population Per Capita

1990 153,503 147,310 1.042

1995 180,812 165,690 1.091

1998 218,593 175,590 1.245
FORECASTS

2005 268,950 199,220 1.35

2010 303,630 216,880 1.40

2015 340,650 234,930 1.45

2020 379,300 253,050 1.50
TABLE 2D
Summary of Passenger Enplanement Forecasts
Rogue Valley International - M edford Airport

FORECAST
Description 2005 2010 2015 2020
Average Growth Rate (4.5% 297,830 371,460 463,300 577,850
M arket Share (U.S. Domesti¢) 275,440 331,200 391,480 451,600"
M arket Share (U.S. Regional 322,080 408,540 499,290 595,980"
Increasing Per Capita B ased 268,950 303,630 340,650 379,300|
(Preferred Forecast)

FAA Terminal Area Forecasl 259,958 300,763 341,566 ----

Changesin equipment,airframes,and
engineshave alwayshad a significant
impacton airlinesandairportplanning.
T hereare many on-goingprogramsby
to improve

the manufacturers

performance characteristics.
programarefocusingonimprovements

These

infuelefficiencynoisesuppression, and
the reduction of air emissions.

Regional/commuter airlines are
transitioning to advanced turboprop
aircraftand small regional jets to fit
their respective market needs. These
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aircrafthave greater seating capacity,
stand-upheadroomandlow er operating
costs. A good example of thistransition
is the decision by Horizon Air to
purchaseup to 70 Dash 8-200/300
aircraftand 25 70-seat regioral jets.
The CRJ 700 will replace Horizon’s
Fokker4000 regional jets. The FAA
view gheintroductiorof regionaljetsas
the most significant change in the
composition of the future regional/
commutefleet. The seating capacity of
various regional jets currently being
manufacturedranges from 35 to 70
seatsw ithnewm odelbeingintroduced
which will expandthis seating range
even further.

TheUnitedExpres carrier (SkyW est)
has committedto additional Embraer
Brasiliaaircraftin theirfuturefleetmix,
and is also adding up to 50 Canadair
Regionaldets. United Airlines flys the
B737-200/300/500 series in seve
seatingconfigurations.W hile they also
fly largerjets (A 320s,B757,767, and
777)in their system, the larger aircraft
are not expected to serve the local
market.

Thelong-termoutlookin fleettransition
is dependent on traffic growth,
technological improvements, and
airfieldfacilitiesv hichcanmeetaircraft
demands. The fleet mix projections
w hich have been developed reflect a
transition into slightly higher
percentages of jets with seating
capacities above 105 seats, and a
transitioninto a morediversegroup of
regionalturboprops and jetgspecially
in the 40-80 seat range. The fleet mix
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projectiongpresentedn Table 2E reflect
an increasein the averageseats per
departure, with modest adjustments to
boarding load factor antthe number of
enplanements per departure.

AIRFREIGHT AND
AIR MAIL FORECASTS

Air freightis handledat the airport by
bothall-cargacarriersandthescheduled
airlines,whileair mail is handled only
by the latter. Two companies,
A meriflight and Empire Airlines,
contract withthe all-cargo companies--
FedEx, United Parcel Sewice, and
Airborne—toprovide services using a
combinatiorof smallturbopropandjets
for transportof air freight. Empire
Airlineshas beenusingthe Cessna208
Caravan exclusively for FedEx the past
year. The mix of aircraft used by
A meriflight for the other two carriers
has included the Beech Airliners
(1900C, B99 and C99), Cessra 402,
Lear 35A, Piper Chieftan, and the
M etroliner. Each of the aircraft in the
all-cargofleet have grossweightsnot
exceeding 16,000 pounds.

Baseduponlandingreportinformaton
collectedby the airport administration
office for the past year, the all-cargo
carriersperformed5800 operations on
an annual basis (these operationsare
reported by the airpot traffic control
tower in the air taxi category). Total
poundsof freight loaded onto aircraft
was3,065,587poundswhile3,818,753
pounds was taken off aircraft. In
additionthescheduledairlineshandled
332,198 pounds of freight onto aircraft,



while unloading 543,643 pounds.
A ltogether therewas 7,760,181 pounds

of freightreportedby airlinesnovingin
and out of the airport in 1998.

TABLE 2E
Airline Fleet Mix and Oper ations For ecast
Rogue Valley International - Medford Airport
Seating Range 1998 2005 2010 2020
> 130 — 2% 3% 5%
105-129 15.9% 15% 15% 15%
81-104 — — 5% 10%
40-80 — 10% 15% 20%
< 40 85.1% 73% 62% 50%
Seats per D eparture 49.7 50.3 54.2 57.8
B oarding L oad Factor 0.60 0.57 0.58 0.60
Enplanements per D eparture 29.8 28.7 314 34.7
A nnual Enplanements 218,593 260,000 300,000 380,00
A nnual Departures 7,332 9,060 9,550 10,950
A nnual Operations 14,664 18,120 19,100 21,900

Futurelevelsof air freight and air mail
will alway e sensitiveto thecontracts

w hich individual carriersmay havefrom
time to time with companies in the
M edfordarea. However, several factors
should be takemnto consideratiorwith
regard to future growth. First, the
potential for generating significant
growthin air freightis enharced with
the on-going developments on the east
sideof theairfieldin conjunction with
theinternationaportof entry. The port
of entry offers excellent location,
expeditiouscustons, unrestricted and
secureoperationsfasttransfersandlow
cost. This should provide the
opporunity for enhanced growth in
freight throughout the forecasing
period. In addition, as reported earlier
in this chapter,air freightand express
shipmentsare expectedby the FA A to
double over the next twelve years, with
annualized growth rates over five
percent. Air mail is not expected to
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increase as rapidly, since electronic
alternativewill cutinto the volumeof
mail moved by air.

It shouldbenotedthattheam ountof air
freightmovingthroughtheairportinthe
mid-80swas reportedto be only 1.4
million totapounds. By 1993, carriers
reported (to the Department of
Transportation) that 3.9 million
enplaned pounds (approximately 8.0
milliontotalpounds)moved through the
airport. T herefore, the growth which the
airport has experiencedthrough the
remainder of the 90s appears to be
relatively unchanged, although reporting
methodem ployedoy thecargocarriers
havenotalw ay oeenconsistenbverthe
past twenty years. Growth rates
projected by the FAA have been
appliedto existing air freight and air
mail volumes, to achieve



planning projectionswhich reflect a
gradual “phasing in” of faciliti@sthe
east side of the airport, and continuing
developmentof markets in Southw est

airlines. An annualized growth rate of
5.6 pecent has been applied to air
freightw hileanannualizedgrow thrate
of 3.5 percenthas been appliedto air

OregomandN orthwesC alifornidy the mail. The forecasts have been
all-cargo carriers and scheduled summarized iffable?2F.
TABLE 2F
Air Freight And Air Mail Forecasts
Rogue Valley International-M edford Airport
Air Air Air Air Total Air
Freight Freight Mail Mail Freight
Y ear On Off On Off and Mail
1998 3,397,785 4,362,396 678,770 27,569 8,466,52(
FORECAST
2005 4,980,000 6,390,000 864,000 35,000 12,269,000
2010 6,540,000 8,390,000 1,026,000 42,000 15,998,000
2020 11,280,000 14,470,000 1,450,000 59,000 27,259,00(

Thefleetmixisexpectedo transitiono
jets, althoughthe type and frequency
will vary based upon demands by
individualcarriers andheinternational
portof entry. A nnual operations by all-
cargooperator@reprojectedoincrease
at an annualzed growth of only 2.0
percentreflectinguseof larger aircraft
and higher payload capacity.

MEDFORD AIRTANKER

BASE OPERATIONS
FORECAST

Landing fee reports were reviewed for

the pastthreefire seasonsto gaugethe
variation in airtanker activity at the
airport. The following totals have been
reported1996--2771andings1997--24
landings, and 1998--150landings A
numberof differentty pesof airtankers
areused:theD ouglad C-6/7] ockheed

C-130,and P-3A, are typical of the
larger airtankers. Consistent with the
National Interagency Airtanker Study
undertakenin 1995, the fleet will be
replacedentirdy with C-130 aircraft in
thenear future.Operations recorded at
theairportvarywiththeintensityof the
fire season; therefore, an average of the
threeyears, 150 annual landings (300
annual operations), has been used for
forecasting purposes.

MILITARY OPERATIONS
FORECAST

Therewere340itinerantand 224 local
operationgsecordedoy theairportraffic
controltow erinthemilitarycategoryin

1998. Thisis consistent
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with 1997,when402 itinerantand 190
local operations were recorded.
Projectedactivityisnotexpectedovary
much from these levels, thereforea
static projection of 37&nnualitinerant
and 200 annuallocationoperationswill
be used for the forecasts.

GENERAL AVIATION
FORECASTS

General avidion is defined as that
portion of civil aviation which
encompassesall facets of aviation
except commercial operations. To
determine the types and sizes of
facilities that should be planned to
accommodatgeneral aviation activity,
certainelementf thisactivitymustbe
forecast. These indicators include:
based aircraft, fleet mix, and annual
operations.

BASED AIRCRAFT AND
FLEET MIX PROJECTIONS

B asedaircraftis the most basic of the
generalaviationdemandindicators.By
first developing a forecast of based
aircraft, the growth of other general
aviationactivitiexanbeprojected.T he
latestupdateof the FA A Form 5010-1,
Airport Master Record (July 15, 1999)
repated a total of 204 fixed wing
aircraftand four helicopters based on
the field. Individual fixed base
operabrs were surveyed,and hangar
tenant lists and tie-down records
maintained by the airport admini-
stratian office were reviewed to verify
thebasedaircrafffigure. W hile the type
of aircraftstored in some hangars was
not availablethe informationthat was
gathered appeared to substantiate a
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number of only 150 airaaft and
helicoptershatareactuallybasedonthe
field. There areeveraloperators, such
asEricksormA irCranethatareoperating
aircraft and helicoptersthrough the
fadlity on a regular basis, but do not
actuallybasethecraftattheairport.The
total of 150 compare to 138 that were
reported in 1991, at the time the last
master plan waprepared. A ircraft that
operateontheairfieldforonlyalimited
period of the year, such as the Forest
Serviceairtankersare not included in
the based figure.

To review the number of registeed
aircraftinthelocalarea,andtheshareof
this marketareathat are based at the
local airpott, the registered aircraft in
the local Medford zip code areas
(97501-04Ww ereexamined B ased upon
registration information available
through mid-1999, there are 375
aircraftregigered in the M edford area.
Therefore,the airportis capturing40
percentof theaircraftregisteredocally.

TheFA Aisprojectinganincreasan the
total number of active U.S. aircraft,
sinceit appearghatthegeneralaviation
industryisinrecovery afteradecadeof
decline.N ot only are new aircraft being
manufacturedbut FA A isrecording an
increasan operationsat enroutetraffic
control centers. The continued use of
generalaviatiomaircrat for businessand
corporateuses is a trend which is
expected to continue in the future.

The projection for based aircraft has
been developedusing a static market
shareprojectionof registeredaircraftin
the local area, using the growth rates



projectedby the FA A in activarcraft.
The based aircraftat the airport have
beenprojected at a static percentage of
the registered aircraft in the four zip

codesareasfor the M edfordarea. The
analysishasbeensummarized imable
2G. The 20-year projection reflects an
increase from 150 to 184 aircraft.

