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CHAPTER FIVE

FORECAST

The forecast is a critical component of the airport master planning process. It is used to help understand and
anticipate the commercial service and general aviation (GA) activity that is expected to occur at the airport
during the 20-year planning period of 2021-2041. It also provides the basis for guiding airport development
needed to meet future demand.

5.1. Introduction

An effective forecast should be realistic, based on current data, and developed using appropriate methods.
Developing a forecast for an airport master plan involves considering a variety of factors that can vary in
complexity—such as the size and location of the airport, the type of aircraft using the airport, and activity
levels. However, every forecast is developed using the same series of basic steps. As outlined in FAA
Advisory Circular (AC) 150/5070-6B, Airport Master Plans, these steps include identifying existing aviation
activity, reviewing historical activity levels and previous forecasts, examining industry trends and regional
socioeconomic data, selecting the appropriate forecast method, and then applying the methodology and
evaluating the results.

The forecast developed for this airport master plan includes projections of aviation activity for Pocatello
Regional Airport (PIH) for the 20-year planning period of 2021-2041. It also includes projections for a
short-term planning horizon of five years and for a medium-term planning horizon of ten years. Each of these
projections uses 2021 as the base year when applying the selected forecasting methodology.




5.2.  Existing Aviation Activity and Forecast Summary

It is important to first identify existing aviation activity in order to make sure the forecast includes all relevant
activities likely to affect airport facilities. Pocatello Regional Airport is a non-hub, primary, commercial service
airport that also has general aviation and military operations. This forecast will address these three categories
of aircraft operations (i.e., takeoffs and landings) as well as passenger enplanements, based aircraft, the fleet
mix, and critical aircraft.

5.2.1. Aircraft Operations

Aircraft operations are separated into three main categories—commercial service, general aviation, and
military operations. These operations are then classified as either itinerant or local. In general, local operations
are flights that originate and terminate at the same airport while itinerant operations are flights that originate
and terminate at different airports.

a. Commercial Service

Commercial service operations can include air carrier, commuter, and air taxi operations. In general, air carrier
operations are conducted using aircraft with more than 60 seats while both commuter and air taxi operations
are conducted using aircraft with less than 60 seats. The difference between commuter and air taxi operations
is that commuter service is scheduled and air taxi service is not scheduled.® In other words, air carrier
operations are regularly scheduled flights on larger aircraft, commuter operations are typically shorter flights
on smaller aircraft, and air taxi operations are typically shorter flights provided by smaller, boutique airlines on
an on-demand basis (e.g., sightseeing or charter flights).

It is important to note that these three types of commercial operations are not handled the same way in every
forecast. For example, in the Terminal Area Forecast, the FAA considers air taxi and commuter operations to
be one category because they both involve smaller aircraft while the Idaho Aviation System Plan combines all
three types into one category. However, in preparing the forecast for this airport master plan, air carrier and
commuter operations are considered to be commercial service because they are both scheduled service while
air taxi operations are considered to be general aviation operations because they are not scheduled.

Commercial service operations are expected to decrease from an estimated 1,926 in 2021 to 1,594 in 2041
with a compound annual growth rate (CAGR) of -0.94%. This decrease in operations does not mean the
commercial capacity of the airport is expected to decrease. It is mainly due to an industry trend affecting
aircraft capacity (i.e., fewer flights with larger aircraft) which is discussed in Section 5.9.2.

b. General Aviation

General aviation includes all operations that are not scheduled commercial service or military operations. It
typically includes charter flights, privately owned aircraft used for business or personal travel, flight training,
recreation, aerial firefighting, and medical transport or other types of emergency services. At PIH, general
aviation operations also includes wildland firefighting operations conducted by the U.S. Bureau of Land
Management (BLM). The wildland firefighting base at PIH is the only base in the Great Basin BLM region
capable of accommodating DC-10 aircraft and other very large air tankers (VLAT) used for aerial firefighting
operations.?

Itinerant general aviation operations are expected to increase from 18,503 in 2021 to 23,241 in 2041 with
a CAGR of 1.15%. Local general aviation operations are expected to increase from 6,662 in 2021 to 8,132
in 2041 with a CAGR of 1.00%. Overall, general aviation operations are expected to increase from 25,165 in
2021to0 31,373 in 2041 with a CAGR of 1.11%.
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c. Military

Unless there is specific knowledge of an upcoming change, military operations are typically forecast at
existing levels because the Department of Defense provides limited details regarding future activity levels.
PIH supports frequent yet unpredictable levels of military operations, and there are no reliable indicators
suggesting military operations will increase during the 20-year planning period. Itinerant military operations
are expected to remain at 124 operations, and local military operations are expected remain at 82 operations.

5.2.2. Passenger Enplanements

The passenger enplanements forecast is particularly important because it will help determine future
requirements for airport facilities necessary for accommodating passengers such as the size of the terminal
and parking facilities. A variety of factors and trends must be taken into consideration in order to develop an
effective forecast for passenger enplanements such as socioeconomic trends as well as the airline and aviation
industry trends that affect the airport.

Overall, passenger enplanements are expected to increase from an estimated 25,000 in 2021 to 56,890 in
2041 with a CAGR of 4.20%.

5.2.3. Based Aircraft

A based aircraft is any operational and airworthy aircraft that is based at the airport for the majority of the
year.23 The type, size, and number of aircraft based at an airport are important factors to consider when
analyzing airport capacity, facility requirements, and planning future development. This is because the forecast
of based aircraft can indicate a need for new hangar space as well as new or expanded services. It can also
impact facility requirements for runways, taxilanes, and aprons.

Overall, based aircraft are expected to increase from 48 in 2021 to 55 in 2041 with a CAGR of 0.68%.

5.24. Critical Aircraft

The critical aircraft is the most demanding type of aircraft, or group of aircraft with similar characteristics, that
regularly use of the airport. (Regular use is defined as a minimum of 500 annual operations; excluding touch-
and-go operations).* The critical aircraft is often referred to as the design aircraft because is used to determine
the correct design standards for certain areas of the airport, such as the separation distance between
taxiways and runways.

For airports like PIH where the infrastructure must support a wide range of aircraft and operations, a separate
commercial service and general aviation critical aircraft are typically identified. For that reason, this forecast
will identify separate respective critical aircraft for both commercial service and general aviation to help design
standards for their respective sections.

a. Commercial Service

The existing and mid-term commercial service critical aircraft is the Bombardier CRJ-200. However, the
future commercial service critical aircraft will ultimately be the Embraer E-175 as airlines continue to transition
to more fuel-efficient jets.

b. General Aviation

The Beech 1900/C-12, which is primarily operated by Alpine Air Express, was identified as the general
aviation critical aircraft. The Beech 1900/C-12 is expected to remain the general aviation critical aircraft
throughout the entire planning period. However, the DC-10, an aircraft operated by the Bureau of Land
Management (BLM) and the United States Forest Service (USFS) for firefighting operations, will be used to
determine the design standards used for Runway 3/21, Taxiway A, taxiway connector A-2, and the Bureau of
Land Management hardstand because this aircraft is the most demanding aircraft relating to those areas.
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5.2.5. Forecast Summary

Table 5.1 summarizes the forecast of aircraft operations, passenger enplanements, cargo volumes, and based
aircraft that has been developed for this airport master plan. However, it is important to understand that
actual activity may differ from these forecasts because aviation activity can be affected by a wide range of
unforeseen developments at the local, regional, and national levels. A copy of the FAA approval of this airport
master plan forecast is included as Appendix C: Forecast Approval.

Table 5.1: Forecast Summary

Operations

Total Commercial 1,926 834 1,354 1,594 -15.41% -3.46% -0.94%
Itinerant GA 18,503 20,319 21,249 23,241 1.89% 1.39% 1.15%
Local GA 6,662 7,303 7569 8,132 1.85% 1.28% 1.00%

Total GA 25,165 27,622 28,818 31,373 1.88% 1.36% 1.11%
[tinerant Military 124 124 124 124 0.00% 0.00% 0.00%
Local Military 82 82 82 82 0.00% 0.00% 0.00%

Total Military 206 206 206 206 0.00% 0.00% 0.00%

Total Operations 27,297 28,662 30,378 31,679 0.98% 1.08% 0.75%

Passengers

Total Enplanements 25,000 18,786 39,131 56,890 -5.56% 4.58% 4.20%

Based Aircraft
Single-Engine 35 36 38 40 0.57% 0.83% 0.67%
Multi-Engine 7 8 8 8 2.71% 1.34% 0.67%
Jet 5 5 5 6 0.00% 0.00% 0.92%
Helicopter 1 1 1 1 0.00% 0.00% 0.00%

Total Based Aircraft 48 50 52 55 0.82% 0.80% 0.68%

Source: FAA, Terminal Area Forecast; Marr Arnold Planning; Ardurra.
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5.3.  Factors Affecting Aviation Activity
This section identifies the national, statewide, and local forecasts, trends, and other factors expected to affect
aviation activity.