TABLE 2G
Registered and Based Aircraft Forecast
Medford
U.S. Active Registered MFR Based

Y ear Aircraft Aircraft (%) Aircraft (%)

1991 198,000 N/A 138

1992 198,500 N/A N/A

1993 177,119 267 (.151) N/A

1994 172,936 328 (.190) N/A

1995 188,089 357 (.190) N/A

1996 191,129 349 (.183) N/A

1997 192,414 348 (.181) N/A

1998 194,826 367 (.188) N/A

1999 197,271 375 (.190) 150 (.40)
FORECAST

2005 210,029 400 (.190) 160 (.40)

2010 220,804 420 (.190) 168 (.40)

2020 240,300 460 (.190) 184 (.40)
Sources: FA A Aerospace Forecasts, FY 1999-2010 (U.S. Active Aircraft); U.S.

Registered Aircraft, Aviation Goldmine, Software Innovations; B ased aiffcraft
counts for 1991 and 1999 based upon field counts.

The fleet compositionis expected to
continue to transition to greater
percentagesf turbopropturbofanand
hdicopters in the mix, consistent with
nationalandlocaltrends. The fleet mix
projection has been presented Tiable
2H, and has also been summarzed on
Exhibit 2D.

ANNUAL OPERATIONS
PROJECTIONS

Therearetwotypesof generalaviation
operations at the airport: local and
itinerant. A local operation is a take-off
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or landingperformedoy an aircraftthat
operateswithin site of the airport, or
w hichexecutesimulatecapproachesr
touch-and-gooperationsat the airport.
Itineranbperationarethoseperformed
by aircrdt with a specific origin or
destination away from the airport.
Generally, local operations are
characterized by training operations.
Typicallyjtinerart operations increase
withbusinessasndcommercialise,since
busineszircrafiareoperatecatahigher
frequency than personal use aircraft.



TABLE 2H
Based Aircraft and Fleet Mix Forecast
Total Single Multi
Y ear Aircraft Engine Engine Jet Helicopter
1991 138 104 27 6 1
1999 150 124 15 7 4
FORECAST
2005 160 128 17 9 6
2010 168 129 20 11 8
2020 184 132 25 15 12
Typically operationger basedaircraft PEAKING

ratios can range from 300 to 800 at
airportssimilartoM FR. If the airportis
subject to above normal training
activity thentheratiowill likely falht
theupperendof thisrange. In 1991, the
utilizatiorratioforM FRwas500,w hile

in 1998 it had dropped to 340. It
actually had declired soon after
operationalevelsdeclinedn 1993,and
hasgenemly stayedin arangecloseto
thecurrentlevel. With FA A projecting
increasing hours flown by genreral
aviationaircraft in the next decadejs
reasonableo assumehattherewillalso
bearesultingncreasenutilizatiorrates
atM FR.Therefore, inforecasting future
general aviation activity levels, it has
been assumed that the operations per
based aircraft ratio will increase from
340to 375throughtheplanningperiod.
Since the level of local and itinerant
activity is equivalent the forecasts
assune a 50/50 distribution, as
summarized i able 2J.
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CHARACTERISTICS

M ostfacility planningrelaes to levels
of peak activity. The following
planningdefinitons apply to the peak
periods:

. Peak Month - The calendar
month when peak passenger

enplanements or aircraft
operations occur.
. Design Day T heaverageday in

the peak month.

. Busy Day - The busy day of a
typical week in the peak month.

. Design Hour - The peak hour
within the design day.



99MP08-2D-9/9/99

i

DI ERNETIFIRIE Y

)
!
o

T TSI ¥

> A . W i i e "
g .—- --n—-_—--'-"' ----'h-.i-—u-.ﬂ-

i S

LEGEND
|:| H (Helicopter)
B J @e
I ME (Muiti-Engine)
- SE (Sngle Engine)

1999 2005 2010 2020

|

RN

L)

.I'I

wEERE

ol it 8 e = T =

1999
2020

SE 82.6%

ME 10.0%

0
e J4.7%

e " PERCENT BY AIRCRAFT TYPE

I'{
-; |'|'|I|I-'t

i

ERETERY BIAES

ME 13.6% g %

7

JACKSON
COUNTY

Airport Authority

Exhibit 2D
BASED AIRCRAFT FLEET MIX FORECAST




TABLE 2]
Forecast Of General Aviation Operations
Total G.A. Itinerant L ocal

Y ear Operations Operations Operations
1990 70,810 39,778 31,032
1991 67,841 37,360 30,481
1992 70,860 39,738 31,122
1993 54,513 31,891 22,622
1994 63,104 33,710 29,394
1995 48,690 25,744 22,946
1996 50,727 27,227 23,500
1997 52,664 27,393 25,271
1998 51,523 26,133 25,390

FORECAST
2005 56,000 28,000 28,000
2010 60,000 30,000 30,000
2020 69,000 34,500 34,500

Itisimportanto notethatonly thepeak
month is an absolute peak within a
givenyear. All of the other peaking
factorswvillbeexceededatvariougimes
during the year. However, they are
consideredto be reasonable planning
standads than can be applied to future
facility needs.

The peak month for passenger
enplanementa 1998w asA ugustwith
10.4 percentof the annualtotal. This
factorhas been applied to forecasts of
annualenplanements.T he design hour
hasbeenestimatedat 25 percentof the
designday enplanem entsypon review
of current schedules and available
outbound seatsluring the busiest hour.
Peakairlineoperations were also based
uponthe currentdistributionof flights
through the day.

The peak month for general aviation
operationsvasalsoin August,with13
percentof theannualizedactivity. The
forecast of busy day operatiors was
calculatedat 1.25 times design day
activity. Design hour operations were
estimatedat 15 percent of design day.
Table 2K summarizegdhe peak period
forecasts for M FR.

ANNUAL INSTRUMENT
APPROACHES

Forecasts of annual instrument
approachegAlA s) provide guidande
determiningan airport’ srequirements
for navigational aid facilities. An
instrumentapproat is defined by the
FAA *asan approach to an airport with
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the intent to land by an aircraft in
accordancewith an ingrument flight
rule (IFR) flight plan, when visibility is

less than three milesand/or when the
ceiling is at or below the minimum
initial approach altitude”.

TABLE 2K
Peak Period Forecasts
FORECASTS
Actual
1998 2005 2010 2020
Airline Enplanements
Annual 218,593 260,000 300,000 380,00
Peak M onth (10.4%) 22,730 27,040 31,200 39,520
Design Day (P.M ./30) 760 900 1,040 1,320
Design Hour (25%) 190 225 260 330
Airline Operations
Annual 14,664 18,120 19,100 21,900
Peak M onth (8.5%) 1,250 1,540 1,620 1,860
Design Day (P.M ./30) 42 51 54 62
Design Hour 7 8 9 10
General Aviation Operations
Annual 51,299 56,000 60,000 69,000
Peak M onth (13%) 6,682 7,280 7,800 9,000
Busy Day (1.25x D.D.) 280 300 325 370
Design Day (P.M ./30) 220 240 260 300
D esign Hour (15%) 33 36 40 45
For M FR historical data was obtained
fromrecordamaintainedy theFA Aon FORECAST SUMMARY

theirwebsite. Thedataisrecordedfor
calendaryears, and by air carrier,air
taxi, general aviation, and military
categaies. The information for 1997
was incomplete; therefore, it was
omitted. The AlA sfor each category in
1998 were examined as a percentage of
total operationsin each category ,then
projectedusingtheforecastsvhichhave
beendevelopedfor air carrier, air taxi,
generalaviation,and military activity.
The forecasts are summarized Table
2L.
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This chapter has outlinael the various
aviationdemandevelsanticipatedver
the planning period. L ong-term aviation
growthat M FR will be sugained by
continuinggrowthinthelocal economy,
increasinguse of the foreign trade
zone, and the strengthen-



ing of the general aviation segment.
The next step in the master planning
process will b&o assessthe capacity of
existingfacilities,their ability to meet

changes to the airfield or landside
facilties which will create a more
functional facility. The aviation

forecasts have been summaized in

forecast demand, and to identify Exhibit 2E.
TABLE 2L
Forecast of Annual Instrument Approaches
Air Air General
Y ear Carrier Taxi Aviation Military Total
1995 214 1,325 776 9 2,324
1996 84 952 520 9 1,565
1997 Incompl ete data was reported for 1997
1998 203 1,827 801 19 2,850
FORECAST
2005 330 1,900 900 20 3,150
2010 380 1,940 960 20 3,300
2020 820 2,300 1,100 20 4,240
Source: Federal Aviation Administration, 1995-1998 data.

ADDENDUM:

Priortofinalizatiorof themasterplanin
February2001,actualenplanementsor
calendar years 1999 and 2000 were
reviewed and compared against the
1998 base year and short term fore-
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casts. Actual enplanements in 1999
were224,699,increasingo 235,575in
2000. The trend line is staying very
close to the planning forecast included
in the plan and approvedby the FAA.
Total annualoperationshaveremaired
near 70,000.
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Passenger Enplanements

Annual Operations

Passenger Airlines
General Aviation - Total
[tinerant
Local
Misc. Air Taxi
Military - Total
[tinerant
Local
Total Airport Operations

Air Freight and Air Mail (pounds)

Freight On
Freight Off
Air Mail On
Air Mail Off

Based Aircraft (Civilian)
Total Aircraft
Single-Engine
Multi-Engine
Jet
Helicopter

ACTUAL
1998
218,593

14,664
51,523
26,133
25,390
3,466
564
340
224
70,217

3,397,785
4,362,396
678,770
27,569

2005
260,000

18,120
56,000
28,000
28,000
4,000
575
375
200
78,695

4,980,000
6,390,000
864,000
35,000

FORECASTS
| 2010 | 2020

300,000

19,100
60,000
30,000
30,000
4,500
575
375
200

380,000

21,900
69,000
34,500
34,500
5,500
575
375
200

84,175

6,540,000
8,390,000
1,026,000

42,000

96,975

11,280,000
14,470,000
1,450,000
59,000

Exhibit 2E
AVIATION FORECASTS SUMMARY




Chapter Three

AVIATION FACILITY

REQUIREMENTS

To properly plan for the future of Rogue
Valley International - Medford Airport, it
is necessary to translate forecast aviation
demand into the specific types and
quantities of facilities that can
adequately serve this identified demand.
This chapter uses the results of the
forecasts conducted in Chapter Two, as
well as established planning criteria, to
determine the airfield (i.e., runways,
taxiways, navigational aids, marking
and lighting), and landside (i.e., hangars,
terminal building, cargo buildings,
aircraft parking apron) facility
requirements.

The objective of this effort is to identify,
in general terms, the adequacy of the
existing airport facilities, outline what
new facilities may be needed, and when
these may be needed to accommodate
forecast demands. Having established
these facility requirements, alternatives
for providing these facilities will be
evaluated in Chapter Four to determine
the most cost-effective and efficient
means for implementation.

Recognizing that the need to develop
facilities is determined by demand,
rather than a point in time, the
requirements for new facilities have been
expressed for the short, intermediate,
and long term planning horizons, which
roughly correlate to five-year, ten-year,
and twenty-year time frames. Future
facility needs will be related to these
activity levels rather than a specific year.
Table 3A summarizes the activity levels
that define the planning horizons used
in the remainder of this master plan.