5.3.1. National Aviation Forecast, FAA Aerospace Forecast, Fiscal Years 2021-2041

Local aviation trends generally follow national trends. Therefore, it is necessary to analyze the industry from

a broad perspective and then apply local socioeconomic factors to refine the forecast. The FAA publishes an
annual update of the agency’s national aviation forecast. While this forecast is prepared to meet the budget
and planning needs of the FAA, it is also widely used by state and local authorities, the aviation industry, and
the general public. It is developed using statistical models to explain and incorporate emerging trends for each
segment of the aviation industry including commercial airlines, cargo operations, general aviation, unmanned
aircraft systems, and commercial space travel. The following discussion is summarized from the current
edition, FAA Aerospace Forecast, Fiscal Years 2021-2041.>

The U.S. airline industry, which has a long history of volatility, has experienced steady and significant growth
since the end of the Great Recession in 2009. The recession required the airlines to refine their business
models and minimize losses by lowering operating costs, eliminating unprofitable routes, and grounding

older, less fuel-efficient aircraft. The results of these efforts were impressive, and 2019 marked the eleventh
consecutive year of profitability for the industry. However, this was bought to a rapid end in 2020 by the
COVID-19 pandemic. Despite this significant blow, the FAA's forecast anticipates a return to the long-term
growth trend for the U.S. airline industry. The agency also notes that recent data indicates the potential pace
of recovery for the aviation industry is faster than previously expected. This is due, in part, to COVID-19 relief
bills, the rapid availability of vaccinations, reduced rates in transmissions, and pent-up demand.®

a. National Forecast for Commercial Service

The FAA Aerospace Forecast projections for commercial service reflects the impacts of the COVID-19
pandemic and provide short term recovery projections as well as long term projections of aviation activity. The
following points are also of particular importance:

e Between 2021 and 2041, real gross domestic product (GDP) is anticipated to grow at 2.3% annually, on
average, according to forecasts by IHS Markit. This includes two years of recovery and a long-term trend of
2.8% GDP growth per year

For the 20-year period, the FAA is forecasting total domestic seat capacity to grow 4.5% annually. Load
factors are expected to increase over the forecast period, from 69.5% in 2021 to 86.6% in 2041. It is
anticipated that load factors will return to 2019 levels by 2025.

Domestic enplanements are expected to reach pre-COVID levels by 2023 and are projected to grow at an
average annual rate of 5.4% over the 20-year forecast, while international enplanements will rebound to
pre-2020 levels by 2025 and grow 6.6% per year on average. When only regional carriers are considered,
revenue passengers will increase 5.4% per year through 2041 and return to pre-COVID levels by 2024.

Systemwide, domestic average seats per aircraft mile is anticipated to grow from 171.0in 2021to 1774 in
2041. For regional carriers, the seats per aircraft mile is expected to grow from 66.5in 2021 to 69.1in 2041
as airlines continue to phase out aircraft with 50 or less seats.

The FAA projects that air carrier operations will recover to pre-COVID level by 2024 and grow at an
average annual rate of 4.2% between 2021 and 2041, while air taxi/ commuter operations will grow at an
average growth rate of 1.1%. These operations will not return to pre-COVID levels in the next 20 years as
airlines transition away from smaller aircraft.

The number of passenger aircraft flown by regional airlines are expected to grow at 0.4% per year over the
forecast period. Jet aircraft will grow 1.3% per year, while non jet aircraft are expected to decline 6.2% per
year on average. It is anticipated that all growth will be accounted for by aircraft with 40+ seats.
Forecast m




b. National Forecast for General Aviation

The FAA Aerospace Forecast includes projections for fleet mix and hours flown for general aviation aircraft
such as fixed wing piston, fixed wing turbine, rotorcraft, light sport aircraft (LSA), experimental aircraft, and
others. These forecasts use the results of the agency’s annual surveys to establish a baseline and, in addition
to assumptions for retirement rates, includes data for new aircraft deliveries provided by the General Aviation
Manufacturers Association (GAMA). It is important to note that these forecasts are only for active aircraft
with active aircraft defined as one that has been flown at least one hour per year.

General aviation was not as severely affected by the pandemic as the airlines, and the FAA is predicting a
promising long-term outlook for general aviation. The agency expects growth at the high-end will offset
continuing aircraft retirements at the low end of the market. General aviation operations, which accounted for
51.4% of total U.S. operations in 2019, declined approximately 17% in 2020. They are projected to increase at
an average rate of 0.4% per year through 2041 and are expected to return to pre-pandemic levels by 2026.

c. National Forecast for the General Aviation Fleet Mix

The results of the FAA's most recent General Aviation and Part 135 Activity Survey, which was completed

in 2019, shows an estimated 210,981 active aircraft (a decline of 0.4% from 2018). The data also reflects
anincrease in fixed wing turbine, rotorcraft, lighter-than-air, and light sport aircraft that is offset by a
corresponding decrease in fixed wing piston, experimental aircraft, and gliders. There was an overall decrease
of 12.4% in deliveries of general aviation aircraft for 2020 from the previous year. This includes a 46.6%
decrease for multi-engine piston aircraft and a 3.2% increase for single engine piston aircraft. This equates

to an overall 0.1% decline in deliveries of fixed wing piston aircraft. Additionally, shipments of business jets
declined by 29.8% while turboprop deliveries declined by 17.7%. This equates to a 24.5% decrease for fixed
wing turbine aircraft. The national forecast for active general aviation aircraft is shown in Figure 5.1.

Figure 5.1: National Forecast for General Aviation Fleet Mix
250,000 Light Sport Aircraft —— 250,000
— |
200,000 i -~ 200,000
Rotorcraft
150,000 150,000

Fixed Wing Turbine

100,000 100,000
50,000 Fixed Wing Piston 50,000
2010 2021 2031 2041

Source: FAA Aerospace Forecast, 2021-2041

d. National Forecast for General Aviation Hours Flown

Despite the marginal decline projected for the general aviation fleet, the FAA has projected the number of
general aviation hours flown to increase by an average of 0.6% per year with total hours flown increasing
from 25.6 million for 2019 to 29.4 million for 2041. This increase is partly due to an anticipated increase in
hours flown for newer aircraft. It also reflects a 0.9% decrease projected for fixed wing piston aircraft which is
more than offset by the 2.2% increase projected for fixed wing turbine aircraft, a 1.7% increase projected for
rotorcraft, and a 4% increase projected for light sport aircraft. The national forecast for general aviation hours
flown is shown in Figure 5.2.
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Figure 5.2: National Forecast for General Aviation Hours Flown
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Source: FAA Aerospace Forecast, 2021-2041

e. National Forecast for Active Pilots by Certificate Type

The FAAforecast indicates that the type of certifications pilots are earning is still changing. This transition

is largely the result of legislative and regulatory changes that have taken place in recent years. Overall,

there were 691,691 active pilots at the end of 2020 which reflects a decrease in air transport pilot (ATP)

and rotorcraft certifications and an increase in commercial pilot and sport pilot certifications. The FAA

has forecasted a 0.06% decrease in commercial pilot certifications, a 0.04% decrease for general aviation
certifications, and a 0.42% decrease for private pilot certifications. It also projects a 0.7% increase for ATP
certifications and a 2.7% increase for sport pilot certifications. The national forecast for active general aviation
pilots by certificate type is shown in Figure 5.3.

Figure 5.3: National Forecast for Active General Aviation Pilots by Certificate Type

Sport
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Source: FAA Aerospace Forecast, 2021-2041
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5.3.2. Statewide Aviation Industry Forecast, 2020 Idaho Airport System Plan Update

The Idaho Aviation System Plan forecast indicates an overall positive outlook, and the agency anticipates
growth in all three indicator categories (i.e., operations, enplanements, and based aircraft) through 2037.
According to the Idaho Aviation System Plan, Idaho’s commercial service airports reported a total of 280,904
operations—including commercial, general aviation, and military operations—for 2017. Boise Air Terminal/
Gowen Field accounts for approximately 44% of these operations with the remaining taking place at Joslin
Field-Magic Valley Regional, Idaho Falls Regional, Pullman-Moscow Regional, Lewiston-Nez Perce County,
Friedman Memorial, and Pocatello Regional, respectively. Overall aviation demand at these airports is
expected to grow, and annual aircraft operations are expected to increase at a CAGR of 0.8%, enplanements
at 2.3%, and based aircraft at 0.8% through 2037.

a. Statewide Forecast for Commercial Operations

According to the 2020 Idaho Aviation System Plan, there were 100,268 commercial service operations at
Idaho’s commercial service airports in 2017. Boise Air Terminal/Gowen Field accounts for approximately 55%
of these operations with the remaining taking place at Idaho Falls Regional, Friedman Memorial, Pocatello
Regional, Lewiston- Nez Perce County, Joslin Field-Magic Valley Regional, and Pullman-Moscow Regional,
respectively. Overall, commercial operations are expected to grow 1.5% annually with 136,337 operations
projected for 2037.8

b. Statewide Forecast for General Aviation and Military Operations

Most commercial service airports are also used by general aviation customers and the military. General
aviation activity can include helicopters, personal, or business aircraft that support a wide variety of industries
such as recreation, agriculture, and various emergency services as well as corporate and business travel.
There were 167,673 general aviation operations and 12,566 military operations at Idaho’'s commercial service
airports in 2017. Once again, the majority of these operations took place at Boise Air Terminal/Gowen Field.
Anoverall annual increase of 0.4% is projected for general aviation operations with 180,764 operations
projected for 2037. Only a slight increase of 0.1% annually is projected for military operations because these
are typically determined by national security issues and are generally unknown for the future.”

c. Statewide Forecast for Passenger Enplanements

Idaho’s commercial service airports experienced nearly 2.2 million enplanements in 2017. Approximately 79%
of these enplanements occurred at Boise Air Terminal/Gowen Field with the remaining taking place at Idaho
Falls Regional, Friedman Memorial, Lewiston-Nez Perce County, Pullman-Moscow Regional, Joslin Field-
Magic Valley Regional, and Pocatello Regional, respectively. Enplanements are expected to continue to grow at
steady rate with a projected annual increase of 2.3% and are projected to reach nearly 3.5 million by 2037.1°

d. Statewide Forecast for Based Aircraft

There were a total of 978 aircraft based at Idaho’s commercial service airports in 2017. Nearly 28% of these
were based at Boise Air Terminal/Gowen Field with the remaining based at Idaho Falls Regional, Friedman
Memorial, Lewiston-Nez Perce County, Joslin Field-Magic Valley Regional, Pullman-Moscow Regional, and
Pocatello Regional, respectively. These are projected to increase at an annual rate of 0.8% and are forecasted
toreach 1,137 in 2037.1

e. Idaho Airport System Plan Forecast for Pocatello Regional Airport

According to the Idaho Aviation System Plan projections, PIH is expected to have a 0.96% increase in
commercial operations resulting in commercial operations increasing from a TAF reported 6,969 operations in
2017 t0 8,440 by 2037. General aviation activity at PIH is forecasted with minimal growth at 0.09% and 0%
for military operations. Pocatello Regional Airport has the lowest enplanement activity in the state yet one

of the highest CAGRs forecasted for the planning period. The CAGR forecasted at PIH is 2.48%, equating to
62,321 enplanements projected for 2037. PIH is not projected to see an increase in based aircraft and these
are expected to remain flat at 50 aircraft through 2037. The IASP forecast for PIH is summarized in Table 5.2.
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Table 5.2: Idaho Airport System Plan Update, Pocatello Regional Airport, 2017-2037

Operations

Total Commercial 6,969 7,313 7,671 8,440 0.97% 0.96% 0.96%
Total General Aviation 13,612 13,456 13,586 13,855 -0.23% -0.02% 0.09%
Total Military 246 246 246 246 0.00% 0.00% 0.00%
Total Operations 20,827 21,015 21,503 22,541 0.18% 0.32% 0.40%
Passengers

Total Enplanements 38,172 43,147 48,765 62,321 2.48% 2.48% 2.48%
Based Aircraft

Total Based Aircraft 50 50 50 50 0.00% 0.00% 0.00%

Source: 2020 Idaho Aviation System Plan Update, Tables 4-11,4-12,4-13, 4-14, 4-15

5.3.3. Local Socioeconomic Factors

There is typically a strong connection between socioeconomic trends and aviation demand. Local
socioeconomic conditions—especially population, employment, and income—can have either an upward

or downward influence on aviation activity. In addition to providing a general understanding of the
socioeconomic conditions surrounding Pocatello Regional Airport, local and regional socioeconomic trends
can provide an important indicator of future demand for aviation services.

Table 5.3 summarizes the socioeconomic projections for the Pocatello metropolitan statistical area (MSA) by
Woods and Poole Economics, Inc., an independent firm specializing in long-term economic and demographic
projections. However, as shown in Figure 5.4, the forecasted growth in per capita income does not coincide
with the population or employment trend, and there are no indicators that would support income growth of
this nature. Therefore per capita income will be removed from the forecasting methodologies to avoid using
potentially skewed data.

Table 5.3: Socioeconomic Forecast, Metropolitan Statistical Area, 2021-2041

Population

Population Forecast 96,384 99,017 101,455 105,537 0.54% 0.51% 0.45%

Employment
Employment Forecast 54,705 56,884 59,015 63,197 0.78% 0.76% 0.72%

Per Capita Income
Income Forecast $42,483 $51,899 $65104  $104,168 4.09% 4.36% 4 59%

Source: Woods and Poole Economics, Inc.
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Figure 5.4: Pocatello MSA Socioeconomic Data
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Note: As noted in Chapter 3, the U.S. Census Bureau reports less per capita income than the Woods and Poole data. However, the
U.S. Census Bureau does not provide a forecast. Therefore, the Woods and Poole data is only shown as a reference and will not be
used in developing the forecast.

Source: Woods and Poole Economics, Inc.

5.4. Auviation Forecast Methodologies

There are several methods for forecasting aviation activity. Selecting the most appropriate method is typically
a matter of professional judgment and experience based on the analyst’s industry knowledge and assessment
of local conditions. Quite often, the most reliable approach for generating a reasonable estimate involves using
multiple methods. As stated in FAA AC 150/5070-6B, Airport Master Plans, the most common techniques are
regression analysis, trend analysis, market share analysis, and smoothing.

Regression Analysis

Regression analysis is a statistical technique used to identify trends in data by measuring the relationship
between dependent variables (e.g., aviation demand) and independent variables (e.g., population, income).
This method is effective when using relatively simple data sets, a strong statistical correlation is evident, and
reliable data is available for the independent variables.

Trend Analysis
Trend analysis uses historical patterns to project future activity. This approach is useful when local conditions
are unusual enough to differentiate the study airport from other airports in the region.

Market Share Analysis

This technigue assumes a top-down relationship between national, regional, and local forecasts. It involves
conducting a historical review of the airport activity and identifying its percentage, or share, of a larger
regional, state, or national aviation market. The historical market share trend is then used to project the future
market share based on forecasts developed for the larger geographical area. This type of forecast is useful
when the activity has a constant share of a larger market.
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Smoothing
Smoothing is a statistical technique used to make predictions based on applying recent trends and conditions
to historical data. It is most effective for generating short-term forecasts.

a. Forecasting Methodology and Approach Used

Several methodologies were used to establish the most reasonable forecast for each element of the airport
master plan forecast. The assumptions and methodologies used are described alongside the forecast
discussion for each sections.

5.5.  Sources of Data
The following sources of operations and aircraft data were used, in addition to the Terminal Area Forecast, in
developing the forecast for this airport master plan.

5.5.1. Operations Network

The Operations Network, typically referred to as OPSNET, is the FAA's official source of air traffic operations
and delay data for the national airspace system (NAS). Air traffic control (ATC) personnel are required to
collect operational data when the tower is open, and this information is reported daily to OPSNET. The report
provides a historical account of both itinerant and local arrivals and departures.'?

The airport traffic control tower (ATCT) collects operational data when the tower is open. The OPSNET
report for PIH was used to help establish an accurate historical account of the number of operations occurring
at the airport.