TABLE 3A
Planning Horizon Activity Levels
Short Term Intermediate Term Long Term
Planning Planning Horizon Planning
Horizon Horizon
Passenger Enplanements 290,000 350,000 500,000
Enplaned Air Cargo (Ibs.) 4,980,000 6,540,000 11,280,000
Based Aircraft 160 168 184
A nnual Operations 80,775 87,275 103,875

AIRFIELD REQUIREMENTS

Airfieldrequirementsancludethe need
for thosefacilitiesrelatedto the arrival
and departure of airciaft. These
facilitiesarecom prisedf thefollowing
items:

Runways

Taxiways

Navigational Aids

Airfield M arking and Lighting

The following airfield facilities are
outlined to descrbe the scope of
fecilities that would be necessary to
accommodate the airport's role
throughout the planning period.

AIRFIELD DESIGN STANDARDS

Theselectiorof apprqriate FA A design
standards for the development and
location of airport facilitiesis based
primarilyuponthecharacteristicef the
aircraftw hicharecurrentlyusing,or are
expectedo usetheairport. Planning for
future aircraft use is of particular
importancesince design standards are
used to plan separation distances
betweenfacilities. These standards
must be determined now

3-2

sincethe relocdion of these facilities
will likely be extremelyexpensiveat a
later date.

The FAA has established a coding
systemto relateairportdesigncriteriao
the operational and physical
characteristicaf aircrafexpectedo use
the airport. This code, the airport
reference code (ARC), has two
components: the first component,
depicted by a letter, is the aircraft
approaclcategoryandrelatego aircraft
approach speed (operational
characteristic)the secondcomponent,
depiced by a Roman numeral, is the
airplane design group and relates to
aircraft wingspan (physical
characteristic). Generally, aircraft
approachspeedappliesto runwaysand
runw ay-relatedacilitieswhile aircraft
wingsparprimarilyrelatedo separation
criteriainvolving taxiways, taxilanes,
and landside facilities.

Accordingto FAA Advisory Circular
(AC) 150/5300-13,Airport Design, an
aircraft'sapproach category is based
uponl.3timesitsstall speedin landing
configuratiomatthataircraft'snaximum
certificatedwveight. The five approach
categoriesused in airportplanningare
as follows:



Category A: Speed less than 91 knots.

Category B: Speed91 knotsor more,but
lessthan 121 knots.

Category C: Speed 121 knotsor more,
but less than 141 knots.

Category D: Speed 141 knotsor more,
but less than 166 knots.

Category E: Speed greater than 166
knots.

The airplane design group (ADG) is
basedupontheaircraft’ svingspan.The
six ADG’ susedin airport planning are
asfollows:

Groupl: Up to but notincluding 49 feet.

Groupll: 49 feet up to but not including
79 feet.

Grouplll: 79feetupto butnotincluding
118 feet.

Group IV: 118 feet up to but not
including 171 feet.

Group V: 171 feet up to but not
including 214 feet.

Group VI: 214 feet or greater.

In order to determine facility
requirements,an ARC shouldfirst be
determined, then appr@riate airport
desgn criteria can be applied. This
beginswith a review of the type of
aircrafusingandexpectedo useRogue

V alleylnternational M edfordA irport.
Exhibit 3A summarizesrepresentative
aircraft by ARC.
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RogueV alley International- M edford
Airportcurrentlyaccommodateawide
varietyof civilianaircraft use. Aircraft
using the airport include small single
and multi-engineaircraft (which fall
withinapproachcategorie®A andB and
airplanedesign group |I) and business
turboprop,and jet aircraft(which fall
within approach categories B, C, and D
and airplare design group IlI). The
airport is also used by transport jet
aircraft (737 type) for tramsporting
passengersandlargeturbopropgC-130
types) for fire suppression. These
aircraftfall within approach category C
and airplane design groups il and IV.

Thefuturecivilianfleetmixisexpected
to indude a greaternumberof aircraft
operationdoy transportaircraftsuch as
the Boeing 737 (various types), and
Regonal Jets in passenger service.
Future Foreign Trade Zone (FTZ)
activitiescould initially include 727,
757, or A310 aircraft, and potentially
includeDC-10/M D-11aircraft,which
fall within ARC D-IV or 747 aircraft,
whichfall withinD-V. The airport is
also expected to serve a growing
number of business jet operations,
w hichcommonlyhaveapproachspeeds
in CategoriesC and D.

L argetransportaircraftare the critical
aircraft for defining airfield desgn
standards. The previous master plan
included a recommendation to plan
airfield elements to ARC C-1V
standards.Considering the existing and
futurefleet mix, airfield elementsshould
follow ARC D-1V design standards
(eventhoughthehigherapproachspeed
category has no impact on design
standards). ARC D-IV accommodates
the approach speed



requirementof business jets and the
wingspan requirements of large
transport aircraft.

Thedesignof taxiwayand apronareas
should consider the wingspan
requiremets of the most demanding
aircraftto opegate within that specific
functional area on the airport. The
terminalareashouldconsder ADG |11
requirenents to accommodatetypical
transportjet aircrdt. General aviation
areas should consider ADG |1l
requirementso accommodatehe full
range of businessjet aircraft. Future
FTZfacilitieshouldfollowADGIV or
V designstandards. T he Forest Service
ram pshouldalsofollowA DGIV design
standards.

RUNWAYS

The adequacy of the existing runway
systemat RogueV alleylnternational
Medfad Airport has been analyzed
from a number of perspectives,
including airfield capacity, runway
orientation, runway length, and
pavement strength. From this
information,requirementgor runway
improvementlavebeendeternmined for
the airport.

AIRFIELD CAPACITY

An airport’s airfield capacity is
expressedn terms of itennualservice
volume. Annual service volume is a
reasonableestimate of the maximum
level of aircraftoperations that can be
accommodatedin a year. Annual
service volume accounts for annual
differences in runway usarcraftmix,
and w eatherconditions. The airport’s
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annual servicevolumewas examned
utilizingFA A AdvisoryCircdar (AC)
150/5060-5, Airport Capacity and Delay.

Factors Affecting
Annual Service Volume

Exhibit 3B graphically presents the
various factors included in the
calculatiorof anairport’ sannualservice
volume. These include: the airfield
characteristics, meteorological
conditions,airciaft mix, and demand
characteristics (aircraft operations).
These factors are described below.

Airfield Characteristics

T helayoutof therunw aysandtaxiw ays
directly affectsan airfield’s capacity.
Thisnotonly includesthelocaion and
orientation of the runways, but the
percentof timethata particular runway
or combinatiorof runwayssinuseand
the length, width, weight bearing
capacity, and instrument approach
capabilityof eachrunw ayat theairport.
The length, width, weight bearing
capacity, and instrument approaches
availableto a runway determine which
type of aircraft may operate on the
runway and if operationscan occur
during poor weather conditions.

I Runway Configuration
The existing runway configuration

consistsof two intersecthg runways,
with the shorter runway limited to
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B-1

less than 12,500 Ibs.

Beech Baron 55
Beech Bonanza
Cessna 150
Cessna 172
Piper Archer
Piper Seneca

Beech Baron 58

Beech King Air 100
Cessna 402

Cessna 421

Piper Navajo

Piper Cheyenne
Swearingen Metroliner
Cessna Citation |

Gulfstream I, Ill, IV
Canadair 600
Canadair Regional Jet
Lockheed JetStar

less than 12,500 Ibs.

Super King Air 200

| Cessna 441
1 DHC Twin Otter

C-III, D-T1T [

B 727-200

B 737-200

B 737-300, 400, 500
DC-9

Fokker 70, 100
MD-80

Super King Air 300 B-757

Beech 1900 B-767

Jetstream 31 DC-8-70

Falcon 10, 20, 50 DC-10

Falcon 200, 900 MD-11

Citation 11, 111, IV, V L1011

Saab 340

Embraer 120 C-1V, D-1V

DHC Dash 7 B-747 Series

DHC Dash 8 : B-777

DC-3

Convair 580

Fairchild F-27

ATR 72
s

Note: Aircraft pictured is identified in bold type. JACKSON

Exhibit 3A

AIRPORT REFERENCE CODES



| AIRFIELD LAYOUT

I Runw% Conf !raton Runwi g Number of Exits

WEATHER CONDITIONS

VFR IFR

AIRCRAFT MIX
.

o< ., o !‘HE 1; - LS llr
ﬁ 1.-‘---‘-
Beechcraft Bonanza

SAAB 340

——

Cessna441 #

| Gulfstream M Boeing 737

OPERATIONS

Touon-and-Go =
Oparations

FACTORSINFLUENCING
ANNUAL SERVICE VOLUME



small aircraft. A precision instrument
approachsavailabldo Runwayl4 and
anon-precisioninstrumentapproachis
available to Runway 32. Airfield
capacityisreducedduringlow visibility
(instrument) conditions.

I Runway Use

Runway use is normally dictated by
windconditions. T he direction of take-
offs and Ilandings is generally
determinedy thespeedanddirectiorof
wind. Itisgenerally safest for aircraft to
takeoffandlandintothewind,avoiding

a crosswind (wind that is blowing
perpendicularto the travel of the
aircraft)or tailwindcomponentsluring
theseoperations. Prevailing windsfavor
useof Runways32and27. Two VFR
configurations and one IFR
configurationare availablein north or
south flow.

I Exit Taxiways

Exit taxiways have a significant impact
on airfield capacity since the number
andlocationof exitsdirectlydetermines
theoccupancytimeof anaircraftonthe
runway. The airfield capacity analysis
gives credit to exits located within a
prescribed range from a runways
threshold. Thisrange is based upon the
mix index of the aircraftthat use the
runway. The exits must be at least 750
fed apart to count as separate exits.
U nderthis criteria,each configuration
has either two or three availableexits
(providing optimum capacity).
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M eteor ological Conditions

W eather conditions can have a
significantaffecton airfield capacity.
Airportcapacityis usually highest in
clearw eatherw henflightvisibilityisat
itsbest. Airfield capacity isdiminished
as weather conditions deteriorate and
cloudceilingsandvisibilityarereduced.
A s weatherconditionsdeteriorate,the
spacing of aircraft must increase to
provice allowable margins of safety.
T he increasedlistance betw een aircraft
reduceshenumberof aircrafiwv hichcan
operateat the airportduring any given
period. This consequently reduces
overall airfield capacity.

There are three categories of
meteorological conditiormchdefined
by thereported clouateilingandflight
visibility. Visual Flight Rule (VFR)
conditions exist whenever the cloud
ceilingis greater than 1,000feetabove
ground level, and visibility is greater
than three statute miles. VFR flight
conditionspermit pilots to approach,
land,or takeoff by visualreferenceand
to see and avoid other aircraft.

InstrumentElightRule(lFR)conditions
existwhenthe reported ceiling is less
than 1,000 feet above ground level
and/orvisibilityislessthanthreestatute
miles. U nder IFR conditions pilotsmust
rely on instruments for navigation and
guidanceto therunway. Other aircraft
canmot be seen and safe separation
betw eenaircraft must be assuresblely

by followingairtrafficcontrolrulesand
procedures.A s mentioned, this leads to
increased distances between aircraft
w hich diminishes airfield capacity.



PoorV isibilityConditiong PV C)exist

w hen the cloud ceiling and/or visibility
is lessthan cloudceilingand visibility
minimumprescribedy theinstrument
approach proceduresfor the airport.
Essentially, the airport is closed to
arrivals during PV C conditions.

Acording to local weather data, VFR
conditionsexist 92.2 percent of the
time,|IFR conditionsoccur 5.4 percent
of the time, and PV C conditions occur
the remaining 2.4 percent of the time.