5.5.2. FAATraffic Flow Management System Counts

A limitation of OPSNET data is that it does not indicate the specific type of aircraft or model information. One of
the best sources of this information is the FAA's Traffic Flow Management System Counts (TFMSC) database.
One of the main sources of TFMSC data is the information provided by pilots when they file a flight plan.

This database typically includes all commercial operations because they operate under Instrument Flight
Rules (IFR) and are therefore required to file a flight plan. However, it only captures a small portion of general
aviation activity because they typically operate under visual flight rules (VFR) and are therefore not required
to file a flight plan.’® Despite this limitation, this data is helpful in identifying general trends in airport activity
and provides a good starting point for determining aircraft types for total operations. The TFMSC data for PIH
was used to help establish a historical record of the types and classes of aircraft using the airport.

5.5.3. U.S. Department of Transportation T-100 Data

The Air Carrier Statistics database, also known as the T-100, contains domestic and international airline
market and segment data. This report contains carrier, origin, destination, and service class for enplaned
passengers as well as freight and mail data for domestic markets. It also includes carrier, origin, destination,
aircraft type, available capacity, scheduled departures, departures performed, aircraft hours, and load factors
as well as service class for passengers, freight, and mail for domestic non-stop segments. U.S. air carriers
report this information to the U.S. Bureau of Transportation Statistics Office of Airline Information on a
monthly basis.*

This database is frequently used by the aviation industry, the press, and the legislature to produce reports and
analyses on air traffic patterns and carrier market shares as well as passenger, freight, and mail cargo flow. The
T-100 data for PIH was used to help establish a historical record of the commercial operations and passenger
activity levels.
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5.6.  General Aviation Operations

To establish baseline activity levels, OPSNET, TEMSC, and Terminal Area Forecast data was reviewed, along
with airport records, to determine the most accurate estimate of aircraft operations. It was determined that
approximately 99% of airport operations are categorized as general aviation which encompasses a large and
diverse grouping of aircraft. This includes all operations that are not scheduled commercial service or military
such as charter flights, privately owned aircraft used for business or personal travel, flight training, recreation,
aerial firefighting, wildland firefighting, and medical transport or other types of emergency services.

This forecast uses OPSNET data as the baseline for general aviation operations. A review of historical Terminal
Area Forecast and OPSNET data showed that these two reports reflected nearly identical numbers of
operations, but the OPSNET report included more recent data than the Terminal Area Forecast. At the time of
this forecast, the OPSNET report included data through 2021 while the Terminal Area Forecast only included
data through 2019. However, it is important to understand that any operations occurring when the tower is
closed are not accounted for in the OPSNET data. Therefore, a 5% modifier will be applied to the raw forecast
to determine the master plan forecast.

5.6.1. Historical Itinerant General Aviation Operations

Itinerant operations are all operations that originate or terminate at different airports. Figure 5.5 shows
historical rates of itinerant general aviation operations for 2011-2021 as reported by OPSNET. This data
shows the CAGR for itinerant general aviation operations was -0.40% for 2011 to 2021.

5.6.2. Historical Local General Aviation Operations

The FAA defines local general aviation operations as those operating in the local traffic pattern, within the
airport line of sight, are known to be departing for or arriving from a flight in the local practice area, or those
that execute simulated instrument approaches or low passes at the airport. Figure 5.5 shows historical rates of
local general aviation operations for 2011-2021 as reported by OPSNET. This data shows the CAGR for local
general aviation operations was -8.94% for 2011 to 2021.

Figure 5.5: Historical General Aviation Operations, 2011-2021

suonesadO

Source: FAA, OPSNET
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5.6.3. General Aviation Operations Forecast Scenarios
Due to the weak statistical correlation between general aviation operations and the socioeconomic profile
of the Pocatello MSA, a regression analysis was not a suitable method for forecasting operations. Instead, a
series of scenarios were prepared and then compared to the TAF to determine the most suitable forecast.

 Scenario #1: The FAA's Terminal Area Forecast for PIH, with a CAGR of 0.36% for itinerant general aviation
and 1.00% for local general aviation, used as the base case.

» Scenario #2: A forecast that assumes the ten-year OPSNET trend, with a CAGR of -0.40% for itinerant
general aviation operations and -8.94% for local general aviation operations, will continue through 2041.

» Scenario #3: Aforecast that assumes itinerant general aviation operations would follow the FAA’s

Aerospace projections with a CAGR of 0.90%.

 Scenario #4: A forecast that assumes local general aviation operations will continue to follow the ten-year
trend for operations per based aircraft (OPBA) with a CAGR of 0.76%. The ten-year historical median of
139 OPBA was applied to the based aircraft forecast to determine this scenario for local GA operations.

As shown in Table 5.4, the preferred forecast for itinerant general aviation operations is Scenario #3 and the
preferred forecast for local general aviation operations is Scenario #4.

Table 5.4: General Aviation Operations Forecast Scenarios

Itinerant General Aviation Operations

2021
2026
2031
2041

CAGR

2021-2041

Difference From TAF

2021
2026
2031
2041

CAGR

2021-2041

Difference From TAF

Source: FAA, TAF; Ardurra.

18,017
18,289
18,624
19,341

TAF
0.36%

TAF
0%

Local General Aviation Operations

6,941
8,306
8,335
8,461

TAF
1.00%

TAF
0%

18,503
18,134
17,772
17,070

OPSNET TREND FAA Aerospace

-0.40%

OPSNET TREND FAA Aerospace

-11.74%

Scenario #2
6,662
4171
2,612
1,024

OPSNET TREND (0]2:7.

-8.94%

OPSNET TREND OPBA

-87.90%

Scenario #3
18,503
19,351
20,237
22,134

0.90%

14.44%

Scenario #4
6,662
6,955
7,209
7,745

0.76%

-8.46%
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a. General Aviation Operations Forecast

As previously mentioned, to determine the master plan forecast, a 5% modifier will be applied to the raw
forecast to account for operations occurring when the tower is closed and therefore not included in the
OPSNET data. The forecast for general aviation operations is shown in Table 5.5.

Table 5.5: General Aviation Operations Forecast

Forecast With 5% Modifier Added
Itinerant GA Ops Local GA Ops Total GA Ops

2026 26,595 20,318 7,303 27,621
2031 26,959 21,249 7,569 28,818
2041 27,802 23,241 8,132 31,373

Source: FAA, Terminal Area Forecast; Ardurra.

b. General Aviation Operations Forecast Evaluation

General aviation operations have fluctuated drastically during the decade in response to changes in the
national economy, shifting aviation trends, and the COVID-19 pandemic. These events have caused the
ten-year OPSNET trend to be negative. However, a negative growth rate is not a reasonable application

to determine future levels. Especially with the healthy economy and population growth forecasted for

the Pocatello MSA. Therefore, the OPSNET ten-year trend scenario was eliminated. The FAA Aerospace
Forecast is based on the assumption that an overall economic recovery will enable the industry to recover
to pre-pandemic levels.’ With economic recovery evident in the region, it was assumed the FAA Aerospace
Forecast’s 0.90% growth rate was a reasonable application for itinerant operations and the OPBA with a
growth rate of 0.76% for local general aviation operations.

The FAA requires the forecast for non-hub commercial service airports to be within 10% of the Terminal

Area Forecast for the five-year forecast and within 15% for the ten-year forecast. Figure 5.6 shows the
airport master plan forecast for general aviation operations alongside the Terminal Area Forecast. Overall, the
forecast for general aviation operations differs from the Terminal Area Forecast by 3.86% for the five-year
forecast, by 6.90% for the ten-year forecast, and by 12.84% for the 20-year forecast. The overall CAGR for
general aviation operations is approximately 1.88% for the five-year forecast, 1.36% for the ten-year forecast,
and 1.11% for the 20-year forecast.
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Pocatello Regional Airport 2024 Airport Master Plan

Figure 5.6: General Aviation Operations Forecast Comparison
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Source: FAA Terminal Area Forecast; Ardurra.

5.7 Military Operations

Table 5.7 shows historical rates of both itinerant and local military operations for 2011-2021 as reported by
OPSNET. As previously mentioned, military operations tend to fluctuate as the Department of Defense alters
its operational requirements. The CAGR was -1.14% for itinerant military operations, -3.04% for local military
operations, and an overall CAGR of -1.64% for 2011 to 2021.

Figure 5.7 Historical Military Operations, 2011-2021
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Source: FAA, OPSNET.
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5.7.1. Military Operations Forecast

As previously mentioned, military operations are typically forecast at existing levels unless there is specific
knowledge of an upcoming change that would affect future activity levels at the airport. While Pocatello
Regional Airport supports frequent itinerant military operations, they are somewhat unpredictable, and there
are no reliable indicators suggesting military operations will increase during the 20-year planning period. As a
result, the Terminal Area Forecast is the selected forecast (Table 5.6).

Table 5.6: Military Operations Forecast Scenarios

Itinerant Military Operations

TAF Itinerant Military Forecast
2021 124 124
2026 124 124
2031 124 124
2041 124 124
CAGR TAF Itinerant Military Forecast
2021-2041 0% 0%
Difference From TAF TAF Itinerant Military Forecast
0% 0%

Local Military Operations

Year TAF Local Military Forecast
2021 82 82
2026 82 82
2031 82 82
2041 82 82
CAGR TAF Local Military Forecast
2021-2041 0% 0%
Difference From TAF TAF Local Military Forecast
0% 0%

Source: FAA, 2020 Terminal Area Forecast.




5.8. Based Aircraft

The FAA defines based aircraft as any operational and airworthy aircraft that is based at the airport for the
majority of the year. The forecast for based aircraft is essential in planning the development of general aviation
infrastructure such as aircraft hangars and tiedowns. Additionally, based aircraft serves as a key indicator

for the growth of local general aviation operations. Figure 5.8 shows the historical rates of based aircraft, as
reported in the TAF, which shows they have decreased at a CAGR of -4.11% from 2010 to 2019.

Figure 5.8: Based Aircraft, 2010-2019
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Source: FAA, 2020 Terminal Area Forecast.

5.8.1. Based Aircraft Inventory

The airport provides the FAA with an annual inventory of based aircraft which is then used by the FAA

to update the Terminal Area Forecast for the airport. The airport master record (FAA Form 5010-1) for
PIH indicates a total of 48 aircraft were based at the airport for 2021. As shown in Figure 5.9, there was
approximately 35 single engine piston aircraft, seven multi engine aircraft, five jets, and one helicopter was
based at the airport during 2021. The airport record will be used as the baseline in this forecast.

Figure 5.9: Based Aircraft Inventory, 2021
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Source: FAA Form 5010-1, Airport Master Record for Pocatello Regional Airport.
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5.8.2. Based Aircraft Forecast Scenarios

The number of based aircraft at PIH have fluctuated in recent years but have held steady at 48 since 2017.
These fluctuations could not be statistically correlated to any specific socioeconomic factor. Therefore, a
regression analysis was not a suitable methodology for this forecast. Instead, a series of scenarios were
compared to determine the most appropriate forecast for based aircraft at PIH.

e Scenario #1: The FAA’s Terminal Area Forecast for PIH, with a CAGR of 0%, used as the baseline.

» Scenario #2: A forecast based on the expected growth rate of the population within the Pocatello MSA with
a CAGR of 0.45%.

« Scenario #3: A forecast based on the expected increase in employment within the Pocatello MSA with a
CAGR of 0.72%.

As shown in Table 5.7 the preferred forecast is Scenario #3 with a CAGR of 0.72%. This forecast represents a
conservative approach, while still reflecting the growth expected for the Pocatello MSA.

Table 5.7 Based Aircraft Forecast Scenarios
Scenario #2 Scenario #3
2021 48 48 48
2026 48 49 50
2031 48 50 52
2041 48 53 55
2021-2041 0% 0.50% 0.68%
0% 10.42% 14.58%

Source: FAA, 2020 Terminal Area Forecast; Woods and Poole; Ardurra.

a. Based Aircraft Forecast Evaluation

The FAA requires the forecast for non-hub commercial service airports to be within 10% of the Terminal Area
Forecast for the five-year forecast and within 15% for the ten-year forecast. Overall, the forecast differs from
the Terminal Area Forecast by 4.17% for the five-year forecast, by 8.33% for the ten-year forecast, and by
14.58% for the 20-year forecast. Therefore, this forecast is within those limits. The overall CAGR for based
aircraft is approximately 0.68% for the 20-year planning period.

b. Based Aircraft Forecast by Category

As shown in Table 5.8, single engine piston aircraft make up the majority of based aircraft at PIH and account
for approximately 73% of the fleet. Approximately 15% are multi engine, 10% are jets, and the remaining 2%
are helicopters. It is assumed these percentages will remain about the same throughout the planning period.
Applying these percentages to the based aircraft forecast provides the forecast for based aircraft by category.
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Table 5.8: Based Aircraft Forecast by Category

Single Engine Multi-Engine Helicopters
Year Total
35 7 5

2021 1 48
2026 36 8 5 1 50
2031 38 8 5 1 52
2041 40 8 6 1 55

Source: Ardurra.

5.9. Commercial Service

Commercial service operations are influenced by a variety of national and local factors, airline and aviation
industry trends, and socioeconomic trends. The forecast for commercial service operations, along with the
passenger enplanements forecast, will help determine future requirements for airport facilities—especially
those necessary for accommodating passengers.

5.9.1. Historic Scheduled Commercial Service Activity

Currently, SkyWest, a regional partner of Delta Air Lines, provides daily service to Salt Lake City from Pocatello
Regional Airport using a 50-seat CRJ-200 aircraft. SkyWest has been the only carrier serving the airport since
2008. Table 5.9 presents SkyWest's historical scheduled service at the airport over the past decade.

Table 5.9: Air Service Summary, 2011-2021

S o o | oors | o o> | 2om0 |z

Avg. Daily Scheduled

Flight Departures 3.5 2.7 1.9 2.7 3.0 2.4 2.6
Avg, Dally Scheduled 105.7 100.5 96.7 134.4 149.3 1179 1279
Departing Seats

Average Seats/Flight 30 37 50 50 50 50 50
Carrier SkyWest SkyWest SkyWest SkyWest SkyWest SkyWest SkyWest
(Mainline Partner) (DL)* (DL) (DL) (DL) (DL) (DL) (DL)

Note: DL = Delta Air Lines
Source: Official Airline Guide

Historical scheduled departing flights and seats for the past 20 years at PIH are graphically presented in
Figure 5.10. The decline in flights and seats beginning in 2006 is due to Horizon'’s exit from the market.

The lowest level of service offered at the Airport was in 2015 when SkyWest switched from serving the
market with turboprop aircraft to 50-seat CRJ-200 and offered just two flights a day. A third daily flight was
added back into the schedule beginning in 2016. Service at PIH took another hit in 2020 as airlines across
the country cut service in response to the COVID-19 pandemic. However, a full schedule with three daily
departures had resumed by 2021. On November 2, 2021, SkyWest cut two of the three nonstop flights to
Salt Lake City, leaving the airport with one daily round trip flight.
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Figure 5.10: Scheduled Departing Seats and Flights, 2000-2021
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Sources: Official Airline Guide

Small community air service, in general, has been a struggle to maintain and grow over the last 20 years as the
economics of flying small aircraft have shifted. Airline labor and fuel costs have risen and the cost per seat is
much higher than passengers are willing to pay for service on small aircraft flying short routes. Airlines have
retired many of the small regional aircraft, leaving few options for replacement aircraft in small communities.
The COVID-19 pandemic presented yet another challenge. Labor shortages and declines in corporate travel
have once again made it difficult to sustain small community air service. Local community leaders recognize
this decline in service at PIH is a blow to the local economy as more people will likely now drive to Salt Lake
City to access better-timed air service options. The mayor of Pocatello and the PIH airport manager is
optimistic that this reduction in service is temporary and are working with SkyWest to restore flights. The
community is also identifying other opportunities for additional airline service.

Historic enplanements and commercial service operations at Pocatello Regional Airport from the last ten years
are presented in Table 5.10. 2021 annual enplanements are estimated based on actual data from January
through September and service reductions beginning in November. Enplanements grew at an average annual
rate of 0.73% between 2011 and 2021 and peaked in 2018 with 47,900 annual passengers. The number of
annual commercial service operations fell 2.9% per year on average during the same ten-year period.
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Table 5.10: Historical Enplanements and Scheduled Departures, 2011-2021

Enplanements Commercial Service Departures

2011 23,256 1,286
2012 23,108 991
2013 24765 981
2014 25,998 1,108
2015 25,864 711
2016 35,631 926
2017 39,730 981
2018 47,903 1,281
2019 45,076 1,101
2020 20,452 855
2021E 25,000 963
CAGR 2011-2021E 0.73% -2.85%

Notes: AAGR=Average Annual Growth Rate
E=Annual enplanements and operations for CY2021 have been estimated based on data from the first nine months of 2021.