Aircraft Mix

Aircraftmix refers to the speed, size,
and flight characteristics of aircraft
operatimg at the airport. Asthe mix of
aircraftoperatingat anairportincreases
to include larger aircraft, airfield
capacitybeginstodiminish. Thisisdue
to largerseparationdistancesghat must
be maintained between aircraft of
different speeds and sizes.

Aircraft mix fothecapacityanalysisis
definedin termsof fouraircraftclasses.
ClassesA and B consist of single and

multi-enginaircraftw eighingessthan
12,500 pounds. Aircraft within these
classificationsre primarilyassociated
with general aviation operationS.lass
C consigs of multi-engine aircraft
w eighingbetw een12,500and 300000
pounds. Thisisbroad classification that
includes business jets, turboprops,
militaryaircraftandcommerciahirline
aircraft. Class D includes all aircraft
over300,000poundsandincludesvide-
bodied and jumbo jets.Exhibit 3B
depictsrepresentativeairaaft in each
aircraft class.

Forthecapacityanalysisthepercentage
of ClassC/D aircrat operating at the
airport is critical in determining the
annual service volume as this class
includegthelargerand faster aircrain
the operationalmix. The existing and
projectedoperational fleet mix for the
airpat is summarizedin Table 3B.
Consistent with projections prepared in
the previous chapter, the operational
fleet mix at the airport is expected to
increase slightly its percentagé Class
C/D throughthe planningperiod as air
cargo and passengeractivitiesbecome
more significant.

TABLE 3B
Aircraft Operational Mix

A&B C/D
Existing (1999) 71.9% 28.1%
Short Term 67.4% 32.6%
Intermediate Term 66.3% 33.7%
Long Term 63.1% 36.9%

Demand Characteristics

Operationsnotonlythetotalnum berof
annual operations, but the manner in
which they are conducted, have an
important effect on airfield capacity.
Peak operationgberiods, touch-and-go
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operations,and the percentof arrivals
im pactthenum berof annualoperations
that can be conducted at the airport.



1 Peak Period Operations

For the airfield capacity analysis,
averagedaily operationsand aveaage
peak hour operatiors during the peak
monthis calculated.T heseopeational
levels were calculated previaisly in
ChapterTwofor existingand forecast
levels of operations. Typical
operationalactivty is important in the
calculatiorofanairport’ sannualservice
level as “peak demand” levels occur
sporadically The peak periodsusedin
the capacityanalysis are representative
of normal operationalactiviyy and can
beexceededatvariougimeghroughthe
year.

I Touch-and-Go Operations

A touch-and-gooperation involves an
aircraft making a landing and an
imm ediateéake-offwithoutcomingto a
full stop or exiting the runway. These
operationsaarenormallyassociatedwvith
trainingoperationsand areincludedin
localoperationslatarecordedby theair
trafficcontroltower. For the capacity
analysis,touch-and-gaperationsvere
assumed to accountfor 50 percentof
operations during a typical peak hour.

Touch-and-g@activityiscountedastw o
operationsincethereisanarrivalanda
departuranvdved. A high percentage
of touch-and-gdrafficnormallyresults
inahigheroperationakapacitybecause
one landing and one takeoff occuis
within a shorter time than individual
operations.
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I Percent Arrivals

Thepercentagef arrivalsastheyrelate
tothetotal operationsn thedesignhour

iIs important in determinng airfield
capacity. Under most circum-stances,
thelow erthepercentage of arrivalthe
higher the hourly capacity. However,
exceptin unique circum-stances, the
aircraft arrival-departure split is
typically 50-50. Traffic information
indicatedno majordeviationfrom this
pattern,and arrivalswereestimated to
account for 50 percent of design period
operations.

CALCULATION OF
ANNUAL SERVICE VOLUME

Theprecedingnformationvasusedin
conjunctiam with the airfield capacity
methodologydevelopedby the FAA to
determineairfield capacity for Rogue
V alleylnternational M edfordA irport.

Hourly Runway Capacity

The first step in determning annual
service volume involves the
com putationof the hourly capacity of
eachrunwayin useconfiguration.The
percentage use of each runway, the
amount of touch-and-go training
activity,and the numberand locations
of runway exits become important
factors in determimng the hourly
capacity of each runway configuration.

A sthe mix of aircraftoperatng at an
airport charges to include a greater
utilizationof ClassC andD aircraftthe
hourlycapacityof therunw aysystemis
reduced. Thisis because larger aircraft



require longer utilizatioof the runw ay
for takeoffsand landings, and because
the greater appraach speeds of the
aircraft require increased separation.
Thiscontributeso aslightdeclinanthe
hourly capacityof the runway system
over the planning period.

Annual Service Volume

Oncethe hourly capacityis known,the
annual service volume can be
determind. Annual service volume is
calculated by the following equation:

Annual ServiceVolume=C xD x H

C = weighted hourly capacity
D =

H =

month

ratio of annual demand to average daily demand during the peak month
ratio of average daily demand to average peak hour demand during the

pDeak

Annual service volume has been
calculatedortwosituations.First, A SV
has been calculated assuming the
existing runway corfiguration can be
used by all of the aircraft using (and
expected to use) the airport. The
previolss master plan included a
recommendation to add a parallel
runway for small aircraft. A second
cdculation was prepared to examine
airfield capacity in this situation.

Following this formula, the current
annualservicevolumeorRogueV alley
Internatonal - Medford Airport has
been estimatedat 117,000 operations.
The increasing percentage of larger
Class C/D aircraft over the planning
period is expected to contribute to a
decline in the annual service volume,
loweringannual service volume to a
level of 112,0000perationsdoy the end

of the planning period.

TABLE 3C
Annual Service Volume Comparison
Total Annual
Weighted Annual Hours of
Annual Hourly Service Per cent Aircraft Delay
Operations Capacity Volume Capacity

EXISTING CONFIGURATION
Existing (1998) 70,217 75 117,000 60.0% 936
Short Term 78,695 73 114,000 69.0% 1,312
Intermediate Term 84,175 73 113,000 74.5% 1,684
Long Term 96,975 72 112,000 86.6% 2,748
WITH PARALLEL RUNWAY
Existing (1998) 70,217 92 143,000 49.1% 585
Short Term 78,695 90 139,000 56.6% 918
Intermediate Term 84,175 89 138,000 61.0% 1,122
Long Term 96,975 88 137,000 70.8% 1,778

3-8



Followingthe same formula above, a
calculationof annual service volume
was prepared to compare airfield
capacity with a parallel runway (as
recommendd in previousmaster plans).
A sshowninTable3C, theannualservice
volumewithaparallelrunwayincreases
to 143,000 under existing operational
and demandsituations. By the end of
the plannng period, the annual service
volume with a parallel runway is
projectedto be 137,000 operations. It
has been assumed that the pardlel
runway would be limited to small
aircraft operations.

Delay

As the number of annual aircraft
operations approaches the airfield's
capacityjncreasingamountsof delayto
aircraft operations begin to occur.
D elaysoccurto arrivingand departing
aircraft in all weather conditions.
Arrivingaircrafdelaysresultin aircraft
holding outside of the airport traffic
area. Departing aircralelaysresultin
aircraft holding aherunwayend until
releasedby the airmport traffic control
tower.

Under existing conditions, total annual
delay at the airportis minimaland is
estimatedcat936hours. In the long-term
plannirg horizon, annual delay is
expected to reach 2,943 hours. With a
parallel runwayannualdelay would be
expectedo bereducedo 1,904hoursin
thelong range planning horizo.able
3C summarizesannual delay for each
runway configuration at each planning
horizon.
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Conclusion

Exhibit 3C compares annual service
volume to exising and forecast
operational levels for each runway
configuration.The 1998 total of 70,217
operationsrepresented 60.0% of the
annual service volume. By the end of
the planning period, total annual
operations are expected to repreent
92.7% of annual service volume,
creating additional delays to aircraft.

FA AOrder5090.3B Field Formulation of
the National Plan of Integrated Airport
Systems (NPIAS), indicates that
improvements for airfield capacity
purposesshould be consideredwhen
operatons reach 60 percent of the
annual servicevolume. Addition of a
parallelrunway for small aircrdt will
increase capacity and reduce future
aircraft delays.

Runway Orientation

The airport is presently served by
intersecting runways. For the
operationalsafely and efficiency of an
airport,it is desirablefor the principal
runw ayof anairport'sunw aysy stemto

be oriented as close as possible to the
directionof the prevailingwind. This
reducegsheimpactof windcomponents
perpendicular to the direction of travel
of anaircrafthatislandingor takingoff
(defined as a crosswind).

FAA design standards recommend
additional runway configurations when
the primary runway corfiguration
provides less than 95 percent wind
coverage at specific crosswind
compon-



ents. The 95 percent wind coverage is
computednthebasisof crosswindsot
exceedingl0.5 knotsfor small aircraft

w eighinglessthan 12,500 poundsand
from 13 to 20 knots for aircraft
weighing over 12,500 pounds.

A ccordingowinddatasummarizedor
thepreviouslO-yeameriodat M edford,
the existing primary runway (14-32)
configurationprovides more than 95
percentwindcoveragean all croswind
conditions. Table 3D summarizeghe
wind coverages.

TABLE 3D
Wind Coverage Summary - Runway 14-32 (All-Weather)
10.5 knots 13 knots 16 knots 20 knots
Runway 14-32 98.86% 99.57% 99.93% 99.99%
Source: National Climatic Center, Recorded at M edford, OR 1990-1999.
Runway Length To determine runway Ilength

The determinationof runway length
requirementgoranairportarebasedon
five primaryfactors:airportelevation;
mean maxmum temperature of the
hottest month; runway gradient
(difference in elevation of eanlmw ay
end); critical aircrafttype expected to
usethe airport, and stage length of the
longest nonstop trip destinations.

Aircrafperformanceéeclinesaseachof
these factorsincrease. Summertime
tempeatures and stage lengths of large
transportaircraftaretheprimaryfactors

in determining runway length
requirements.
For calculating runway length

requirements, airport elevation is 1,331
feet abovemeansealevel (M SL)and
the meanmaximumtem peratureof the
hottest month is 92 degrees Fahrenheit.
Runway 14-32 haan effectiverunway
gradientof .55 percentand Runw ay9-

27 has an effective gradient of .25
percent.
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requirementsfor the airport, take-off
runway lengths of typical transport
aircraftusedforair cargoand passenger
services have been calculated. Since
passerger aircraft are operating on
shorter stage lengths (less than 500
miles), and are expectedto continue
similar stagelengthsin the future,the
criticalrunwaylength evaluationswill
be based on forecast cargo aircraft. In
calculatingherunw ayrequirementsor
these aircraft,near maximumloading
(payloadand fuel) has been assuned.
Stage lengthsfor maost domestic (and
someinternational pircargoaircrafiare
not expected to exceed 2,000 nautical
miles, while long-rangeinternational
traffic is not expected to exceed 6,000
nautical miles. As shown ifable 3E,
runway length requiremerg vary by
aircrafttypeandrangefrom 6,000 feet
to 11,000 feet. The extended length of
Runway14-32(8,800 feet) will satisfy
all domestic flights, while longer
internationaskegmentsvillbesubjectto
payload limitations.
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TABLE 3E
Runway Length Requirements - Cargo Aircraft

Aircraft/Stage L ength (nautical miles)

Runway Length (feet)

M cDonnell-Douglas D C-10-10/3,000 nm
M cDonnell-Douglas M D-11/6,000 nm
Boeing 747-400F/6,000 nm

Boeing 767-400 ER/6,000 nm

Boeing 727-200/2,000 nm

Boeing 757-200 PF/2,000 nm
Airbus A 300-600/2,000 nm

Airbus A310 C/2,000 nm

11,000
10,500
9,700
11,000
8,500
6,000
7,000
6,000

Source:
Design

FA A Advisory Circular 5325-4A, Runway L ength Requirements for Airport

Alircraft Characteristics for Airport Planning (Boeing, M cD onnell-D ouglas, A

TheFAA runwaylength design model
w asappliedodeterminegheappropriate
length for existing Runway 9-27 or a
parallelrunwaylimitedto useby aircraft
lessthan 12500 pounds. Based upon
local altitude and temperature, the
recommaeded lengthis approximately
4,500 feet. This correspontsaircraft
within the ARC of B-Il for “small
airplaneswith 10 or more passenger
seats.”