Source: PIH Airport Records; U.S. Department of Transportation, T-100

Annual enplanements at PIH decreased over the last two years due to the COVID-19 pandemic and

airline service cuts in response to the pandemic. In 2020 enplanements were down 55% from 2019 annual
enplanement levels. SkyWest offered just one daily flight in April, May, and June of 2020 (down from three

at the beginning of 2020). The airline provided two daily flights in July 2020 and resumed the third daily

flight by August. It is estimated that 2021 enplanements, although improving, are still down 45% from

2019. Figure 5.11 presents the monthly change in enplanements from 2019 enplanement levels. As shown,
enplanements in April 2020 were down 96% from 2019 monthly enplanements due to stay-at-home orders.
While enplanements did recover somewhat over the next year and a half, in October 2021, they were still
down 34% from 2019 levels. It is estimated that November and December 2021 enplanements will once again
decline due to additional SkyWest service cutbacks.
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Figure 5.11: Monthly Enplanements and Percent Change from 2019 Enplanements
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Figure 5.12 depicts the historic enplanements at Pocatello Regional Airport for the past 25 years.
Enplanements have fluctuated based on the carrier mix, aircraft type, and the service offered. Prior to
2006, the airport was served by two carriers and annual enplanements were over 40,000 each year. By
2017, enplanements once again exceeded 40,000 as SkyWest offered additional seats in the market as it
transitioned from turboprop to 50-seat CRJ aircraft. However, PIH enplanements were devastated by the
COVID-19 pandemic in 2020 and the Airport was not able to fully recover through 2021.

Figure 5.12: Historical Enplanements, 1996-2021
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Note: E=estimate

Source: Airport data, FAA Terminal Area Forecast.
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5.9.2. Trends with the Potential to Influence Future Commercial Service Growth

Several factors may influence aviation activity independent of airport activity. It is worthwhile to review
outside influences to determine how they may impact future growth. These factors include the COVID-19
pandemic, national aviation trends, and local factors.

a. COVID-19 Pandemic

The COVID-19 pandemic caused a national and global health crisis in 2020 and into 2021. As a result of
lockdowns, stay-at-home orders, and other restrictions, the pandemic caused a severe shock to the economy
as well as air travel. Unlike previous crises experienced in the aviation industry, including 9/11 and the Great
Recession, both aviation demand and supply were impacted due to passenger safety concerns and the
suspension and restrictions of flights. Airlines made deep capacity cuts and grounded fleets. Nearly all aspects
of corporate travel were suspended.

While COVID-19 vaccines were aggressively rolled out in early 2021, the drivers of air travel did not return
tonormal in 2021. While 67% of the U.S. is partially vaccinated, more cases of COVID-19 continue to be
reported as of the writing of this chapter (November 2021). Airline travel is experiencing a rebound, but
demand for corporate and international air travel continues to lag. In November 2021, both U.S. airline
passenger volumes and airline departures were 14% below pre-pandemic levels.

The rapid decline in demand caused by the pandemic deeply impacted airline revenues and it will take years
to be able to retire the billions of dollars in debt that has been accumulated. According to Airlines for America,
U.S. airlines expect cash burn to persist, so further cost reductions are vital to their financial recovery. Load
factors are still below breakeven in November 2021. PIH has experienced firsthand the service reductions
due to low load factors as SkyWest discontinued several flights. It is anticipated that, nationwide, airline
revenues could return to pre-pandemic levels by the end of 2022.

The recovery timeline for airline travel is largely unknown. A look back at the recovery after 9/11 and the
Great Recession can indicate what airline recovery could look like after the COVID-19 disruption. According
to Airlines for America, following 9/11, it took about three years for passengers to return to pre-9/11 traffic
levels (Figure 5.13). In 2008, the number of passengers decreased in response to the global financial crisis
and skyrocketing oil prices. It took nearly seven years for passenger volume to return to pre-recession levels.
An effective vaccine against COVID-19 has resulted in short-term growth in passenger traffic. However, this
is unlikely to offset the ongoing damage to lucrative business travel, which is estimated to take three or more
years to recover.'’

Figure 5.13:  Historic U.S. Passenger Volumes and Operating Revenues

Source: Airlines for America, Impact of COVID-19: Data Updates
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The Impact of COVID-19 on PIH Projections

As noted, long-term implications of the pandemic and subsequent recession on the aviation industry are still

largely unknown, which adds a level of uncertainty to these projections. The virus’ impact to the economy and
aviation is fundamentally different and much greater than any other crisis in history.

It is important to gain an understanding of when demand for aviation services can be expected to return to
pre-pandemic levels. A summary of enplanement projections by rating agency analysts and industry insiders

that focuses on the timing of the return of airline passenger demand to pre-COVID levels are presented in
Figure 5.14. The base case scenarios shown in the graph do not show substantial increases in passengers until

late 2021 or 2022 and expect 2019 levels to be regained around 2024. All the forecasts note that the level

of uncertainty is high and completely dependent on virus behavior, vaccination effectiveness and roll out, and
government responses.

Figure 5.14:
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Financial Health (Dec. 1, 2020); Fitch Ratings, Outbreaks, Travel Limits to Delay Global Air Traffic Recovery (Oct. 12, 2020).
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The industry projections presented above help make assumptions when projecting enplanements and
commercial service operations for PIH. The aviation industry is resilient, and it is anticipated that activity
will eventually return and exceed pre-pandemic levels. The forecasts that are developed for PIH take into

consideration these uncertainties, historical and regional economic trends, and the mix of operations. Based

on information to date, the commercial service forecasts presented make assumptions as to when PIH can
expect to return to pre-COVID levels. It is important to note that airport development should occur when

operational activity reaches certain planning milestones. Activity should be monitored to understand when

these planning triggers are reached.

b. Additional Commercial Service Industry Trends

Typically, historical, and anticipated trends related to commercial service, general aviation, and air cargo are

important considerations in developing forecasts of demand. However, the COVID-19 pandemic has disrupted
nearly all trends, and several new commercial trends emerged during the pandemic. Low-cost carriers
benefited from the strength of the leisure travel segment. Alternatively, cuts in business travel impacted

legacy carriers and those serving large business communities. All carriers benefited from low fuel prices that

were due in part to reduced energy demand worldwide.
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While PIH’s commercial air travel demand will be primarily driven by local demand and regional events, it will
also be influenced by industry trends, particularly regarding what type of aircraft will be utilized by airlines
flying into PIH. The following trends will have the potential to impact air service at PIH as airlines continue to
recover from the COVID-19 pandemic.

Shifting Airline Economics and Airline Capacity Discipline

Similar to the airlines’ response to the Great Recession of 2008, it is anticipated that air service trends will
shift in conjunction with airline management’s attempts to focus on recovery and profitability by selectively
adding back routes, reducing redundant flying, and minimizing the number of empty seats. A conservative
approach in their capacity planning will be implemented. It will likely be a “limited growth” environment in
terms of capacity in the near term. While some carriers may try to grow market share by keeping some of their
older equipment in service, high fuel costs will reinforce stated intentions to retire older equipment, leading
most airlines to remain capacity disciplined. Longer term, the environment should improve, as airlines continue
to add aircraft in the 70-100 seat range. Many new aircraft will be delivered over the next several years and
serve to modernize the existing fleet.

Few Carriers Available to Serve Small Communities

Regional airline services and the small airports they serve are the most susceptible to economic downturns
and often take the largest hit following economic disruptions like the COVID-19 pandemic and the 2008
recession. The economics of short-haul markets to small cities are challenging to overcome. As airlines
continue to look for ways to increase revenue and decrease costs, communities whose service is provided by a
single carrier find themselves at risk. Regional airlines are now also competing for fewer mainline contracts.

Several regional airlines ceased operations due to the pandemic. Compass shuttered operations on April 7,
2020, while sister carrier Trans States was grounded on April 1, 2020, nine months earlier than planned. In
addition, on September 30, 2020, United ended its contract with ExpressJet, whose entire business was
operating United Express-branded flights to consolidate regional operations.