Runway Width

Presently,Runway 14-32 is 150 feet
wide. Thiswidth isadequate for aircraft
throughADGV. Runway 9-27 is 100
feet wide, which meets ADG IlII
standards (and exceedsthe ADG 11
standard for which it should be
planned). A parallel runway to serve

A DG Il aircraft should be 75 feet wide.

Runway Pavement Strength

Themostimpotant feature of airfield
pavementis its ability to withstand
repeateduse by aircraft of significant
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weight. At the airport, this includes a
wide range of civilian aircraft. The
currenstrengthratingf§orRunway44-
32 and 9-27 have been summarized
in Table 3F. It is expected that the
critical aircraft in the medium wide-
body classificationwill include the
A 310, A300, and B76/HHoweverijtis
possiblethat futureair cago may be
transporte on DC-10, M D-11, or 747
aircraft. These represent the largest
aircrafexpectedo operateattheairport
throughtheplanningperiod. A dequacy
of pavementsectionswould need to
consider the frequency of landings.
Therefore, the primary runway is
expectedo adequatelyservetheloading
requirementsf criticalaircraftin most
situations.

TAXIWAYS

Taxiwaysare constructedprimarily to
facilitate aircraft movementsto and
fromtherunw aysy stem Sometaxiw ays
arenecessarysimply to provide access
between the aprons and runways,
whereas other taxiways become
necessary as activity increases

irbus)



atanairportto providesafeandefficient
use of the airfield. Presently, a
combination of connecting taxiwaysand

parallel taxiways provide access
betw een the aprons and runways.

TABLE 3F
Pavement Strength Ratings (pounds)
Runway Runway
14-32 9-27
Single W heel L oading (SW) 75,000 50,000
Dual W heel Loading (DW) 200,000 70,000
Dual-Tandem W heel Loading (DTW) 400,000 108,000

Source: Airport Layout Plan, 1993, ATPG.

The current Airport Layout Plan
includesseveraltaxiw ayimprovements
to improveairfieldaccessand provide
moredirectand efficientaccessto the
runways and landside areas. The
primarytaxiw ayimprovemeninvolves
a straighteningof the paralleltaxiway
(A) from TaxiwayA 3 to the threshold
of Runway 32. The current Airport
Layout Plan also depicts the
development otonnecting taxiways to
a parallel runway to serve general
aviationtraffic,and the widening of a
portion of TaxiwayA from 60 to 75
feet.

Taxiway width is determinedby the
ADGof the most demanding aircrabt
use the taxiway. As mentioned
previouslythemostdemandingaircraft
to usetheairfieldfall within ADG V.
A ccordingo FA Adesignstandardsthe
minimumtaxiwayw idthforADGIV is
75 feet. Taxiways serving ADG Il
require a minimum width of 35 feet.

NAVIGATIONAL AIDS
AND INSTRUMENT APPROACH
PROCEDURES

A number of electromc navigational
ads are in place to assist pilots in
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locatingandlanding. The Rogue V alley
VORTAC, Runway 14 Instument
Landing System, a Localizer Back
Course to Runway 32, and GPS
navigational aids assist pilots during
poorw edher conditionsw hen following
instrument approach procedures
established by the FAA.

The advent of Gldbal Positioning
System (GPS) technology will
ultimatey provide the airport with the
capability of establishing instrument
approachestminimalcostsincetheres
notarequirementortheinstallatiorand
maintenace of costly ground-based
transmssion equipmentat the airport.
A's mentioned previously in Chapter
One, the FAA is proceedng with a
progam to transition from existing
ground-based navigational aids to a
satellite-based navigation system
utilizig GPS technology. Currently,
GPSis certifiedfor enrouteguidance
and for use with instrumentapproach
proceduresT heinitial GPSapproaches
being develgped by the FAA provide
only course guidance information. By
theyear 2003, it is expectedthat GPS
approachesvill alsobecertifiedforuse
in providingdescent informatiofor an
instrumen@pproach. This capability is



currently only avaikbble using an
Instrum ent. andingSy stemapproacho
Runway 14.

GPSapproachesitinto three categories,
each based upon the desiredvisibility
minimumof the approa&h. The three
categorieof GPS approaches are: one-
half mile, threequarter mile, and one
mile. TobeeligibleforaGPSapproach,
the airportlandng surface must meet
specific standards as outlined in FAA
AC 150/5300-13, Airport Design,
Appendix 16. The specific airport
landing surface require-

mentswhichmust be met in order to
establish a GPS approach are
summarized iffable 3G.

Presently only Runway 14 fully meets
the requiremats for a one-half mile
visibility GPSapproachsincethe other
runway approachesare not equipped
with a medium intensity approach
lighting systemwith runway alignment
lighting (M ALSR) approach lighting
system. In addition, Runway 9-27 does
notmeetminimumlengthrequirements
for an approach below one-mile
visibility.

TABLE 3G
GPS Instrument Approach Requirements

Y2 Mile Visibility
Greater Than

One Mile Visibility
Greater Than

One-Half Mile 300-Foot Cloud Ceiling 400-Foot Cloud Ceiling
Requirement Visibility
Minimum Runway 4,200 Feet 3,500 Feet 2,400 Feet
L ength
Runway M arkings Precision N onprecision Visual

Runway Edge Lighting

M edium Intensity

M edium Intensity

Low Intensity

A pproach Lighting

MALSR

ODALS

N ot Required

Recommended

Source: FAA AC 150/5300-18rport Design, Change 6, A ppendix 16.

M ALSR - M edium Intensity A pproach Lighting System with Runway Alignment Lighting
ODALS - Omni-directional A pproach Lighting System

According to regional weather
observationsyisualw eatherconditions
(visibility greaterthan threemilesand
cloud ceiling greater than 1,000 feet
abovethe ground)occur92 perceat of
the time. Therefore, it may not be
necessary to provide instrument
approach capability to one-half mile
minimums at each runway end.
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Thepreviousnastemplanrecommended
the establisiment of a one-half mile
visibilityapproachto Runway 32. B ased
uponrisingterrainin thearea,planning
fora50:1/40:1approachfromthesouth
should be reconsidered,since terrain
may precude the ability to obtain
anything lower than a 34:1 approach.



LIGHTING AND MARKING

Currentlythereareanumberof lighting
and pavement marking aids servirg
pilots and aircraft using the airport.
Theselightingand markingaids assist
pilotsinlocatingheairportduringnight
or poor weatherconditions,aswell as
assist in the ground movement of
aircraft.

Runway markings are designed
accordingto the type of instrument
approachavailableontherunway.FA A
A C150/5340-1FMarking of Paved Areas

on Airports, provides the guidance
necessary to design an airport's
markings.Runway 14-32 has precision
runway markingsw hileRunway9-27
has basic markings.

Taxiwayand apron areasalso require
markingo assurethataircrafremainon
thepavement.Y ellow centerline stripes
arecurrentlypaintedon all taxiw ayand
apron surfaces at the airport to provide
thisguidanceo pilots. Aircraft parking
positionsarealsomarkedon eachapron
areaB esidesoutinemaintenancehese
markingswill be sufficient through the
planning period.

Airportlightingsystem grovidecritical
guidanceo pilotsduringnighttimeand
low visibilityoperations. Runway 14-
32 is equipped with high intensity
runw aylighting(HIRL)w hileRunway
9-27isequippedwithmediumintensity
runway lighting (M IRL). These systems
are sufficient and shoulik maintained
through the planning period. In
additiongcenterlinendtouchdown zone
lightingw asrecentlyaddedon Runw ay
14-32. During periods of tower closure,
airfidd lighting may be activated with
radio control.
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Effectivegroundmovementof aircraft
at nightis enhancedby the availablity
of taxiwaylighting. Presently, medium
intensity taxiway edge lighting is
available on all taxiways.

Theairportis equippedwith a rotating
beamn to assist pilots in locating the
airport at night.

In mostinstancesthe landingphaseof
any flight mustbe conductedin visual
conditions. To provide pilots with
visual guidance information during
landings to the runway, visual
glideslope indicators (VGSI's) are
commonly provided at airports.
Presently, VGSIs are availdle to
Runwgs 14 and 32 in the form of a
four-light precision approach path
indicabr (PAPI) on Runway 14 and a
four-boxvisualapproach slopeindicator
(VASI) on Runway 32. Facility
planningshould provide for the eventual
replacemenbf the systemon Runway
32 with a PAPI.

Approachlightingsystemsprovidethe
basic means to transition from
instrumentflight to visual flight for
landing.A medium intensity approach
lighting system withunway alignment
lighting(M AL SR)isrequiredfor one-
halfmilevisibilityminimuminstrument
landing system and global positioning
system instrument approach procedures.
To lower the visibility minimums
(below200feet) theM A L SRsystemon
Runway 14 will need to hgpgradedto
an ALSF-2 system, which adds
additional lights and higher intensity
lighting.



CONCLUSIONS

A summary of the airfield facility
requirementss presentecdbn Exhibit 3D.
Planning should continueto reflect a
parallel runway for light aircrat.
However, since the primary runway
alignmen provides 95 percent coverage,
Runway 9-27 may be closed upon
constructon of a parallelrunway. The
existing runway lengths, widths, and
strengths are sufficient to serve the
expected mix of aircraftthrough the
planningperiod, unless long-range air
cargoflightsjustify alongerlength on
Runwayl4-32.GPS precision approach
capabilitywillbecome available within
the next five years. The VASI on
Runway 32 should eventually be
replacedwith a PAPI. The MALSR
approacHightingsystemonRunwayl14
will needto be upgradedo an A L SF-2
system to realizelower minimumson
the Runway 14 approach.

LANDSIDE REQUIREMENTS

L andsidefacilities are those necessary
forhandlingof aircraftpassengersand
freight while on the ground. These
facilitiesprovide the essential interface
between the air and ground
transportationmodes. T he capacities of
the various components of each area
wereexaminedin relationto projected
demand to identify future landside
facility needs.

TERMINAL AREA
REQUIREMENTS

Conponents of the terminal area
complex include the terminal apron,
vehicleparking area, and the various

functional elements within the terminal
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building. This section identifies the
terminal aredacilitiesrequired to meet
theairport'sneedsthroughtheplanning
period.

The requrements for the various
terminalcom plexfunctionalareaswere
determinedwith the guidanceof FAA
Advisory Circular 150/5360-13,
Planning and Design Guidelines for Airport
Terminal Facilities. The consultant’s
databasefor space requirementswas
also considered.