Fleet Simplification

Fleet simplification allows airlines to benefit from higher pilot productivity, lower training costs, reduced
maintenance expenses, and increased fuel efficiency. For decades, the regional carriers have been shifting

to larger, more fuel-efficient jets with higher seat capacities. This trend in replacing smaller regional jets

that have seating capacities of 37-52 with more fuel-efficient jets with 70-90 seats has slowed to a rate of
approximately 17% this past decade but is expected to continue as the regionals look to reduce costs. Mainline
carriers (i.e., airlines that fly aircraft with 20 or more seats) have also been increasing the number of seats
per aircraft in recent years. This is a newer trend with mainline carriers that grew at a rate of approximately
10% between 2009-2019. This trend continued to grow in 2020 but at a much slower rate as many mainline
carriers either parked or retired many of their largest aircraft in response to the reduced demand resulting
from the COVID-19 pandemic. Additionally, the network carriers—Alaska Airlines, American Airlines, Delta
Air Lines, and United Air Lines—are expected to move forward with previous plans to significantly reduce the
numbers of small regional jets in their fleets.

Pilot Shortage

There has been a pilot shortage affecting the commercial airline industry this past decade. The causes of which
include airline mergers and the major costs cuts airlines were forced to make following 9/11 and the Great
Recession—especially to pilot salaries—all while the cost to become a pilot has increased dramatically. While
the pilot shortage wasn't a problem in 2020 when airlines cut capacity in response to the COVID-19 crisis,

the pandemic also led to thousands of commercial airline pilots retiring early. The pilot shortage is expected to
become more dramatic as commercial service returns to normal levels.
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5.9.3. Local Factors

There are also local factors that impact the demand at Pocatello Regional Airport. They include the proximity
of competing airports and local marketing efforts. Many of the commercial air travelers that are residents

or visitors to the Pocatello region often drive to competing airports to begin their trip due to several factors
including flight schedules and options, nonstop destinations, airfares, carrier choice, and reliability. Passengers
often are most frequently driving up to 2.5 hours to reach Salt Lake City International (160 miles away) or 50
minutes to Idaho Falls Regional Airport (50 miles away) to begin their trips. The changes in service at Pocatello
Regional over the last few decades have forced many passengers to take to the road instead of beginning and
ending their trip at the airport.

These travel patterns are difficult to change but not impossible. Well-timed service from Pocatello to Salt Lake
City has proven effective in retaining local passengers. SkyWest’s cut to one daily departure in November

will likely increase passenger leakage to other airports. The local community including Idaho State University
administration recognizes the importance of air travel to the region and is working hard to regain and expand
air service at Pocatello Regional Airport.

5.10. Commercial Service Forecast

Forecasts of commercial service activity provide a basis for determining future requirements for facilities
integral to the accommodation of passengers. A variety of methods exist for forecasting passenger
enplanement activity at an airport. Historical and statistical models serve to provide a general range of
possibilities and assume that the past is a sufficient indicator of the future. Due to the impact of the COVID-19
pandemic and capacity cuts on enplanements at PIH, the projections presented here depart from the typical
methods that exist for master plan forecasting commercial service activity at an airport.

Several industry projections including the FAA Aerospace Forecasts, S&P Base Case Scenario, Fitch Rating
Case Scenario, A4A Optimistic Scenario, and the IATA projections estimate that U.S. enplanements will
recover to 2019 enplanement levels in 2024. These forecast scenarios considered a variety of factors that
will lead to recovery. However, airline economics and the availability of aircraft to serve the market will impact
PIH’s ability to recover to pre-COVID enplanement levels in the next five years. SkyWest cut capacity at

PIH in November 2021 from three daily departures to one flight per day. As noted above, the 50-seat CRJ-
200 fleet that has exclusively served the PIH in the last five years is scheduled for retirement by Delta and

its regional partners, with a direct replacement aircraft unavailable for small communities. Based on the
availability of aircraft to serve small communities, it is not likely that additional services will be added at PIH in
the near term and the departing seats available will be limited.

This enplanement and commercial service operations forecasts makes the following assumptions in terms

of the level of air service offered during the next 20 years. These assumptions take into account the limited
availability of aircraft to serve PIH in the near-term and a transition period to the medium sized regional jets in
the mid-term.

e Near Term (2022-2025): SkyWest will continue to serve the market with one daily flight on a 50-seat CRJ
200 aircraft.

e Mid-Term (2026-2030): SkyWest will gradually add a second round trip flight per day in the next five years,
using a /6-seat Embraer E-175.

e Long-Term (2030-2041): SkyWest will eventually replace its CRJ-200 flight with a second E-175 flight. The
long-term forecast also assumes a low cost carrier (LCC), such as Allegiant or Frontier, will begin serving the
market on a seasonal basis utilizing A320 (177 seats) or 737 MAX 7 (172 seats) aircraft.

Based on these assumptions, a forecast of commercial service operations and enplanements has been developed.
The results are presented in Table 5.11. In order to develop PIH enplanement projections, the total number of
annual commercial airline departures and available seats were calculated, and an average annual load factor was
estimated based on historic trends, industry-wide average load factors, and FAA Aerospace projections.
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Table 5.11: Commercial Service Forecast

. Average
Commercial Average
X Annual Total
Year Enplanements Service Seats Per .
Passenger Operations
Departures Departure
Load
2021E 25,000 963 50 48,150 51.9% 1,926
2026 23,470 510 59 30,090 78.0% 1,020
2031 45,494 730 76 55,480 82.0% 1,460
2041 56,890 66,151 86.0% 1,594
CAGR Enplanements Seats/Flight Total Seats
2021-2041 -1.26% -0.94% 2.57% 1.60% 2.56% -0.94%

Note: E=annual estimate based on actual Jan.-Sept. 2021

Source: Marr Arnold Planning, FAA Terminal Area Forecast.

5.10.1. Commercial Service Forecast Evaluation

The FAA requires the forecast for non-hub commercial service airports to be within 10% of the TAF for the
five-year forecast and within 15% for the ten-year forecast. The forecast for passenger enplanements, which
is shown alongside the 2021 TAF forecast in Figure 5.15, differs substantially from the TAF and exceeds these
thresholds. Overall, the forecast for enplaned passengers differs from the TAF by -57.83% for the five-year
forecast, -19.56% for the ten-year forecast, and -1.91% for the 20-year forecast.

This difference is due, in part, because the forecast reflects a slower recovery to pre-COVID levels than

the TAF projections and indicates that enplanements will reach 2019 pre-COVID levels in 2033. While the
near-term projections differ substantially from the TAF, the forecast actually becomes quite close to the TAF
in the long term (Figure 5.15). As shown, the forecast indicates an overall CAGR for enplaned passengers of
approximately -5.56% for the five-year forecast, 4.58% for the ten-year forecast, and 4.20% for the 20-year
forecast while the TAF indicates a 9.09% for the five-year forecast, 5.37% for the ten-year forecast, and
3.56% for the 20-year forecast.

Figure 5.15: Passenger Enplanements Forecast Comparison

sJ93uassed

Source: FAA Terminal Area Forecast; Ardurra.
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5.11. Fleet Mix Forecast

The airport reference code (ARC) is a system developed by the FAA to relate airport design criteria to the
operational and physical characteristics of the airplane types that will operate at a particular airport. The
airport reference code has two components relating to the critical aircraft. The first component, depicted by
a letter, is the aircraft approach category which relates to aircraft approach speed. The second component,
depicted by a Roman numeral, is the airplane design group which relates to wingspan and tail height.

5.11.1. General Aviation Fleet Mix Forecast

Several sources of 2021 operations data were used to determine the types of general aviation aircraft that use
the airport. This includes OPSNET data, which consists of traffic counts, recorded by air traffic control (ATC)
personnel as well as TEFMSC data which includes the airport reference code category for each aircraft. These
records were then compared to TAF data to determine usage percentages for each airport reference code
category. As previously mentioned, TEFMSC data is only useful in helping to identify general trends in general
aviation airport activity because they typically operate under visual flight rules and are therefore not required
to file aflight plan. Therefore, in order to account for total general aviation operations, these percentages were
then applied to the OPSNET data and a 5% modifier was applied to general aviation operations account for
any operations occurring when the airport control tower is closed. The results were used as the 2021 forecast
baseline. These percentages were then applied to the master plan forecast to determine the general aviation
fleet mix forecast (Table 5.12).