Fadlity requirements were developed
for the planningperiodbaseduponthe
forecastenplanementevels. It should
be noted that actual need for
construction of facilities will be based
upon enplanementlevelsratherthan a
forecast year.

Exhibit 3E summarizes passenger
terminal building functional area
requiementsfor forecastenplanement
levels. The various functional areas of
theterminalbuildingaresummarizeds
follows:

. Ticketing - includesestim atesof
the space necessary for the
queuing of passengersat ticket
counters, the linear footage of
ticket counters, and the space
necessary to accommodate
baggage make-up and airline
ticket offices.

. Departure Facilities - includes
estim atesof the spacenecessary
for departureholdrooms and the
numberof aircraftgatepositions.
Holdroom space and gate
positions in excess of the
requirements presented on the



exhibit are frequently necessary
to accommodate individual airline
demandsor segregation of upper

level/lower level boarding areas.

Baggage Claim - includes
estimatesf thelinearfootage of
baggageclaim neededand space
for passengers to claim baggage.

Rental Cars-includesestim ate®f
spacenecessaryfor the queuing
of passengers a rental car
countersthe space necessary for
rental car offices,and the linear
footage for rental car counters.

Concessions- includesestim ate®f
the space necessaryto provide
adequate concession servicessuch
as restaurant and retail facilities.

Security Screening - include
estim atesof the amountof space
required to accommodate
passengerscreeningdevices,the
queuing of pasengers, and
security offices.

Public Waiting Lobby - includes
estim atesf the amountof space
to accommodatearriving and
departing passengers.

Terminal areaautomobile parking -
includesthe number of parking
spacesequiredorlong-termand
short-term public parking,
employeeparking,andrental car
parking.

Terminal curb frontage - includes
an estimate of the linear footage
of curb requiredo accommodate
the queuing of enplaning and
deplaning passenger vehicles.
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Theterminalbuildingareacalculations
incluce factors for circulation and
mechanical systems. W hile these
estimatesprovidereasonableplanning
guidelinesspecifiairlinerequirements
should be incorporatedin the actual
design of terminal buildings.

AIR CARGO REQUIREMENTS

Thetwoprimarycargo-relatedacilities
requiring analysis include the cargo
apronandbuildingspaceforsortingand
transfer. Presently, there are several
building dedicated to air cargo on the
airport. The foreign trade zone on the
east side of the airfield is expected to
handle a significantportion of future
demand, although the warehouseand
office buildingsin the FTZ have not
beenincluded in the existing building
space calculation. Areas south of the
terminal(or similarfacilitiesslsew here
on the airport) are expected to meet
most of the remaining demand.

An industry planning standardof 200
poundsof enplanedcargo per square
foot was used to determine building
space requirementsand a planning
standard of 3.5 square feet apronper
square foot of building was used to
estimate future apron requirements.
V ehiclesare typicallyloaded at cargo
buildingsusingtruck docks or drive-in
garages. The demand for docks and
garageswill vary with each company.
H ow evereachcargobuildingshouldbe
planned with the capability to process
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RUNWAYS

EXISTING

Runway 14-32
8,800' x 150’

75,000 SW « 200,000 DW
400,000 DT
Grooved

Runway 9-27
3,155" x 100’
50,000 SW « 70,000 DW
108,000 DT

— ——

SHORT TERM NEE-D
(5 years +/-)

Runway 14-32
Maintain length, width, and strength

Runway 9-27
Maintain strength rating and surface

LONG TERM NEED
(15 years +/-)

Runway 14-32
Consider extension for long-range

air-cargo flights

Runway 9-27
Close runway
(when parallel runway is constructed)

Add parallel runway (4,500" x 75)

EXISTING

Parallel taxiway systems

SHORT TERM NEED

Taxiway A Realignment

LONG TERM NEED
(15 years +/-)

Connecting taxiways to parallel runway

Rotating Beacon
PAPI-4 (14)
VASI-4 (32)

HIRL (14-32)

MIRL (9-27)
CAT1ILS-14
LOCBC-32
VOR/DME or GPS - 14
Touchdown/centerline lights

Transition VASI to PAPI system as
per FAA recommendations

Add ALSF-2
Transition to GPS approaches

as equipment becomes operational
(may extend into long-term period)

Maintain approaches

Add MIRL, PAPI-4, and GPS
approaches to parallel runway

ILS - Instrument Landing System

GPS - Global Positioning System

PAPI - Precision Approach Path Indicator
MLS - Microwave Landing System

VASI - Visual Approach Slope Indicator
HIRL - High Intensity Runway Lights
MIRL - Medium Intensity Runway Lights
MITL - Medium Intensity Taxiway Lights
LOC BC - Localizer Back Course

VOR - Very High Frequency Omnidirectional Range Facility
DME - Distance Measuring Equipment
MALSR - Medium Intensity Approach Lighting System
with Runway Alignment Indicator Lighting
ALSF-2 - Approach Lighting System; with Sequenced Flashing Lights

SW - Single Wheel
DW - Dual Wheel
DT - Dual Tandem

PFC - Porous Friction Course
Airport Authority

Exhibit 3D
AIRFIELD REQUIREMENTS
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TICKETING

Counter Length (1.f.)

Counter Area (s.f.)

Ticket Lobby (s.f.)

Airline Operations/Bag Make-up (s.f.)

DEPARTURE FACILITIES

Aircraft Gates
Holdroom Area (s.f.)

BAGGAGE CLAIM

Claim Display (1.f.)
Baggage Claim Lobby (s.f.)

TERMINAL SERVICES

Rental Car
Counter Length (1.f.)
Office Area(sf.)
Lobby (sf.)
Food/Beverage (s.f.)
Retail (sf.)
Restrooms (s.f.)

PUBLIC LOBBY
Greeting/Farewell Area/Security Queuing (sf.)

SECURITY SCREENING

Security Stations
Security Equipment Area (s.f.)
Security Offices (sf.)

1
170
100

11,600

2
340
200

SUBTOTAL PROGRAMMED AREA*

46,700

66,700

General Circulation, Mechanical/
Electrical, Maintenance & Storage (s.f.)

16,300

23,300

TOTAL TERMINAL AREA 42,000 55,000 63,000 73,000 90,000
Public
Short Term 100 170 200 220 270
Long Term 333%* 680 780 940 1,250
Rental Car 164 150 175 210 280
Employee 210 200 225 270 360

TERMINAL CURB

Enplane Curb (1.f.)
Deplane Curb (1.f.)

150
150

200
240

230
270

300
350

*  Alsoincludes administrative area and conference room.
** Qverflow lot provides additional 225 spaces.

Source: Coffman Associates analysis.

7
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Exhibit 3E

PASSENGER TERMINAL
BUILDING REQUIREMENTS



trucks. Exhibit 3F summarizesir cargo
apron and building requirements
through the planning period.

GENERAL AVIATION
REQUIREMENTS

This section will evaluate the space
requirements for general aviation
hangarsand apron. Currently aircraft
storage and maintenancds being met
throughthe use of both T-hangarsand
conventional hangars, which can
accommodate multiple aircraft
simultaneously. Presently, general
aviation facilities are located along
Taxiway B west of the passenger
terminal] and at the north end of the
airfield, adjacent to Taxiway A.

Utilizationof hangar space varies as a
functionof local climate,security, and
ow nerpreferencesT he trend in general
aviation aircraft, whether single or
multi-enginejs in more sophisticated
(and consequently more expensive)
aircraft. Therefore, many hangar
ow nerspreferhangar spaceto outside
tiedowns. For this analysis, it has been
assuned that 70 percent of single-
engine,80 percent of multi-engine and
helicopters,and 100 percent of jet
aircraftwill needto behangared.Sixty-
five percent of the single-engine
hangared demands expected to be met
withT-Hangargthisresultsin ashiftin

a short-term need to conveitional
hangars).

Future hangar requirements for the
airportaresummarizecbn Exhibit 3F. A
planningstandard of 1,200 square feet
per based aircraftstoredin T-hangars
has been used to determine future T-
hangar requirements. A planning
standard of 2,500 square feet for
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remainingircrdt stored in conventional
hangars has been used to determine
future conventional hangar
requirements. Conventional hangar area
w asincreasedby 15 percentto account
for future aircraft maintenance needs.

A parkingapronshouldbeprovidedfor

at least the number of locally-based
aircrafthatarenotstoredin hangarsas
well as transient aircraft. Transient
positions were calculated at 25 percent
of theforecastbusy day operations (as
forecast in the previous chapter) otal
apron area requirements were
determied by applying a planning
criterion of 700 square yards per
transientaircraft parking position and
500 sguareyardsfor eachlocally-based
aircraftparkingposition. T he results of
thisanalysisarepresentedon Exhibit 3F.

General aviation terminal building space
is requirel for waiting passengers,
pilot's lounge and flight planning
concessionsmanagement, storagand
vaious other needs. This space is not
providedin a single, separate terminal
building, but is offeredby fixed base
operatorgFB Osandprivatecom panies)

w hichoperatefrom differentlocations
on the airfield.

The mehodology used in estimating
general aviationterminal facility area
was based on the number of airport
usersexpectedo utilizegeneralaviation
facilitiesduring a typical design hour
(estimatedat 25 per flight, and 90
squarefed per passenger)Exhibit 3F
outlines these require-ments.



Public vehicle parkng is located
adjacentto eachexistingFB Obuilding,
and private conventionalhangars. It
will be requireadjacentto new hangar
development. V ehicle parking
requiementsfor futurefacilitieshave
been determined utilizing planning
standardsof 1.8 spaces petdesignhour
passengertw oparkingspacesgerl1,500
sguarefeetof new hangararea,and 400
squarefeet for each parking position.
Exhibit 3F outlines vehicle parking
requirementsfor the gereral aviation
facilities.

SUPPORT REQUIREMENTS

Various facilities that do not logically
fall within classifcations of airfield,
termiral building, air cargo or general
aviationareashavealsobeenidentified.
These othg areas provide certain
functiongelatedotheoveralloperation
and safety of the airpat and include:
aircrdt rescue and firefighting, fuel
storageandairporttrafficcontroltower.

AIRCRAFT RESCUE
AND FIREFIGHTING

Requirementdor AirportRescue and
Firefighting (ARFF) services at an
arport are established under Federal
AviationRegulationdFAR) Part 139.
FA RPart1l39appliedothecertification
andoperatiorof landairportsservingair
carriershaving a seating capacity of
more than 3Geats. Paragraph 139.315
of Subpart D of FAR Part 139
regulatons establishesan A RFFindex
determination. This index rating is
based on the number of departures
conductedby passengeraircrafthaving
at least 30 seats within a specific
category(basedon length of aircraft).

3-18

The airport currently meets the
requirements for ARFF Index C,
although current scheduled traffic
requiresthat they only meet Index B.
IndexB coversaircrat with lengths up
to 126feet. Facilities should be sized to
properly house the equipment that is
required.

FUEL STORAGE

The existing capacities for Jet-A and
AvGasare approxmately 76,000 and
45,000gallonsyrespectively W hen fuel

is deliveredto the airport by truck, it
cannot be used the day it is delivered —
to allow for contaminants to separate
from the fuel. Therefore, a multiple
tank systam is generally used. Each of
the fixed base operatorshave multiple
tanksat their disposal,for both Jet-A
and AvGas. However, area should be
reservedo allowforexpansiornof these
fuelfarmsshouldtheirdemandshange
through the planning period, while
planning standards generally
recommend a minimum two-week
supply, the availability of a nearby

w holesalesuppliermaygenerallyallow
for more limited reserves.

AIRPORT TRAFFIC
CONTROL TOWER

A final site selectionreportfor a new
airport traffic control tower was
publishedin June 1999. This report
outlinesthe siting analysis undertaken
for the new tower and the final
recommendatiofhorlocationof thenew
tower. The preferred site is on the west
side of the airport, between Jet Center
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WAIRICARGO,

Building Space (s.f.)
ApronArea(sy.)

AVAILABLE ‘

SHORT TERM

INTERMEDIATE

LONG TERM

GENERALYAVIATION,

Aircraft Storage Hangars

*  Includes private conventional hangars

T-hangar Positions 74 58 59 60
Conventional Hangar Positions 45 56 65 77
T-hangar Area (s.f.) 116,000 70,000 70,000 72,100
Conventional Hangar Area (s.f.)** 160,000 160,000 187,000 221,000
Total Hangar Area(s.f.) 276,000 230,000 257,000 293,000
* Hangars may contain multiple aircraft
** Reflects maintenance areas
Apron Area
Transient Apron Positions 37 75 81 93
Locally-Based Aircraft Positions 115 43 44 47
Total Positions 152 118 125 140
Total Transient/Based Apron Area(s.y.) 64,400 74,000 79,000 88,000
General Aviation Terminal Facilities
Building Space (sf.) 21,000 8,100 9,000 10,000

General Aviation Vehicle Parking
Parking Spaces
Parking Area (sf.)

425
130,000

560
222,000

)

G
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Exhibit 3F
AIR CARGO AND GENERAL
AVIATION REQUIREMENTS



andtherentalcarlot. It assumes, based
upon previous planning, that the
passenger terminalwill needto expand
in awesterly direction.

SUMMARY

Theintent of this chapterhas been to
outline the facilities required to meet
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potentialaviatiar demandsprojected for
theairporthroughtheplanninghorizon.
Thenextstepisto developa direction
for development to best meet these
projectedneeds. The remainder of the
mastermplanw ill bedevotedto outlining
this direction, its schedule, and costs.



Chapter Four

AIRPORT DEVELOPMENT

ALTERNATIVES

In the previous chapter, airside and
landside facility needs that would satisfy
projected demand over the planning
period were identified. The next step in
the master planning process is to
evaluate the various ways these facilities
can be provided. In this chapter, the
facility needs will be applied to a series
of airport development alternatives. The
possible combinations of alternatives can
be endless, so some intuitive judgment
must be applied to identify those
alternatives which have the greatest
potential for implementation. The
alternatives analysis is an important step
in the planning process since it provides
the underlying rationale for the final
master plan recommendations.

While any evaluation of alternatives can
also include a “no action” alternative,
this would effectively reduce the quality
of services being provided to the general
public, and potentially affect the
Medford area’s ability to accrue
additional economic growth. However,
the final decision with regard to
pursuing a development plan which

JACKSON
COUNTY

Airport Authority

meets the needs of commercial airline,
air cargo, and general aviation needs rest
with the Jackson County Airport
Authority. Economic and/or
environmental costs may not always be
offset by the potential benefit of each
and every project in the plan.

Although this study will not consider
the relocation of services to another
airport, it is always a potential
alternative. It would be difficult to
duplicate the services provided by
Rogue Valley International Airport,
whether at an existing facility or a new
site. The economic and environmental
costs of new site development are
generally far greater than the cost of




developing an existing site. It is
frequently possible to relocate or
encourage the relocation of some
services to another facility, should it
become necessay. For example,
trainingactivity by generalaviationor
militaryaircraficanbeencouragedo go
elsewlere. It is also possible to
encouragehebasingof smallaircraftat
Ashland or other outlying airports.
However, most services provided at
RogueV alleylnternationalthe control
tower, a long runway, precision
approaches,and other miscellaneous
services) are not readily avdlable at
Ashland or other nearby airports.
Thereforethe masterplanningprocess
must attemptto deal with the facility
needsw hichhavebeenidentified irthe
previouschapter,at the levelsforecast
througlout the twenty-year planning
period.

There are several functional areas at
Rogue Valley Internatimal Airport
w hichmustbe considered:theairfield,
passengerterminalcomplex,air cargo
complex (including the foreign trade
zone), general aviation facilities,and
miscellaneousirportsupport facilities.
Eachof thesefunctionabreasnterrel ate
to eachotherandaffecthedevelopment
potential of the others. Therefore, all
areas must be examined both
individuallyandcollectivelyto ensurea
final plan that is functional, efficient,
costeffectiveand compatiblewvith the
environment. Through this process, a
master planning concept will evolve.

BACKGROUND

Priorto presentingairportdevelopment
alternativesitishelpfultoreviewsome
of the previousairportplanningefforts

and the development that has occurred
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during the intervening years.
Recounting recent (or ongoing)
improvements will assist with the
identificatiorof currentissuesaffecting

future development options.

When the last master plan was
completedin October1993, a capital
improvemenprogramw asestablishd
which included (within the first ten
yearsof the plan) the purchase of land
for terminal and general aviation
expansion,expansionof the terminal
andparkingareas.extensiornof Runway
14-32 (and the additionof touchdown
zoneandcenterlinéights) relocatiorof
TaxiwayA ,andrelocatiorof thecontrol
tower. In addition, anumber of projects
were recommended to improve the
efficiencyof accessoadsontheairport,
and to providefacilitiesfor air cargo,
general aviation, and airport support
functions.

Several of these projectshave either
been completed or are underway,
althoughan expansion of the terminal
building has not been undertaken. A
study undertakenfor relocationof the
control tower has recently been
completedandthe airporthasrecently
completedheextensionof Runwayl4-
32. Land purchases will allow for the
expansion of general aviation facilities
on the west side of the airport. A
numberof projectsincludedwithinthe
first ten years of the pldrave not been
undertaken. W hile some of these
projectsmay be confirmedwithinthis
planning update, some mapedropped
from further consideratio. N ew
demandsontheairportmayrequirethat
new projects be included which
demonstrate a higher priority.



The expansionof theterminalbuilding
and redevelopmentof the circulation
roadwayswas one of the more capital
intensiveprojectsrecommendedn the
last master plan. However, the
passengetenplanementevelsremained
static through the ealy 90s, which
tended to shift the priority for the
project. With positive growth in
passengersthe past several years, the
JacksonCounty A irportA uthorityhas
indicatedthat they feel that the current
facility is exceedingits capacity (this
was confirmed within the andysis
undertakenn thelast chapter)and that
plansonceagainnead to be examined
for possibleexpansionof the terminal
building and auto parking.

Air carg facilities on the west side of
the airfield have been modestly
expandedto meet the needsof small
packagefreightcarriers. With limited
areaavailabldorfreightfacilitieonthe

w estsideof theairport,ataxiway ramp
area,andw arehousdacilitiehavebeen
constructed on the east side of the
airfield,and additional facilitieshave
beenplannedin the foreign trade zone
to serve existing and future air cargo
demands.

Redevelopmentof general aviation
faciities is currently being planned
south of Runway9-27 (adjacent to the
terminal)andnewstoragehangardiave
beenconstructedhorthof Runway9-27.
With recent land purchass in the
vicinityof SchultzRoad theairportwill
be ableto expandhangar storageareas
adjacentto existinghangarsonthew est
side.
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INITIAL DEVELOPMENT
CONSIDERATIONS

Uponcompgetion of the facility needs
evaluationand a subsequentmesting
with the Plannind\ dvisoryCommittee
for the masterplan study, a number of
airport development considerationswere
outlined. These considerations, which
have been grouped into airside and
landside categories, with some
additional considerations for on-airport
land use, have been summarizedin
Exhibit 4A. While many of these
developmentonsiderationaredemand
driven (as passnger volumes, based
aircraft,or operationdevelsincreaseat
theairport) severalaresomew hamore
general in nature, but remain as
importantconsiderationsn the master
planning process.

AIRFIELD DEVELOPMENT
ALTERNATIVES

Airfield facilities are, by their very
nature, a focal point of the airport
complex. B ecause of their role, and the
fact that they physically dominatea
great deal of the airport’ s property,
airfieldfacilityneedsareoftenthemost
critical factor in the determination of
viableairportdevelopmenalternatives.
In particular, the runway system
requiresthe greatest commtment of
land area andaftenim partsthe greatest
influence on the identification and
developmenbf otheraimport facilities.
Furthermore,due to the nature of
aircraft operations, there are



a number of FAA design criteria that
must be consideredwhen looking at
airfieldimprovements. T hese criteria,
dependingupon the areas around the
airport, can often have a significant
impact on the viability of various
alternatives whichredesigned to meet
airfield needs.

Thefacilityneedsevaluatiorcompleted
in the last chapter indicated that the
extended length of Runway 14-32
(8,800 fee) will be adequate to
accommodatemost domestic flights,

w hilelongerinternationaldedinations
will be subect to payload limitations.
TheJdadkson County Airport A uthority
ispursuirg an independent evaluation of
theimplicationsassociatedwith trying
to provide longer stage length
capabilties from the airport. Any
recommendationsomtheindependent
evaluaton will subsequently be folded
intotheairport’ amasterplan. Potential
conflicts associated with providing
additional runway lengtbn theairport
property incluce: the need to relocate
VilasRoad,terran penetrationsn the
approachto Runway 14, and existing
development constraints. The
independent evaluation will more
clearlydefinetheseconstraintsand the
impact they may have on master
planning for the airport.

Wind coverge at the airport does not
justify a crosswindrunway. However,
Runway 9-27 serves an important
function at the present time as a
secondaryrunw ayontheairfield. Since

planning for future airfield capacity calls

for a parallel runway (in the 14-32
orientation)jt has been recommended
that Runway 9-27 be closed when the
parallel runway is eventually
constructedtheairpat is not expected
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toreachairfieldcapacityuntiltheendof
the20-yeaplanningperiod orbeyond).

Taxiwayimprovementshouldinclude
a straighteningof the paralleltaxiway
(A) to maintain400 feet of separation
betw eenthe runway and the taxiway,
and the construction of additional
connectingtaxiw ayswhenthe parallel
runway is constructed.

Severalcommens were received at the
Planning A dvisory Committeeeeting
relating to other upgrades on the
airfield. The airport added equipment
under the recent runway extension
project to allow for upgrading the
approachto Runway14 to Categoryl|
standards.

AIRFIELD SAFETY
CONSIDERATIONS

A sacommerciakerviceairport,Rogue
Vallky International Airport must
comply with Federal Aviation
Regulation Part 139, which provides
certificatiomequirementandoperating
standards for commercial service
airports. A review of airfield design
standardsasthey relate to the runways
and safetyareas of the two runways on
theairfield ndicateghatthesafetyareas
and object free areas at each end of
Runwayl14-32meetcurrent standards.
However, since current marking on
Runway9-27 reflectsstopw ay sat each
runway end, the safety areas extend
beyond the stopwagnd. Since neither
endof Runway9-27hasadequatesaf ety
area beyond the
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AIRFIELD CONSIDERATIONS
e Extension of Runway 14-32 to 8,800 feet
(project underway).
e Consider longer runway for trans-Pacific air
cargo flights.
e Realign Taxiway A at south end to provide 400-foot
separation from runway.
e Upgrade instrument approach to Runway 14 (underway with runway extension project).
e Reserve area for parallel runway to increase capacity.
e Transition to GPS approaches/update visual approach guidance.