Table 5.12: General Aviation Fleet Mix Forecast

ARC Percentages
2021 2026 2031 2041
A-l

27.53% 7,273 7,602 7,932 8,635

A-ll 6.34% 1,676 1,752 1,828 1,990
B-1 23.53% 6,215 6,497 6,779 7,380
B-II 42.22% 11,154 11,660 12,165 13,244
C-l 0.08% 20 21 22 24
C-II 0.15% 39 41 43 46
C-111 0.02% 6 6 7 7
C-IV 0.02% 4 4 4 5
D- 0.02% 4 4 4 5
D-ll 0.02% 6 6 7 7
D-111 0.01% 3 3 3 4
Rotor / No Data 0.06% 16 17 17 19

Note: Due to rounding and unknown TFMSC operations, the total annual operations do not precisely align with the master plan
forecast. The breakdown is provided for generalized data analysis and planning purposes.

Source: FAA, OPSNET, TFMSC, Terminal Area Forecast; Ardurra.
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5.12. Critical Aircraft

The critical aircraft is the most demanding aircraft, or a family grouping of aircraft, with at least 500 annual
operations. Identification of the critical aircraft is important because it is the aircraft category that will drive
the FAA design standards used for airport development. For airports such as PIH where the infrastructure
must support a wide range of aircraft and operations, it is wise to identify separate critical aircraft for the
different areas of operations.

When a category of aircraft increases to approximately 350 operations, an airport should begin to prepare

for ashiftin ARC and plan for a change in FAA design standards. PIH is home to a U.S. Bureau of Land
Management (BLM) and United States Forest Service (USFS) wildland firefighting base. As previously
mentioned, it is the only base in the Great Basin BLM region (Washington, Oregon Idaho, Montana, Wyoming,
Utah, Nevada, and Colorado) capable of accommodating a McDonnell Douglas DC-10 aircraft and other very
large air tankers (VLAT) used for aerial firefighting operations. The DC-10, which has a taxiway design group
(TDG) of 5, is the most demanding aircraft in relation to taxiways. While operations fluctuate year to year
because they are dependent on the regional fire season, the airport needs to consider the design criteria for
this aircraft because of its vital role in the region. Therefore, the DC-10 is the critical aircraft for Runway 3/21,
Taxiway A, taxiway connector A-2, and the Bureau of Land Management hardstand. Historical firefighting
operations, including DC-10 operations, are outlined in Table 5.13.

Table 5.13: Annual Firefighting Operations by Aircraft Type

Light Fixed Wing (LFW) <12,5001Ibs

Smoke Jump 12,300-22,600 Ibs 22 14 0 4

Single Engine Air Tanker (SEAT) 16,000 Ibs 620 224 462 296

Amphibious Water Scooper (AWS) 34,400-37,000 Ibs 50 0 34 0

Large Air Tanker (LAT) 61,750-155,000 Ibs 356 146 178 58

DC-10, Very Large Air Tanker (VLAT) 363,500 Ibs 458 144 336 100
Totals 1,688 604 1,132 566

Note: Due to rounding and unknown TEMSC operations, the total annual operations do not precisely align with the master plan
forecast. The breakdown is provided for generalized data analysis and planning purposes.

Source: FAA, OPSNET, TEMSC, Terminal Area Forecast; Ardurra.

The 2018 Airport Layout Plan Update lists an airport reference code of D-1V for the section of Taxiway A that
runs parallel to Runway 3/21 along with the associated taxiway connectors. The previous airport master plan
was updated prior to the release of AC 150/5300-13A, Airport Design, which has since been updated to 138,
and does not designate a taxiway design group for Taxiway A.
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5.12.1. General Aviation Critical Aircraft

As shown in Table 5.12, the majority of general aviation operations in 2021 involved airport reference code
category B-Il aircraft with approximately 11,154 operations. According to the TEMSC data, which included
865 of these operations, the airport reference code B-11 aircraft with the greatest number of operations for
2021 was the Beech 1900C-12 (Figure 5.16). This aircraft was primarily operated by Alpine Air Express with a
total of 428 operations.

There are no indications that the fleet used by Alpine Air Express for cargo operations will change during the
20-year planning period® so the Beech 1900C-12 is forecast as the general aviation critical aircraft through
2041. Specifications for the general aviation critical are listed in Table 5.14.

Figure 5.16:  General Aviation Critical Aircraft: Beech 1900C-12

Source: www.alpine-air.com

Table 5.14: Beech 1900C-12 Specifications

Characteristic Specification

Aircraft Approach Category (AAC) B
Airport Design Group (ADG) [l

Taxiway Design Group (TDG) 2

Approach Speed 120 Knots of Indicated Airspeed (KIAS)
Wingspan 54.50 Feet

Length 57.83 Feet

Tail Height 14.92 Feet

Cockpit to Main Gear (CMG) 23.83 Feet

Outer to Outer Main Gear Width (MGW) 19.20 Feet

Maximum Takeoff Weight 16,600 Pounds

Source: FAA Aircraft Characteristics Database
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a. General Aviation Critical Aircraft for Taxiways

As previously mentioned, the DC-10 (Figure 5.17) is the critical aircraft for Runway 3/21, Taxiway A, taxiway
connector A-2, and the Bureau of Land Management hardstand. Specifications for the general aviation critical
are listed in Table 5.15.

Figure 5.17:  McDonnell Douglas DC-10 Very Large Air Tanker

Source: KIFI/KIDK

Table 5.15: McDonnell Douglas DC-10 Specifications

Characteristic Specification

Aircraft Approach Category (AAC) D

Airport Design Group (ADG) \Y

Taxiway Design Group (TDG) 5

Approach Speed 141-165 Knots of Indicated Airspeed (KIAS)
Wingspan 165.30 Feet

Length 181.60 Feet

Tail Height 58.60 Feet

Cockpit to Main Gear (CMG) 93.97 Feet

Outer to Outer Main Gear Width (MGW) 41.21 Feet

Maximum Takeoff Weight 580,000 Pounds

Source: FAA Aircraft Characteristics Database
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5.12.2. Commercial Service Critical Aircraft

Based on current operations, the existing critical aircraft for commercial service is the Bombardier CRJ-200
(Figure 5.18). As this aircraft is expected to continue to be the dominant aircraft used by SkyWest for several
years, the CRJ-200 will remain the critical aircraft through the mid-term of the planning period (2021-2031).
Specifications for the existing critical aircraft for commercial service are listed in Table 5.16.

Figure 5.18: Existing and Mid-Term Critical Aircraft: Bombardier CRJ-200

Source: Delta.coms

Table 5.16: Bombardier CRJ-200 Aircraft Specifications

Characteristic Specification

Aircraft Approach Category (AAC) C
Airport Design Group (ADG) [l

Taxiway Design Group (TDG) 1B

Approach Speed 140 Knots of Indicated Airspeed (KIAS)
Wingspan 68.67 Feet

Length 87.83 Feet

Tail Height 20.75 Feet

Cockpit to Main Gear (CMG) 37.42 Feet

Outer to Outer Main Gear Width (MGW) 13.25 Feet

Maximum Takeoff Weight 47,450 Pounds

Source: FAA Aircraft Characteristics Database

m Forecast




5.12.3. Future Commercial Service Critical Aircraft

Based on the projected fleet mix, the future critical aircraft for commercial service will ultimately be the
Embraer E-175 (Figure 5.19). The airport is expected to see an increase in E-175 operations during the long-
term planning period of 2031-2041 as SkyWest eventually transitions from the CRJ-200 to the E-175. The
E-175is also a common aircraft used by several airlines that could potentially begin offering commercial
service at PIH. Specifications for the future critical aircraft for commercial service are listed in Table 5.17.

Figure 5.19:  Future Critical Aircraft: Embraer E-175

Source: Delta.com

Table 5.17: Embraer E-175 Aircraft Specifications

Characteristic Specification

Aircraft Approach Category (AAC) C

Airport Design Group (ADG) [

Taxiway Design Group (TDG) 3

Approach Speed 124 Knots of Indicated Airspeed (KIAS)
Wingspan 85.33 Feet

Length 103.92 Feet

Tail Height 32.33 Feet

Cockpit to Main Gear (CMG) 41.33 Feet

Outer to Outer Main Gear Width (MGW) 20.5 Feet

Maximum Takeoff Weight 82,673 Pounds

Source: FAA Aircraft Characteristics Database
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