TERMINAL/ACCESS CONSIDERATIONS
e Short-term need to expand terminal
(bag claim, holdroom and rental car).
* Short-term need to expand public parking area.
e Evaluate ability to meet long-term needs in existing area.

e Evaluate entrance/exit onto Biddle Road.

GENERAL AVIATION CONSIDERATIONS
e Consider current hangar expansion proposals
provided by Airport Authority.
e Evaluate ability to maximize hangar
development areas (existing/new).
e Evaluate development potential if Runway 9-27
is closed.

AIR CARGO CONSIDERATIONS

e Consider current layout for air cargo facilities
prepared for Airport Commerce Park.

e Maintain segregation of large aircraft cargo facilities
from other commercial or general aviation activities.

Exhibit 4A
ALTERNATIVE
DEVELOPMENT CONSIDERATIONS



paved stopway, it affects the declared
digances calculationsfor the runway
and future runway designation.

“ Declared distances’ define several
operating condtions on runways:
takeoff run available (TORA), which is
the runway lengh declared available
and suitable for the ground run of an
airplane on takeoff; takeoff distance
availableg(TODA),whichisthe TORA
plus the length of any remaining
clearwayat the far end of the TORA;
accelerate-stop distance available
(ASDA), which is the runway plus
stopway length available for the
accelerationand deceleration of an
aircraftabortinga takeoff;and landing
distanceavailable(L D A),whichis the
runway length declared available and
suitable for landing.

If the stopways are not considered
within the declared distances
calculations, the ASDA will be
shortenedandthesafetyareaswillmeet
current standards. A dditional
coordinatiorwillbeundertakerwiththe
FA Awithregardto correctmarkingand
lighting for Runway 9-27, to ensure
proper safety areas at the runway(s)
ends, consistent with current criteria.

TAXIWAY CONSIDERATIONS

Taxiwaysare primarilyconstructd to
facilitate aircraft movementsto and
from the runway system. The
availabiliy of entrance and exit
taxiwayscan affectthe overallairfield
efficency. W hile previous planning
efforts have consideredthe potential
addition of a parallel taxiway and
connectionto Runway 27, it is not
consideredessentialat this time since
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the number of operations in peak
periodson this runway are expected to
remainat acceptabldevelsthroughout
the planning period. However, the
potentialadditionof holding aprons at
eachendof Runwayl4-32willimprove
airfield operating efficiency.

H oldingapronsallowaircrafto prepare
for depature in an area which is not
disruptiveto other departingaircraft.
Piston-powderedircrafgenerallyneed
moretimefordeparturéghanjetaircraft.
However, commercial aircraft are
frequently held on the taxiway when
w eather or floveontrolcreate delays at
a destinationairport. This can be a
frequentoccurrenceat M edfordduring
poor weather conditons. Holding
apronsallowtheclearedrafficto depart
without further delay.

Asmenioned in previous paragraphs,
TaxiwayA shouldbe realignedat the
southendof theairfieldto maintainrd00
feet of separation from the runway.

Therunw ayandtaxiw ayimprovements
have been depiced graphically on
Exhibit 4B. It should be noted that the
length of the futureparallelrunwayis
slightly greaterthan 4,500 feet (which
was identifiedin the previouschapte)

to provideabetterconnectiorpointwith
the main runway.

AIR TRAFFIC CONTROL
TOWER RELOCATION

A lternativelocations for the control
towerhavebeen evaluated in previous
planningstudies. A location on the west
side, betw een the terminal



building and Jet Center has been
recommendedin a Final Ste Selection
Report, June 10, 1999. T he site provides
excelent unobstructed line-of-sight to
allmajorapproachandground operation
surfaces. The shadowing from this site
is considered acceptable. The
recomnended site is depicted on an
exhibitlater in this chapter. It hhgen
recommendedhat the cab floor height
be located 60 feet above the ground.

TERMINAL DEVELOPMENT
ALTERNATIVES

The passenger terminal complex
consigs of the passenger terminal
building, ground access,parking, and
support facilities. A series of
alternatives for terminal building
expansion and redevelopmentof the
terminaroadw ayw ere considered in the
last master plan in 1993. The plan
recommendeda redevelopmentand
expansion of the terminal building
parallelwithRunway9-27,to avoidthe
tail height restrictions which are
currently a problem at the terminal’s
currentsite as it facesRunway 14-32.
The facility needs evaluationin this
updatehasconfirmeé the need to plan
foradditionaFunctionabreaswithin the
terminal, and to provide for additional
vehicularparking areas. The size of
thesefunctionalareaswillincreasavith
increasingpassenger growth,although
the number of carriers, leasing
conditions,and tenantpreferencesvill
affectthe extent of future expansions.
First, a review of the three terminal
buildirng alternatives considered in the
last plan will be provided, then
refinemenoptionswillbeexaminedor
the current planning effort. The

previoudgerminalexpansion alternatives
are depicted orixhibit 4C.

Thefirst alternativeconsideredin the
1993 planprovidedfor a new tickging
and bagclaim wing parallel to Runw ay
9-27,and tied the new structure to the
existing building (which would be
convertedo administratiorspacesince
the existing administration building
would need to be razed). This
alternativeeffectivelydiminated aircraft
parking restriction problems, but
required that Jet Center facilites be
relocated. It would also interfere with
current plans for control tower
relocation. The 20-year development
cost was $7.6 million.

The second alternative (which was
subsequentlyrecommendd) provided
for expansiorof second-level boarding
parallelto Runway 9-27, maintaining
gatepositiongarallelto Runwayl14-32
for smaller commuter aircraft only.
Ticketingandbagclaimareasw ouldbe
expanded at each end of theildingto
meet demands, and airport
administrationwould not need to be
relocated.T he plan would not affect Jet
Center,and would not interfere with
current plans for the contiol tower
relocation. The 20-year development
cost was $5.1 million.

The third alternativeprovided for an
entirelynew terminalbuilding, parallel
to Runway 14-32, providing an
additional200 feet of separation from
the runway. W hile not requiring
relocation of Jet Center, and not
interferingviththefuturecontroltow er
location, it would require that the
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existing administation building be
razed,and the termin& entry road and
curb be relocated. It would provide a
linear configurationfor the terminal
building which could be easily
expanded in the future, and would
replace an aging structure initially
constructedn theearly1950s. T he 20-
yea development cost was $13.5
million.

While the developmentof an entirely
new terminal building would solve
severalspacedeficienciestheexisting
building,thecostis significantrelative
to other alternatives. Only the second
alternativeprovidesanexpansbn option
w hichm eetsshort-ternspaceneedsna
cost effectivemanner, with minimal
disryption to the existingoperation. It
alsopreservegxistingvehicular parking
areaq althouglrentalcarreadyareaw ll
be displaced).

All of the terminal access and parking
alternativesonsiderednthel993plan,
whidh are depicted onExhibit 4D,
assumed the purchase of the triangular
shapedlandparcelbetw eertheterminal
areaandBiddleRoad(estim atecht 8.76
acres). W hile it is still desirable for the
airportto acquirethisparcel pastefforts

to acquire the property have been
unsuccessfu Furthermore, all of the
alternatives previously consideredly
assumeda dired aviation-related need
for lessthan half of the property in the
northeast corner.

The first alternative depicted a new
terminal entranceand exit (to avoid
current problemsonto Biddle Road).
Howeverthe new entrancealignswith
the current appraach to the terminal
(Terminal Way). The loop was
expandedand a recirculation road was
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added,requiring a portion of tHeacre
land parcel. The recirculationoadwas
also considereda frontageroad, with
two-waytraffic. The parking lot exit
wasrelocatedto the northw estcorner,
allowingall terminaltrafficto exit at
Airport Road.

The second alternative relocated
TerminalW ay to a pointimmediately
south of the current entrance, thus
expandingheareainsidethelooproad.
W hilereducingsome of the potential
commercial development areas, it
providedadditionalparking capability
within the loop, providing easier
parkingcontrol. The parking lot exit
w adocatedalongtherecirculatiomoad,
and exitingtraffic was still directed to
the Airport Road intersection with
Biddle Road.

Thethirdalternativerelocatedl erminal
Way even farther south, even with
GilmanRoad. Thisexpandstheloop, to
meetmorelong-termparkingdemands
within a single parking control area.
The parking lot exit booth is placed
along the recirculationroad and all
exitng traffic was still directed to
Airport Road.

The fourth alternativemerged several
featureoftheprevioudw oalternatives,
while providing more of a *“T”
intersection at the exit onto Biddle
Road.

Anyrelocationof Terminal Way (asin
Altematives 3 and 4) will create
problems for access to air cargo
facilities unless a frontage road is
constructedo servethefacilitiessouth
of the terminal. In addition, if the
terminal



expandsparallelto Runway 9-27, then
rental car ready areaw ill be displaced,
and likely needo be located within the
terminalloop. Areas adjacent to the
airport administraton building will
become prime property for potental
rental car or public parking.

Based upon actual parking Ilot
occupancyinformatiorprovidedby the
AirportA uthorityfor peaktimesduring
theholidaysnearlyallavailablgarking
areasarebeingused(includingveaflow
lots). Therefore, it would be reasonable
to assumethat the parkingloop should
beexpandedn the short-term timeframe
to expand parking areas within the
parkingcontrol area. Since it can also
be assumedthatthe 9-acre land parcel
will not be available, the loop road
should not extend beyond current
propety boundaries. Further-more, area
shouldbe contained within the loop to
meetparkingneedsfor the nextfiveto
ten years, based upon the approved
forecasts.

Current public parking capacity, based
upon information provided by the
Airport Authority, is 433 spaces
(excluding overflow, rental car and
employeédots). The parking demand by
2010is expectedto befor nearly 1200
parkingspaces. W hile a portion of the
projecteddemandapproximately,000
spaceg can be met by pushing the
recirculation road to the west, demand
will eventually need to be met by
relocatingT erminalW ay farthersouth
(or providingpublic parkingwhichis
more remote from the immediate
termiral area). Surface parking can
generallybeprovidedasdistantas1,000
feetfromtheterminal withouttheneed
for shuttles. Terminal Way could be
pushedasfarsouthasthecurrentairport
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entrance (as represented in previous
alternatives), and still maintain
acceptablewalking distancesto the
terminal. A short-term parking and
circulatiorconcephasbeendepictedn
Exhibit 4E. This will provide a new
entrancepoint from BiddleRoad,and
theoptionto locateexitingtrafficat the
same point or at Airport Road.
Additional coordination with local
jurisdictionswill be used to refinethe
concept.

AIR CARGO FACILITIES

Air cargo sewices have increased
steadily over the past decade and the
volume of air cargo moved throutite
airport has doublel over the last six
years. Infact,air cargo has become the
single largest growth sector at the
airportthroughouthe1990s. Since the
airport hasxperienced rapid growth in
activity thefacilityneedsarebeingmet

in morethan one area. Planning by the
ORE-CAL Trade Corporation is
attemptingto consolidatea significant
portion of this activity on the east side
of theairfield in the Airport Commerce
Park.

A layoutfor AirportCommece Park,
providedto the consultants by ORE-
CAL Trade Corporation, has been
depicted on Exhibit 4F. This layout
provides for the development of
traditionalair cargosortation facilities,
expansionof the existingcargp ramp,
andfutureexpansiorpotentiafforatotal
of approximately00,000squaref eetof
cargo facilities.
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